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THE BATTLE FLIGHT COMPETITION.—Pilots and mechanics of No. 32 (Fighter) Squadron (Armstrong 
Siddeley Siskins, Jaguar Engines) dashing for the machines after the alarm signal has been given for the three fighter 
squadrons in the Battle Flight Competition to attack the enemy bombers. 
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Estimates of the nitaiBer of people who saw the R.A.F. 
Display at Hendon on Saturday, June 30, vary between 
75,000 and 175,000. And people still call it the Pageant,—for 
such it is, much more than a mere Display. 

If one takes in what the Germans call ‘‘ hedge guests,” 
or what an Australian correspondent writing of an air dis- 
play there called ‘‘ the inhabitants of Scotchman’s Hill out- 
side the aerodrome,” probably the figure was well up in 
the direction of 200,000. Anyhow, by midday a member of 
the Committee told one that there were already 1,000 more 
cars in the enclosure, thanks to the rearrangement of the 
parking space, than there had been at any previous Pageant. 
By 14.30 hours the gates had had to be shut to cars, and 
late arrivals had to leave their cars outside in the emergency 
parking spaces and walk to the aerodrome. 

When one got there oneself at 11.15 hours the Kditorial 
Talbot could only get into a fourth row up at the top of the 
hill. The parking was excellently done, and the airmen 
of the R.A.F. who were in charge of the job were as courteous 
and helpful as London traffic police,—with whom one has 
no quarrel. 

Judging by the vast crowds gathered to see a purely war- 
like Display without any civil interest in it whatever, and 
by the enthusiastic welcome given to His Majesty the king 
when he arrived, there is still some difficulty in believing 
that we are a Pacifist, Communist and Republican Nation. 
And incidentally, judging by what one has seen of the 
Oxford and Cambridge University Air Squadrons, whiekinay 
be taken as very fair average samples of the youth of Great 
Britain to-day, we shall have no more difficulty in raisittg 
a thoroughly enthusiastic Army and Air Force for the next 
war than we had in 1914-15. Anyhow, the tens or hundreds 
of thousands of John Citizens and Jane Citizens (now that 
Jane has the Vote down to the tenderest age) must have 
Leen convinced that the Air Ministry is giving him and her 
very good value for money. 
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ON THE R.A.F. PAGEANT. 


A HINT TO THE AIR LEAGUE. 

The poor misguided Air League may go on for ev@tpayith 
its silly little bleat about our having an Air Force that @@es 
not compare with those of foreign nations, and about having 
an Air Ministry which does not know its job, and about 
having an Air Staff which is incapable of organising or con- 
trolling or commanding an adequate Air Force, without 
doing either good or harm. But people who know a heap 
more about air war and aircraft than does anybody with 
any influence in the Air League (namely, those who fought 
us in the last War, and those who were our Allies therein) 
simply gasped in astonishment not only at the mere flying 
of our pilots, but at the workmanship and manceuvrability of 
our machines, and at the marvellous Staff work which 
handled those masses of machines and men in such a 
limited space with such perfect precision. 

If only the Air League would have the sense to stand up 
and shout that we have the finest Air Force in the World, 
with the finest Staff to handle it, and with the finest Air 
Ministry behind it, and that John and Jane Citizen ought 
to pawn the contents of the Plain Van in order to make the 
Air Force three times as big and three times as strong, the 
Air League might manage to touch the hearts of the Tax- 
payer and scoop in some cash for itself. But the Great 
British Public is not going to support an organisation which 
devotes its money and energy to crying stinking fish,—or 
perhaps, to use a more aeronautical simile, over-high game. 
Meantime the Air Force is doing very well, thank you, in 
spite of the Air League, as everybody who went to Hendon 
could see for themselves. 


The Pre-Lunch Programme. 
Thé*Programme was divided into two sections. The first 
consistéedzyoef events indicated by letters, which happened 
before 15.0om@hours, when the King arrived. The afternoon 
events were iffdicated by numbers. 


on 


PARTY AT THE R.A.F. DISPLAY.—Their Majesties the King and Queen and H.R.H. the Duke 


Sir Samuel Hoare is seen standing by the Queen, and the Lady 


Maud Hoare is sitting beside the King. 
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A TWIN-ENGINED DAY-BOMBER. 


These lettered events which follow hereafter are described 
by Mrs. C. M. McAlery, who besides being the literary and 
athletic critic of THe ArROPLANE is in charge of the R.A.F. 
section of this paper. She writes as follows :— 

Before the lettered events began the Sassoon Trophy, pre- 
sented by Sir Philip Sassoon, C.B.E., C.M.G., M.P., Under- 
Secretary of State for Air, for annual competition between a 
representative of each Squadron in the Fighting Area, was 
presented to this year’s winner, Fig. Off. H. T. Andrews, 
No. 41 (Fighter) Squadron. The Siddeley. Siskin III.A 
(Jaguar engine), in which Mr. Andrews won the race on 
May 26, was exhibited in the New and Experimental Machine 
Park, where it sat in a corner and looked contemptuously at 
the variegated but inexperienced warriors all round it. 

The first lettered event was the R.A.F. Reserve of Officers’ 
Race. This race was over a course of approximately 14 
miles, and was open to one officer from each of the Training 
Centres of Annual Flying Training of officers on the Reserve 
of Air Force Officers. The machines, Avro training ina- 
chines with Lynx engines, took off simultaneously, cand the 
result was :—. 

(Fig. -Oi= ‘CoB. Me Pickthora, NCC. 
Aerial and General Transport Ltd., Leeds. 

(2) Fit. Lt. H. Bligh, Sir W. G. Armstrong Whitworth 
Aircraft Ltd., Coventry. 

(3) Flg. Off. F. J. Brunton, the Bristol Ee ent Com ltdy, 
Leeds. "(Winner’s time 8 mins. 52 secs.). 


the North Sea 


JULY 4, 1928 


(two Bristol Jupiters) 


Also-rans : Flg. Off. G. F. Court, The De Havilland Air- 
craft Co. Ltd., London, and Flg. Off. R. P. Mollard, Wm. 
Beardmore and Co. Ltd., Glasgow. 

Event B_ was an exhibition of individual aerobatics by 
two pilots of No. 4r (Fighter) Squadron on Siskin III.As 
with Jaguar engines. The pilots were Flt. Lt. F. K. Damant, 
D.F.C., and Fig. Off. C. S. Staniland. The two pilots man- 
ceuvred separately, one beginning a manceuyre as soon as 
the other had finished. 

These aerobatics were as pretty as anything in the whole 
display and gave a vivid illustration of part of the daily 
work of a keen and efficient Fighter Squadron. 

The first of the two heavy rainstorms which did their Lest 
to spoil the Display broke just before these machines. 
landed. | 

EVENT C was new in the Display programme and replaces 
the old race for officers at the Air Ministry. The new: 
event is called the Headquarters’ Race and is open to one 
officer from the Air Ministry and each ‘Headquarters of 
Commands in England. Group Captain H.R.H. the Duke 
of York, K.G., has presented a Cup for it. The race is @ 

handicap over a course of approximately 28 miles, and the 
machines passed over the aerodrome once during the trace. | 

It was won by Coastal Area H.Q., represented by Fit. Lt: 
1B Ra Waring, D.F.C., flying a Flycatcher. Inland Area: 
H.Q., with a Woodcock, flown by Flt. It. D. S. Barpy 
Det oe and Air Ministry, represented by Flt. Lt, A. Hay 


.—(“ Aeroplane ” photograph.) 


ATTACK.—Two Fairey Foxes (Curtiss D.12s) coming down to their target in the Low-Bombing Demonstration. 
—(“ Aeroplane ” photograph.) 
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SQUADRON: FORMATION.—Hawker Horsleys 


Orlebar, A.F.C., in a Siskin III, tied for second place. Air 
Defence of Great Britain represented by Sq. Ldr. A. Gray, 
M.C., on a Gamecock, was third. H.Q. Wessex Bombing 
Area was represented by Flt. Lt. H. F. V. Battle in a Fox, 
and Fighting Area H.Q. was represented by Flg. Off. R. T. 
Taaffe in a Moth. 

Event D was a demonstration of slow flying with a Moth 
fitted with slotted wings. The pilot was Fit. Lt. D. S. Don, 
of No. 24 (Communication) Squadron. This was very in- 
teresting to those who had not seen similar demonstrations at 
other flying meetings throughout the country, but one hopes 
it will not be used permanently to replace the old crazy- 
flying on a comie machine which was such a joyous feature 
of previous Displays. 

Fit. Lt. Don gave a splendid demonstration of what can 
and should not be done in the air. Whether his exhibition 
will induce confidence in R.A.F. Communications, or a lack 
of it, on the part of those whose pleasure and/or duty 
compels them to use these communications remains to be 
Seen. 

Event E was a new type of Air Combat in that the battle 
was supposed to be fought between an expert fighting air 
pilot and a novice. Fit. Lt. S. T. B. Cripps, D.F.C., and 
Fig. Off. J. C. H. Tavendale, both in Siskin III.As, and both 
of No. 32 (Fighter) Squadron, took the part of the expert 


Se 


(Rolls-Royce Condors) of No. II 
avon, in Squadron Formation in the Wing Drill by three Day-Bombing Squadrons at the R.A.F. Display on 
June 30, —(“ Aeroplane ” photograph.) 
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(Bombing) Squadron, Nether- 


and the novice and chased each other round the sky in a 
most convincing manner. 

The combat was waged for a good ten minutes before the 
novice suffered the fate of most novices on such occasions, 
but only jammed machine-guns could account for the delay 
in his execution by the expert. 

Event F was an altitude race. The start of this was de- 
layed for a few minutes so that what the broadcast an- 
nouncer described as ‘‘ low clouds,’’ but many of the spec- 
tators called a ‘‘ ruddy great storm,’’ blew over. Before the 
rain had stopped the machines were well out of sight. 

This race was in the nature of a competition between 
representatives of four Fighter Squadrons. The machines 
started simultaneously and climbed as fast as possible for 
15 miuutes. Each machine carried a sealed barograph to 
record the rate of climb and the maximum height reached. 
The pilots wore electrically-heated clothing and were pro- 
vided with oxygen. 

The winner was Plt. Off. T. J. Arbuthnot, ‘of No. 41 
(Fighter) Squadron, flying a Siskin III.A (Supercharged 
Jaguar engine), who reached a height of 19,500 ft. The 
second was Flg. Off. H. W. Charnock, of No. 32 (Fighter) 
Squadron, on a Siskin III.A (Unsupercharged Jaguar en- 
gine), who got to 16,000 ft. Fig. Off. H. G. Loch, of No. 1 
(Fighter) Squadron, Siskin II.A (Supercharged Jaguar en- 


may 
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SOME OF THE TEN THOUSAND CARS.—The lower end of the car-park in the ten-shilling enclosure. 
flights of Siskins are seen getting-off. —(“ Aeroplane” photograph.) 
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TROOP TRANSPORT. 
gine), was third, with 14,000 ft. Plt. Off. J. W. Gillan, of 
No. 111 (Fighter) Squadron, on a Siskin III.A (Super- 
charged Jaguar engine), was fourth. 

The disparity in the heights reached was due to the 
patches of heavy cloud. 

EvENtT G was a Demonstration Shoot. This was the Army 
Co-operation contribution towards the programme, and as a 
popular spectacle was not really so successful as the Message- 
Picking-Up competition of previous years. The spectators 
only see the target, represented by a large dummy gun with 
“ shell-bursts ’”? appearing all round it, and the machine, a 
Bristol Fighter from the R.A.F. School of Army Co-opera- 
tion, Old Sarum, sitting over the target. 

The pilot’s Morse-code messages were broadcast by the 
loud-speakers on the ground, followed by an explanation of 
each message. For those who took the trouble to read the 
programme carefully and listen to the messages this event 
was interesting if not exciting 

Event H was an exhibition of individual aerobatics on 
Avro 504N machines with Lynx engines by two pilots from 
No. 2 Flying Training School, Digby. The machines were 
painted scarlet on top so that the manoeuvres would be more 
clearly demonstrated. The aerobatics were done simulta- 
neously by the two machines over each end of the aero- 
drome until the end, when they combined with hair-raising 
effect. 

The pilots were Fig. Off. C. H. G. Bremridge and Flg. 
Off. G. E. Campbell, D.F.M. They executed all the various 
stunts possible to a training machine, which was of par- 
ticular interest to those hundreds of ex-R.A.F. people there 
who had flown similar machines in 1918, and are watching 
with a critical or envious eye to see how the present genera- 
tion does it.—C. M. McA. 


The Afternoon Programme. 
[Here one takes over again.—c. G. G.] 
The first of the afternoon events was an exhibition of drill 
in the air by three Day Bombing Squadrons, No. 11 Nether- 


manded by Sq. Ldr. P. H. Cummings, D.F.C., flying over four omnibus loads of R.A.F. Aircraft Apprentices 
from Halton, in the Drill by Day-Bombing Squadrons. 


| 
DAY BOMBERS.—Hawker Horsleys (Rolls-Royce Condors) of No. 11 (Bombing) Squadron, Netheravon, com: iz 
| 
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The Handley Page Hinaidi (two Bristol Jupiters).—(“ Acroplane ” photograph.) 


avon, under Sq. Ldr. P. H. Cummings, D.F.C., on Hawker 
Horsleys (Rolls-Royce Condors), No. 12 Andover, under §q.| 
Ldr. T. E. Salt, A.F.C., on Fairey Foxes (Curtiss D-123})) 
and No. 207 Eastchurch, under Sq. Ldr. J. B. Graham, M.C,, 
A.F.C., on Fairey III.Fs (Napier Lions). 


This drill has been substituted for the mass-formation 
drill of previous years and is a distinct improvement on it.| 
In previous years the masses of aeroplanes had to be left) 
time to turn outside the aerodrome, with the result that there 
were long minutes during which there was nothing happen- 
ing over the aerodrome itself. By the new arranegment each 
squadron did its drill independently so that there was never) 
more than a minute or so in which one formation or the other 


was away from the aerodrome. 


In spite of a very gusty wind the formations were beauti- 
ful. ‘The squadrons flew over in regular squadron forma: 
tion with three flights in a Vee forming a kind of massec) 
Vee formation; in flights in line ahead, each flight in a Vee 
behind the leading flight; in flights in line abreast, eact| 
flight in) line beside the leading; flight; and in squadron Vei 
with the leading flight in its own Vee formation and the« 
other flights extending the Vee on each side. Every 
manceuyre was done with absolute accuracy and the timing. 
of the three squadrons in relation to each other was per 
fect. | 

Event No. 2 was a demonstration of attack by machine-gus| 
fire and bombs on a column of alleged enemy transport. Fivi 
R.A.F. transport vehicles lumbered across the aerodrom( 
flying yellow flags with black crosses on them,—this fla) 
presumably being selected because it does not beiong to am) 
known nation so that even Communistic Members of Parlia) 
ment might not be offended. 


No. 25 (Fighter) Squadron, Hawkinge, on Gloster Grebe) 
(Armstrong-Siddeley Jaguars) under Sq. Ldr. W. H. Park) 
M.C., D.F.C., dived in line on the line of transport and sho 


(“ Aeroplane ” photograph.) 
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them up without retaliation. One vehicle remained, pre- 
sumably damaged by machine-gun fire, while the rest ran 
away. Thereupon the flight broke up and proceeded to make 
a couverging bombing attack on the vehicle, as a change 
from bombing the dummy tank which has hitherto been part 
of the programme. 

The bombing on Saturday was really very good indeed, 
but. no bomb actually hit the vehicle, for after the perform- 
ance was over and the superstructure had blown up accord- 
ing to programme, one of the vehicle’s cowardly companions 
came back and towed it ont of action. 

Evext No. 3 was a display of aerobatics by Flt. Lt. R. H. 
Horniman, Headquarters, R.A.F. Station, Kenley, on a 
Gloster Gamecock (Bristol Jupiter). The flying was as nearly 
periect as might be. 

His loops, half rolls, slow rolls, and so forth were beauti- 
fully done. And his upward slow roll was particularly clean 
and neat. He ended by doing a rocket ascent which is really 
a prolonged zoom following a dive. The pull-up at the bottom 
of the dive is an excellent way of removing the wings from 
defective aeroplanes. On an unknown machine it is better 
done at a height of about 10,000 feet with the accompani- 
ment of a parachute. Flt. Lt. Horniman, knowing his 
machine, pulled up at about 200 feet or so from the ground 
where the manceuvre looks very effective. | 

The only sad thing about this performance is that we have 
not yet produced in this country a single-seat fighter which 
after such a pull-up will zoom vertically and do two complete 
rolls, or rather spiral turns, on its upward path and then 
fly out at the top. The P.W.8s of the U.S. Army Air Service 
used to do it four years ago, and it was very pretty to 
watch. But that was not the fault of Flt. Lt. Horniman. 


Event No. 4 was a battle flight competition. In this three 
squadrons were represented, No. 32, Kenley, on Gloster 
Gaiecocks (Bristol Jupiters) under Sq. Ldr. R. B. Mansell, 
O.B.E.; No. 1, Tangmere, Armstrong-Whitworth Siskins 
(Armstrong-Siddeley Jaguars) under Sq. Ldr. E. O. Grenfell, 
Mey D:E.C.,, “A. B.C. 3 2atid “No... rai, ‘fornchaureh, also on 
Sis zins, under Sq. Ldr. K: R. Park, M.C., D.F.C. Each sup- 
plied one flight. 

The machines were drawn up on the leeward side of the 
aerodrome with pilots and airmen standing by. The alarm 
of an enemy attack was given by syren and Véry lights. 
The pilots and men dashed for the machines (as shown on 
the frontispiece of THE AEROPLANE this week), and, as quickly 
as might be, engines were started and the flights took 
off. 

Naturally in such an event the time which each flight takes 
to get away depends on the time taken by the slowest mem- 


THREADING THE NEEDLE.—No. 56 


(Fighter) Squadron diving in 
circle made by No. 19 (Fighter) Squadron and No. 29 (Fighter) Squadron. 


JuLy 4, 19 


ber of the flight in getting into his machine and getting his 
engine started. So excellent is the all-round training of the — 
R.A.F. that there were only seconds between the take-off 
of one flight and another. In fact, standing in the crowd 
where one could not see the actual operation of starting the 
machines, the three flights seemed to get off together like 
a squadron formation. @ 
Once in the air each flight selected an enemy machine and 
attacked it. The targets in this case were three De Havilland 
gas belonging to No. 605 (County of Warwick) (Bombing) 
Squadron, Castle Bromwich, under Sq. Ldr. J. A. C. Wright, 
A.A.F. Of course no R.A.F. Pageant would be complete with- 
out the antiquated Nine-Ack, though the poor dear old things 
are now reduced to being targets for their descendants. 
Probably ten years hence we shall still be using them, if 
only to blow them up as a part of the set piece. At any 
rate the De Haviiland people can pride themselves on the 
fact that after eleven years the type is still indispensable. 
Event No. 5, Evolutions by a Wing of Three Fighter 
Squadrons, was quite impressive. The squadrons were: 
No. 19, Duxford, under Sq. Ldr. H. W. G. Jones, M.C.; No. 
29, North Weald, under Sy. Ldr. M. lL. Taylor, A.F.C.; and 
No. 56, North Weald, under Sq. Ldr. A. Lees; all on Arm- 
strong Whitworth Siskin JII.As, (Armstrong Siddeley 
Jaguars). ‘he manceuyres were under the command of 
Wing Cdr. W. Sholto Douglas, D.S.0., M.C., whe 
manceuvred them by word of command from short-wave wire- 
less. It is true that the wireless of the radio apparatus, 
hanging around like clothes-lines, give the machines rather 
a Heath Robinson look, but that is the fault of the wireless 
experts and not of the machines. a 
Squadrons 19 and 29 flew round the aerodrome while 56 
Squadron did certain entertaining manoeuvres, such as burst- 
ing up into Prince of Wales’ Feathers, looping in flights 
abreast, rolling and half rolling in line and so forth. Finally 
Squadrons 19 and 29 strung themselves out into a vast circle, 
on the Here-We-Go-Round-The-Mulberry-Bush _ principle, 
while 56 Squadron went off to the South-East of the aero- 
drome and formed into squadron-in-flights-ahead,—that is to 
say, each flight in its own Vee following the next ahead. 
Coming into the aerodrome led by the Wing Commander, 
the whole Squadron dived through the moving circle formed 
by the other two Squadrons. ‘The effect was really very im- 
pressive. Z 
Unfortunately the photographs only shows the machine as 
tiny specks, owing to the immense area of sky covered by 
the circle, but it does give some idea of the performance. 
Thereafter the Squadrons re-assembled and landed very 
neatly in squadron formation. 


sn = 


‘Flights ahead "’ through a moving 
The manceuvre was directed from 


the air by R./T. and led by Wing Cdr. W. Sholto Douglas, D.S.0., M.C., who is seen low down on the left of 


the picture, —(“ Aeroplane ” photograph.) 
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WHICH WAY?—The Westland-Hill Pterodactyl 


(Arm- 
strong Siddeley Genet) in the air. 


—(‘ Aeroplane”? photograph.) 


THE PARADE OF NEW THINGS. 
Event No. 6 was the Parade and Fly Past of Experimental 
Types. This is always one of the chief amusements of the 
Pageant because there is always something funny about some 
of the machines, and generally somebody has some inane 
remark to make about even the most serious of them. 


The parade was led by Capt. G. T. R. Hill’s Pterodactyl 
built by the Westland Company. This machine is bigger 
than the one which was at the Pageant two years ago and 
has an Armstrong Siddeley Genet engine. One gathers that 
it is not quite so nice to fly as was the old one, chiefly 
because the rudder arrangement has been completely altered. 
Still, this difficulty will be got over by further experiments. 


Somebody wanted to know what was the big idea in the 
machine. And the bright answer was that one of the great 
dangers in air fighting is that of having an enemy sitting 
on your tail and shooting at you. This machine, having no 
tail, could not be sat upon. 

Of course, lots of people seeing the machine in the new 
Machine Park, known either as the Amusement Park or the 
Chamber of Horrors, wanted to know which end of it went 
first,—the new generation being accustomed only to tractor 
machines. Actually one believes that this type really has 
great possibilities for very large size flying-boats, as it is 


SPEED.—The Westland Wizard 


The Aeroplane 


(Rolls-Royce Falcon XI), 
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A FIGHTER. 
Jupiter) at Hendon. —(“ Aeroplane ” photograph.) 


The Boulton and Paul Partridge (Bristol 


possible to get such marvellous three-point suspension on 
the water with it. 

No. 2 was the Boulton and Paul Partridge (Bristol Jupiter), 
a very neat single-seat fighter with a good performance. 

No. 3 was the Hawker Hawfinch (Bristol Jupiter) con- 
structed on the square-tube, or Meccano, principle,—which 
unfortunately does not show in the finished machine. This 
machine has a quite astonishing climb compared with those 
of similar power at present in general service, and one be- 
lieves that it is particularly good at great heights. 

No. 4 was the Bristol Bulldog (Bristol Jupiter). This is a 
very taking machine and one is told on good authority that. 
it has about the highest speed of any radial-engined machine 
in the World,—at any rate with ordinary fighting equipment. 

No. 5 was the Westland Wizard (Rolls-Royce Falcon XI). 
From the public point of view this was certainly the star 
turn of the single-seaters. No official figures have been 


issued about its performance, but on quite creditable evi- 
dence it is said to do well over 210 m.p.h. all out,—and 
judging by its speed against the wind and its extraordinary 
climb when rocketed one is quite prepared to believe it. In 
appearance it has an absurd family resemblance to a West- 
land Widgeon. 


which has a speed of over 210 m.p.hr., getting-off at 


Hendon. —(“ Aeroplane” photograph.) 


1928 


GETTING AWAY WITH IT.—The first of all Fairey 


No. 6 was the Fairey Fox F.XI. (Rolls-Royce Falcon XI). 
This machine, so far from being new, was in fact the very 
first Fairey Fox ever built,—the very one which startled the 
life out of the Air Ministry’s technical experts and certainly 
advanced British Aviation an extra twelve mouths within 
a year. 

To give credit where credit is due, this machine was 
frankly built on Curtiss lines by Mr. C. R. Fairey by arrange- 
ment with the Curtiss Company. And those who will com- 
pare aircraft of to-day with those of two years ago will see 
the influence that Curtiss fuselage shape has had. With the 
Falcon XI. the Fox very distinctly beats its performance 
with the Curtiss D.12. But, which is distinctly an advantage 
from many points of view, it does not make quite such a 
joyous noise. 

No. 7 was the Halton Light Aeroplane Club’s monoplane 
(Bristol Cherub). This was last year’s machine designed 
and built by members of the Halton Aero Club, turned into 
a monoplane. It has already appeared at several meetings 
this year, and just why it should appear as a new machine 
at the Pageant is not quite clear. But anyhow the Halton 
boys and their officers who were concerned in the making 
of it deserve the compliment. 


The Aeroplane A 


Foxes with the new Rolls-Royce Falcon XI at Hendon. 


—(“ Aeroplane ”’ photograph.) 

No. 8 was the De Havilland Tiger Moth (De Havilland 
Gypsy). ~ Unfortunately the Tiger Moth did not fly, because 
the Hendon Aerodrome is perfectly impossible for the tiny 
wheels of what is definitely a racing machine. It was a 
pity, because the Tiger Moth with its 180 h.p. (about) is 
miles an hour faster than anything else on the aerodrome 
except the Westland Wizard. 

No. 9 was the Beardmore Inflexible (three Rolls-Royce 
Condors). It is officially classed as an Experimental Giant 
Bomber. It certainly is an experiment, but what useful ser- 
vice it will ultimately give is at present obscure. Actually 
the machine is an experiment in the system of all-steel con- 
struction invented by Dr. Rohrbach. In the original form as 
delivered to Beardmores from Germany the designs would 
have produced a machine which would probably never have 
got off the ground and would certainly have been impossible 
to fly if it had done so. 

These designs were revised by Mr. Shackleton, now with 
the Larkin Company in Australia, and thereafter were very 
considerably modified by Sq. Ldr. de Haga Haig in the light 
of his vast experience as a test pilot in the R.A.F. The 
result is that the machine does actually fly. Moreover it 
definitely belongs among the machines which fly, as opposed 
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EXPERIMENTAL.—The enormous Beardmoze Inflexible (three Rolls-Royce Condors) at Hendon,—(“ Aeroplane ” photograph: 
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AIR TRANSPORT.—The Vickers Vellore 


(Bristol geared Jupiter) in the air. 
to carry the maximum of useful load in proportion to her own weight. 


JuLy 4, 1928 


This machine has been designed 
Figures are not yet available, but they 


are known to be very unusual.—(“ Aeroplane” photograph.) 


to those which are pulled through the air by sheer brute 
force. 

If flies with a gravity and impressiveness which is almost 
ludicrous in its solemnity. With its enormously long fuse- 
lage and generally clean outline it somehow gives the im- 
pression of a witch’s broomstick of enormous size which has 
been reformed and piloted by an archbishop. However, there 
is no doubt that from this machine and its peculiar method 
of construction may be developed something really useful. 

No. 10 was a Supermarine §.5 (Napier Lion) of the 
Schneider Trophy type. Although there were some heavy 
showers during the afternoon the aerodrome never became 
wet enough for it to take off. Presumably in showing her 
the authorities were safeguarding themselves against the 
possibility of a delugian Display such as we had in 1922. 
Anyhow, she looked very beautiful in the Amusement Park 
and even the most uncultured could understand her diminu- 
tive head resistance and beautiful streamlines. 

No. 11 was the Vickers Vellore (Napier Lion) classed as 
a Freight Carrier, Everybody called it the Velour, and no- 
body seemed to know what is a Vellore. There is a con.pli- 
ment to Vickers workmanship in the fact that no means of 
ingress or egress for either personnel or property was obsery- 
able in the machine. There must be a door somewhere, but 
it is not noticeable. Consequently people wanted to know 


whether the pilot was pumped in with the petrol or whether 
he was provided with a tin-opener. Somebody suggested that 
he must have been layed there and left to hatch. 

Anyhow, the machine bounces off the ground like a balloon 
and lands at something like a walking speed, so presumably 
it must have quite a big weight-lifting capacity for its power. 

No. 12 was the Blackburn Ripon (Napier Lion), a torpedo 
machine developed from the Dart and the Velos. Like all 
the Blackburn stuff she is a thoroughly good sound job and 
flies. 

No. 13 was the Boulton and Paul Sidestrand (two Bristol 
Jupiters). This is an experiment in a new type of twin- 
engined high-speed fighting bomber. She is an extra- 
ordinarily pretty job for a twin-engined machine, with a 
fuselage of very good shape, albeit one thinks somewhat 
spoiled by the gun position underneath the fuselage, which 
must decrease the speed a good deal. 

No. 14 was a Handley Page twin-Jupiter job, given in the 
programme as a Hinaidi, but actually one believes known as 
a Clive. But after all, what’s in a name. She is called a 
Troop-carrying Aircraft, but the difference between her and 
the good old W.10os which assure the London—Paris service 
of Imperial Airways is more a matter of engines than any- 
thing else. 

The machines all flew round after their several kinds and 


A TORPEDO-DROPPER.—The Blackburn Ripon (Napier Lion) flying past in the parade of new and experi: 


mental aircraft at Hendon on June 30.—(“ Aeroplane” photograph.) 


JuLy 4, 1928 


The Aeroplane | 13 


were much admired. ‘The fact that they were all flown by 
R.A.F. pilots instead of by their own test pilots added to 
the interest, for, though some of the machines could only 
have been flown by these pilots for a few days, they all 
performed as well as if they had been in the hands of their 
original pilots employed by the makers. 

THE Bic STUFF. 

Event No. 7 was an exhibition of taking-off by four Night- 
Bombing Squadrons and two Day-Bombing Squadrons and 
two Fighter Squadrons. These were: No. 7, Worthydown, 
Vickers Virginias (Napier Lions) under Wing Cdr. A. Portal, 
D.S.O., M.C.; No. 58, Worthydown, Vickers Virginias (Napier 
Lions) under Wing Cdr. E. W. Norton, D.S.C.; No. 10, 
Upper Heyford, Handley Page Hyderabads (Napier Lions) 
under Wing Cdr. H. R. Busteed, O.B.E., A.F.C.; No. 99, 
Bircham Newton, Handley Page Hyderabads (Napier Lions) 
under Wing Cdr. B. E. Smythies, D.F.C.; No. 12, Andover, 
Fairey Foxes (Curtiss D.12) under Sq. Ldr. T. E. Salt, 
A.F.C.; No. 11, Netheravon, Hawker Horsleys (Rolls- Royce 
Condors) under Sq. Ldr. P. H. Cummings, D.F.C.; No. 3, 
Upavon, Hawker Woodcocks (Bristol Jupiters) under Sq. 
Ldr. E. D. Johnson, A.F.C.; and No. 17, Upavon, Hawker 
Woodcocks (Bristol Jupiters) under Sq. Ldr. A. R. Arnold, 
Priecc.s) A.C. 

The noise was terrific and the massiveness of the night- 
bombers must have been distinctly inipressive to those who 
were unacquainted with the exigencies of modern warfare. 
As one has often said, there is very little use in trying to bomb 
a place to-morrow if you have to start the day before yester- 
day to do it. The contrast between the speed of the night 
bombers and that of the day bombers was startling. 

Event No. 8 was a demonstration of a low bombing attack 
by the Foxes of No. 12 Squadron which had ascended in the 
previous event. At the end of this event the Foxes dived 
past the Royal Box down-wind by flights, the well-known 
screech of the Curtiss engines giving that ear-splitting effect 
which seems to impress even the most experienced of avia- 
tion people more than anything else in the whole show. 

Event No. 9 was an exhibition of individual aerobatics on 
De Havilland Moths (Armstrong-Siddeley Genets) by Flg. 
Offs. D. A. Boyle and R. L. R. Atcherley of the Central 
Flying School. To those who knew anything about flying 
this event beat anything in the programme for _ sheer 
interest. 

We have heard a lot about outside loops, that is to sav 
loops in which the pilot dives head-first downwards with 
himself on the outside of the circle and comes round to 
the top again right-side-up. The first performance of this 
feat stands to the credit of the German aerobat Herr 
Fieseler. 


VICE-VERSA.—The two D.H. Moths from the Central 

Flying School being flown by Fig. Off. D. A. Boyle and 

Fig. Off. R. L. R. Atcherly 1 an unusual formation at 
the R.A.F. Display. —(“ Aeroplane” photograph.) 

Our people started doing it half way and then half-rolling 
at the bottom of the half-circle and coming up to the top of 
the loop upside-down instead of right-side-up. This head- 
first downward half circle became known as the ‘‘ outward 
bunt,”’—for some reason best known to the pilots. The diffi- 
culty about completing the loop has always been to keep the 
engine running on the upward half, and to hold the machine 
so as to get enough lift out of the planes, wrong way of the 
camber, to climb up to the top of the loop again. 


of one of the two Night Bomber Squadrons stationed 


at Worthydown, taking-off over the enclosures in readiness for their fly-past at the R.A.F. Ud + June 30. 
juadron. 
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The complete loop with the pilot on the outside of the circie 
was first done at the Central Flying School on a De Havii- 
land Moth with an Armstrong-Siddeley Genet engine. The 
name of the pilot has not been made public. One believes 
that the engine has been made to run the whole way round the 
circle by the very simple process of abolishing the ordinary 
carburetter, which is naturally upset by the centrifugal force 
when applied upwards instead of downwards, and by fitting 
a kind of block-tube arrangement such as used to be used 
on the old Gnome engines. This is kept supplied with petrol 
by fitting quite a small petrol tank in the undercarriage so 
that the centrifugal force throws the petrol out into the 
carburettor. 

Anyhow, the pilots concerned in this event did their out- 
side loops quite comfortably. They then proceeded to fiv 
on their backs and to make turns while inverted. And 
finally they flew in company across the aerodrome one of 
them upside-down and the other right-side up close to him 
in the position which would have meant the left hand side 
of a flight formation if there had been another machine on 
the other side of the tail of the inverted machine. They did 
other aerobatic feats, but they were tame in comparison. 

Event No. 10 was an air battle. Bombers of all kinds 
approached Hendon. A single-seat fighter squadron attacked 
a formation head-on and machines of both forces were shot 
down in the flames of Holt flares and the smoke of stannic 
chloride. Anti-aircraft puffs were liberally handed over- 
board by the crews of the bombers. 

A second enemy formation of twin-engined bombers was 
attacked from behind by another squadron of single-seaters 
and more machines descended in flames and smoke. 

Finally one bomber broke away by itself and was attacked 
by two single-seaters which put up a pretty show, though 
according to the recollections of war pilots the single-seaters 
appeared to open fire considerably further away from the 
enemy than they would have done in real war,—at any rate 
unless they were novices. The old injunction to hold your 
fire till you could see the whites of the eyes of the enemy’s 
gunners was certainly not obeyed. But this may possibly 
have been owing to the Air Staff’s fear of possible collisions 
in the air. Anyhow, the public appreciated the show. 

Event ‘No. 11 was a fly-past of the night bombers which 
had ascended in Event No. 7. They were impressive. 

Event No. 12 was the usual Set Piece. This year the Air 
Ministry, having been warned off hill forts and Arab villages 
and Chinese temples by the assorted friends of every country 
but their own among politicians, and apparently having been 
diverted from warships as targets out of respect for the Fleet 
Air Arm and the Admiralty, the target was made into an oil 
refinery. 
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Considering that the only country in the World which 
owns oil refineries and also is ever likely to fight us is the 
Union of Socialist Soviet Republics it strikes one that The 
Daily Herald and its political supporters have a better oppor- 
tunity than ever for attacking the Air Ministry in the House 
and charging it with making propaganda against the spiritual 
home of the Socialist Party. 

In such an agitation the Communists might even win the 
support of the people of this country who are concerned with 
importing petrol from Russian oil wells which had been stolen 
by the Soviet Government from respectable European 
capitalists. 

The attack was quite amusing. A flight of Fairey Fly- 
catchers of No. 4o5 (Fleet Fighter) Flight, Donibristle, under 
Fit. Lt. F. KE. Bond first flew at the oilery where their ap- 
proach was observed by a kite-balloon. 

The kite-balloon certainly appeared to be handled by Bol- 
shevik troops. To begin with they let the tail up first, with 
the result that the nose of the balloon was blown in to an 
extent which must have driven the old experts of Roehamp- 
ton to a frothing fury. Then when it was let up the people 
in charge of the winch put it in such a position that if it 
were shot down it must inevitably fall on the oil works. 


It was set on fire and it did fall on the oil works, with the 
result that the derricks and offices went up in flames without 
waiting for attack by the bombers. As soon as it caught 
fire our old friend Sq. Ldr. Sandbags, or his Russian equiva- 
lent, descended by parachute and very nearly landed in the 
crowd on the far side of the aerodrome. Presumably being 
only an imitation Bolshie he will get his 4th or his 5th Bar 
to his O.B.E. 

Thereafter a composite flight of Fairey III.F reconnais- 
sance machines of No. 443 (Composite) Flight, Leuchars, 
under Fit. Lt. J. McFarlane, M.C., and the D.H.9as of No. 
600 (City of London) (Bombing) Squadron, and No. 601 
(County of London) (Bombing) Squadron, proceeded to bomb 
the oil tanks, which had caught light from the balloon. 
Presumably the fire must have upset the cables which ac- 
tually cause the explosions of the supposed bombs, with the 
result that some of the explosions did not take place, and 
others had distinctly delayed action. Still, there was plenty 
of noise and plenty of smoke and plenty of flame and tens 
of thousands of Pacifist Britishers enjoyed it all hugely. 

After that we all went home in peace, very well pleased 
with an enjoyable and instructive day. 

ENVOI. 

Taking the Display all round there was nothing very 
exciting about it compared with previous Displays. But it 
struck one that the whole standard of flying was much more 
finished and neater and cleaner than at any previous Dis- 


FLEET AIR ARM CO-OPERATION.—Fairey. III Fs of No. 443 (Composite) Flight, Fleet Air Arm, flying over 


the Oil Refinery, which was the target of the set-piece at the R.A.F. Display on June 30. No. 443 Flight should 
have destroyed the target with bombs, but unfortunately Major Sandbags, O.B.E., of the K.B. section of the 
defence, ‘‘ spoke out of his turn’’ and set fire to the Oil Refinery before the attacking force arrived. 
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play. This opinion has been confirmed by a number of 
uite experienced pilots, so one may fairly assume that the 
all-round standard of flying in the R.A.F. is higher than 
ever before. Which means that we may pride ourselves on 
being streets in front of anybody else in the World. 

The organisation and staff work was quite perfect. In 
spite of a very heavy shower at lunch time and another 
an horr or so later, the second of which certainly made 
flying impossible while it lasted, every event was flown to 
the tic: of the clock as indicated in the programine. 

Wh: ever the enemies of the Air Staff and of the Air 
Mit. ts mcey sey, the fact remeins that we -have -sot rn- 
cet wy t.e erisi Air lorce in the World, and we have 
+ + » fest built aeroplanes and engines in the World. 
sne fact that we have not got either as many men or as 
many machines as we ought to have considering our im- 
portance as a World-wide Empire is not the fault of the 
Air Ministry or the Air Staff, it is entirely the fault of the 
politicians. So, if those disgruntled people want to attack 
anybody, for Heaven’s sakeylet them in future attack the 
House of Commons as a w and not a Service which is 
making such a magnificent sho o little money.—C. G. G. 


OUR ITALIAN HO 


On July 2 General Verduzio, the Italian Aelygche at 
the Court of St. James, entertained to dinner His Hx@elency: 
General Balbo, Under-Secretary of State for Air in [Ttaly, 
the officers who had accompanied him in that remarkable 
non-stop flight from Rome to London last week, and certain 
English guests who thoroughly appreciated the honour 
accorded to them 

GENERAL BALBo, in proposing the toast of British Aviation, 
promised that when he came to England next year for the 
Schneider Trophy Contest he would speak in English, He 
paid a deserved tribute to our late friend General Guidon1. 
He said that after our contest in Venice we were all better 
friends. He had brought over a bigger number than ever 
of Italian officers this year to see the R.A.F. Display at 
Hendon and in doing so he had demonstrated that there 
were no barriers between Rome and London and that com: 
munication could be made in a single flight. 

He wished to thank everybody here for the cordial recep: 
tion that had been given to them and for being shown all 
our aircraft factories. All this would give his men valuable 
experience. He assured us that our technical work was 
closely followed by himself and his people. They would all 
return to Italy with kindly memories of how they had beer 
treated here. 

CapTaIN PETER ACLAND, Chairman of the S.B.A.C., in reply 
said that he would like to associate the whole aeronautica) 
movement in England with General Balbo’s words abouf 
General Guidoni, whom we all held in the highest esteem 

Continuing, he said that it might interest Italy to hear 
something about the Schneider Trophy Contest next year 
He could not say much because (1) We do not know the 
place where it will be held, (2) We do not know the date. 
(3) We do not know what machines we shall enter, (4) We 
do not know what engines we shall use, (5) We do not 
know what pilots will fly. (This when translated appealed 


DISTINGUISHED VISITORS.—His Excellency 


a 


hes 


General Balbo, 


enormously to the abounding sense of humour of the Italian 
officers.) 

He hoped that when our Italian friends came over for the 
contest we should be able to welcome them worthily, though 
it would be hard for us to campete with the hospitality 
which was shown to us at Venice. He was glad to offer 
congratulations to Major de Bernardi on getting the speed 
record. When the news reached here it was received witb 
enthusiasm only second to what it would have been if we 
had got the record ourselves. He also offered congratula- 
tions to Major Ferrarin on his recent long-distance record 
Aud he \weivo..cd cimoug them Captain Guazzetti, the third 
inember of the Schneider team. Among other great Italiav 
achievements we must not forget the wonderful flight of 67 
seaplanes of the Regia Aeronautica all round the Mediter 
ranean. 

He appreciated this visit from our close allies and said 
that we would always welcome them as a means of ad- 
vancing the cause of aviation by the exchange of ideas 
He looked forward in the future to a regular ten-minutes 
service between Rome and London, whether on Italian or 
English machines did not matter. 

Co_. THE MASTER OF SEMPILL, giving the toast of Our 
Italian Friends, referred also sympathetically to our old 
friend General Guidoni. He said how complimented we alJ 
were to meet the cream of Italian Aviation. 

Here one may note that General Balbo’s fleet, which has 
been parked at the R.A.F. Aerodrome at Hornchurch, con- 
sists of 12 machines, 6 Ansaldo 120s, and 6 R.22s, all witb 
Fiat 22 engines. ‘The flight was made non-stop from Rome 
to Hornchurch, with the exception of one machine, which 
was brought down on Italian territory by a defect in the 
oiling system, but continued the journey shortly afterwards 


c. G. G 
AN AIR COUNCIL LUNCH. 


A private luncheon was given by the Air Council to Foreign 
Air Service Officers at the Savoy Hotel on July 2. Sir Samuel 
Hoare, Secretary of State for Air, presided. 

The guests were :— 

France.—General Sergault, General Pujo, Admiral Frochet, Capt. 
Fournier, Lt. de Vaisseau Amet, I.t. de Vaisseau Bos, I.t. de Vaisseau 
Sala, General de Sejanne, Wing Cdr. Smyth-Piggott. 

Italy.—General Balbo, General Verduzio, Col. Tedeschini-Lalli, Maj. 
de Briganti, Capt. Badouin, General Lombardi, Grp. Capt. €. R. S. 
Bradley. 

Belgium.—Colonel Nerinex. 


Catton, Colonel 


Denmark.—Admiral Rechnitzer, Capt. Grandjean. 

Sweden.—General Amundsen, Colonel Mossberg, C.B.E., Sa. Ror: 
Lundstrom. 

Norwayv.—Capt. Van der Lippe. 

Air Ministry—Sir Samuel Hoare, Sir Philip Sassoon, Marshal of 


the R.A.F. Sir Hugh Trenchard. 

Air Vice-Marshal Sir Philip Game, Air Vice-Marshal Sir John 
Higgins, Sir Sigmund Dannreuther, H. W. W. McAnally, Esq., B. E. 
Holloway, Esq., J. A. Webster, Esq., Air Commodore C. I. N. Newall, 
Air Vice-Marshal Sir Ivo Vesey, Air Commodore H. C. T. Dowding, 
Air Vice-Marshal D. Munro, Air Commodore A. M. Longmore, C. 1 OLE 
Bullock, Esq., Sir Geoffrey Butler, Sq. drs A.” Re Boyle: 


Air Officers Commanding.—Air Vice-Marshal Sir Robert Brooke- 


Popham, Air Commodore F. V. Holt, Air Vice-Marshal C. I.. I.ambe, 
Air Vice-Marshal C. A. H. I.ongcroft, Air Vice-Marshal F. R Scarlett, 
Air 


Vice-Marshal T. I. Webb-Bowen. 


Italy’s Under-Secretary of State for Air, with som 


of the officers of the Regia Aeronautica, who flew with him non-stop from Rome to London, 


m) 
a | 
a 


The Aeroplane JuLy 4, 1928 


NATTA 


7 T\ Uy — y . . ran Bon TT1-¥ y 7 
TN AS OIRO OT 


ae 


EWA 


b 


| o0.| 


WAI 
WZ 


4A 
| ord 
ORO 


OAC ARTARY STILT ARITA DLA ISI ATI 
_t A “General Purposes” Aircra 


a 


eo) 
inew ee « 


——— 


oye) 


The Westland Wapiti with Jupiter VI Engine, as supplied to the Royal Air Force. 


Suitable for bombing, reconnaissance, wireless, and advanced training. 
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A machine of h'gh performance, with ample accommodation 
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for necessary equipment. Fitted with well ba'anced 
ames controls and Handley Page Automatic Slot Gear. 
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THE BRITISH AIRCRAFT INDUSTRY SUPPLEMENT... 


| Describing the latest marketable product of 
each of the firms which constitute the Trade. 


A.D.C. AIRCRAFT Ltd., 


The most outstanding product of A.D.C. Aircraft Ltd. at 
the present time is undoubtedly the Cirrus Mark II engine, 
which is certainly more widely used as the power plant 
‘of the modern type of two-seater light aeroplane than is 
any other engine of its class in the world. The Cirrus 
‘Mark II is the standard engine for all the British light aero- 
‘planes, and in such machines it has been used not alone in 
Britain and in the British Domnions overseas, but also in 
many foreign countries. 

In these latter it has by no means always been used in 
‘machines of British make, for quite a number of foreign 
aircraft designers have chosen the Cirrus Mk. II as the most 
‘suitable engine in the world for the lighter type of training 
and touring aeroplane. 

Nor has the Cirrus been used only as an engine for the 
training of, or for use by, the sporting type of private pilot. 
Machines fitted with this engine are in use by the British 
Royal Air Force, the Royal Australian Air Force, the Royal 
‘Canadian Air Force, the Irish Free State Army Air Corps, 
‘and the Chilean Government, both for Service training and 
for communication services. 

They are being used by the Air Service of the Ontario 
Provincial Government in Canada for forestry patrols, and 
‘the Air Survey Co. Ltd. have a Cirrus engine in a photo- 
graphic survey machine which has proved itself to be 
thoroughly satisfactory for photographic work of the most 
accurate type under quite difficult conditions. 

All told, these engines are at present in use in twenty-six 
different countries and in sixteen different types of aircraft, 
and the demand for it is such that the A.D.C. works at 

Croydon have for some time had their maximum possible 
output of these engines sold for some months ahead. 

The advent of the Cirrus Mk. I engine a few years ago 
put an entirely new complexion on the problem of the 
economical sporting and training two-seater aeroplane. 
Efforts which had been made to produce such machines with 
engines of 30/40 h.p. had produced surprising perform- 
ances, but only with machines and engines. so light in 
construction that they were expensive to build and fragile 
to use. 

It was at once proved that a two-seater, using a Cirrus 
engine, though necessarily heavier than these earlier efforts, 
was cheaper to build, easier to fly, and more economical to 
maintain than the lower-powered types, and it is probably 
true to say that but for the Cirrus the British flying clubs 
could never have been as successful as they have been, and 
the growth of the private owner class of pilot would never 
have occurred. 

The Cirrus Mk. I is still in service, and has proved an 
‘exceedingly reliable engine. Experience however with these 
engines led to a demand for a little more than the 60 h.p. 
of this engine, combined with the good qualities which it 
had shown itself to possess. 

A.D.C. Aircraft Ltd. therefore produced the Mk. II Cirrus. 
In all essentials of design it reproduces the satisfactory 
features of the original model. The bore of the cylinders 
has been increased slightly, a number of minor modifications 
were incorporated, and the result is an engine giving some 
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THE CIRRUS MARK Il ENGINE OF 80 H.P.—Made by A.D.C. Aircraft Ltd. The most wide 
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20 h.p. more than the original type for the same weight, 
and with a reliability and ease of maintenance which is if 
anything superior to that of its predecessor. 

As witness of the dependability of the Cirrus Mk. II, it is 
necessary only to recall that this engine was used by Mr 
Bert Hinkler on his fifteen and a-half days’ flight to Aus- 
tralia; by Mr. Lancaster and Mrs. Keith Miller on their 
flight to Australia; by Mr. R. R. Bentley on his flights to 
South Africa and back; by Lady Bailey on her flight to 
Cape Town; by Lady Heath on her return from the same 
place; and that the Race for the King’s Cup—always a 
gruelling test of engines—has twice been won (1926 by Mr. 
Hubert Broad, and 1927 by Mr. W. lL. Hope) with these 
engines. . 

The Cirrus Mk. II engine is of the four-cylinder-in-line 
type, with air-cooled cylinders. The cylinders are of cast- 
iron, and the cylinder-heads, which are detachable, are of 
aluminium alloy. Two overhead valves have their seats in 
the head. ‘The process of decarbonisation and of grinding-in 
valves—necessary at intervals in all internal-combustion en- 
gines—is a somewhat simpler business in the Cirrus than in 
the majority of motor-car engines, and is within the ability 
of any reasonable, conscientious mechanic. ; 

The overhead valves are operated by push-rods from a 
cam-shaft in the side of the crank-case, and rocker-arms and 
rocker-brackets carried from the cylinder-heads. The whole 
of the overhead gear is easy of access for adjustment and 
maintenance, and all parts subject to wear are easily renew- 
able. Here again only care and intelligence are required 
for upkeep. 

The crankcase is a simple, substantial aluminium casting, 
which also serves as an oil-container, carrying enough oil 
for a five hours’ flight. Thus no oil tanks and oil connec- 
tions have to be provided outside the engine. This oil base 
houses an oil pump which forces oil through a filter to all 
the main crankshaft-bearings. Big ends are lubricated by 
oil-throwers, and all other bearings by oil-spray. 

The engine is fitted with two B.T.H. magnetos, supplying 
two spark plugs per cylinder. One of these has an impulse- 
starter coupling, with the result that the engine starts re- 
markably easily by swinging the airscrew. A special hand- 
starter, operated from the cockpit, can, however, be fitted 
if desired. 

The Cirrus Mk. II has a bore and stroke of 110 mm. by 
130 mm., a compression ratio of 4.9 to I, and it is rated at 
75 b.h.p. at 1,800 r.p.m., normal, and 80 b.h.p. at 2,000 r.p.m. 
maximum. Its weight complete is 280 lbs. (127 kg.), and its 
petrol consumption is 0.6 pints per b.h.p. hour at normal 
power. In practice the average cruising consumption in an 
efficient two-seater light aeroplane is found to be about 
43 to 4} galls. per hour. 

Space does not permit of any adequate reference here to 
the other products of A.D.C. Aircraft Lid., but it may be 
remarked that in its own sphere the A.D.C. Nimbus—a 
six-cylinder water-cooled engine of 300 h.p.—has proved to 
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possess those same qualities of reliability and economy that 
are found in the Cirrus type. 
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ARMSTRONG SIDDELEY MOTORS Ltd, 


The Armstrong Siddeley Lynx Engine. 


By reasou of its remarkable performance during Lt. 
Koppen’s Amsterdam-Batavia and back, 18,000 miles in 
twenty days’ flight, the Armstrong Siddeley Lynx engine has 
achieved a great and international reputation. Three engines 
were used in the Fokker monoplane and similarly equipped 
machines are to be employed in the Dutch Archipelago Ser- 
vice and on the Munich-Milan air line over the Alps. A 
description of the latest Lynx is therefore of considerable 
general interest. 

The engine is a seven-cylinder air-cooled radial, and by 
passing a recent type test has been rated up to a normal 
b.h.p. of 215 at 1,900 r.p.m., so that it now comes into a 
very popular class of power unit, and is available for fitting 
to both land and seaplane training aircraft, fighter, ship- 
fighter and deck-landing aircraft and commercial aircraft of 
various types. 

THE CYLINDER. 

The aluminium head is screwed and shrunk on to the end 
of the barrel and there locked by a screwed ring, which is 
also a fin. The aluminium bronze valve seats are screwed 
and shrunk, and expanded into their sockets. Phosphor- 
bronze valve guides are fitted, but are not interchangeable. 
Two sparking plugs per cylinder are fitted in phosphor- 
bronze adapters screwed, shrunk, and pegged in position. 
A gas starter non-return valve may be mounted in a third 
adapter. 

The cylinder barrel is a mild steel forging with its lower 
end threaded for engagement with an adapter fitted in the 
mouth of the crankcase. When the cylinder is screwed 
home into the adapter a barrel locking-ring is clipped be- 
tween a shoulder formed beneath the lowest cooling-fin and 
the outer end of the crankcase mouth. The locking-ring is 
then contracted by a bolt which passes through its bossed 
ends and wedges the cylinder and adapter,on to the crank- 
case. 

The pistons are alloy forgings, carrying two compression 
rings with below them a scraper ring. The hollow gudgeon- 
pin floats, and is located laterally by circlips. 

Tur CONNECTING ROD ASSEMBLY. 

Split-master, and plain auxiliary, rods are used. The big 
end of the former is separate from its shank, and is called 
the master-ring. It is split across the diameter and provides 
not only the crank-pin bearing, but also the housings for 
the outer wrist-pin bushes. ‘The two halves of the ring are 
lined with white metal, whith is keyed direct into holes 
machined in the ring. 

The anchor-pins which secure the master-ring to the rod 
are drive-fits in both. The auxiliary rods are attached to 
the master-ring by wrist-pins, which float in bushes fitted 
in the ends of the rods and in the cheeks of the master-ring. 

THe CRANKSHAFT. 

The single-throw hollow crankshaft is balanced by gun- 
metal weights fitted to each web. It is supported on three 
roller-bearings, one on each side of the crank-throw, and the 
third, which is a steady-bearing, towards the forward end 
of the shaft behind the airscrew hub. 


The 


Armstrong Siddeley Lynx engine of 215 b.h.p. 
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Power curves of the Armstrong Siddeley Lynx engine 
showing the development of the last few years. 


THE CRANKCASE. 


The crankcase assembly comprises the engine, body, the 
front cover, the induction fan casing, the rear cover and 
the engine bearer. The body includes the cylinder sockets 
and valve gear. Its forward face is sealed by the front cover 
which houses the thrust-bearing assembly and provides the 
mountings for the vil pump, gas-starter distributor and cowl- 
ing supports. 

The induction fan-casing seals the rear face of the engine 
body, houses the fan and provides sockets for the inner 
ends of the seven induction pipes. Its rear face is closed 
by the rear cover, on which are mounted the two magnetos, 
tachometer drive and heater-box. 

The engine-bearer, which is attached to the engine body, 
provides the mounting for the engine in the aircraft. 

THE Fan. 

The fan, which assists the distribution of the mixture is 
keyed on the crankshaft, a phosphor-bronze gland nut main- 
taining an oil-tight joint between the hub of the fan and the 
rear face of the housing for the outer race of the rear main 
bearing. 

CaM GHAR. 

A single cam-ring operates all push-rods, two rows of 
three cams being machined on the ring, the forward row 
operating the inlet-valve tappets and the rear row the 
exhaust. ‘This ring is mounted around the rim of the cam- 
bearer which houses the bearings on which the unit is 
supported. 

The timing bracket is attached to bridge pieces cast be- 
tween the inner and outer sockets for the tappet guides. It 
accommodates two compound gear-wheels which drive the 
annulus and are driven from the spur-gear pinion machined 
around the centre portion of the driving-sleeye. 

The cam-ring is driven in the opposite direction to the 
cam-shaft, at one-sixth the crankshaft speed. 

TAPPETS AND GUIDES. 

Tappets are mounted one behind the other in guides com- 
mon to each.pair. ‘They are interchangeable and carry flat- 
faced rollers at their lower ends. They operate adjustable 
hollow-steel push-rods, which in turn control rockers 
mounted in brackets on the cylinder-head platforms. ‘The 
H-section rockers are supported on two single row journal 
ball-bearings. 

LUBRICATION SySTEM. 

The lubrication system employs a feed pump atid a sca- 
venge pump; the former is supplied from a tank and de- 
livers to a filter in the front cover. From here the oil 
passes into the engine, Surplus oil drains into the sump, 
from which the scavenge pump delivers it to the heater-box, 
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whence it returns to the oil tank via the jacketed portion 
of the rear cover. The pump is skew-driven at half-crank- 
shaft speed, and a pressure relief-valve is incorporated with 
the unit. 

AUXILIARIES. 


The two magnetos are driven from a bevel-wheel mounted 
on a spindle driven from the rear end of the crankshait. 
Provision is made for a hand-starter unit and a tachometer 
drive 

Each magneto is spigot-mounted to the sides of the 
extension at the back of.the rear cover. Packing shims are 
interposed between each magneto and its seating to enable 
the depth of mesh of the driving bevels to be adjusted. 


A Zenith carburettor, type 65G, is fitted beneath the rear 
cover and separated from it by an oil-jacketed junction-piece 
known as the heater box, through which passes warm oil 
from the scavenge pump. The mixture enters the rear 
cover from the heater-box and passes into the fan induction 
chamber, where it is churned up by the fan. 


MODIFICATIONS. 


The latest engines incorporate a number of interesting 
refinements, which have been adopted in order to render 


ARMSTRONG WHITWORTH 


designed by Sir W. G. Armstrong Whitworth 
Aircraft Ltd., of Whitley, Coventry, is a two-seater General 
Purposes aeroplane. It is fitted with a Jaguar engine which 
may be of various types according to the purpose for which 
the aircraft is intended. It is the standard Army Co-opera- 
tion aeroplane for the British Air Service, for which purpose 
it carries two machine-guns, wireless, camera, message- 
picking-up gear and small bombs. It can also be arranged 
as a light bombing aeroplane, for which purpose the total 
load carried is increased and extra petrol tanks can be fitted. 

FUSELAGE.—This is made of high tensile solid drawn tube 
braced with swaged wire and built up with mechanical joints 
without the use of welding. There is ample room for the 
pilot and gunner, and a prone position for bombing can be 
provided. 

WinGs.—Arranged as a biplane with the top plane larger 
in chord and span than the: bottom plane. ‘The construc- 
tion is entirely in high tensile strip steel and solid drawn 
tube and bracing wires, except the covering, which is of 
fabric. ‘he interplane struts are streamline tubes. The 
ailerons are on the top plane only and have horn balance. 

Tat,.—The tail plane and rudder are of similar steel con- 
struction to the wings. The elevators and rudder are both 
balanced. 

ENGINE INSTALLATION.—The Jaguar engine is mounted on 
a pressed steel bearer which can be detached with the 
engine by undoing four bolts. The magnetos and carburettor 
are accessible through large doors in the fuselage. The 
petrol supply is by gravity from a 75-gallon tank in the 
fuselage. Extra tanks can be carried on the wings to in- 
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THE ARMSTRONG WHITWORTH ATLAS.—An all-metal two-seater 
performance. 


the engine still more economical in service. ‘The following 
is a summary of these improvements :— 

VALVES.—There is now no loose pad, the end of the valve 
being hardened and the design being strengthened in con- 
sequence. 

Valve Grar.—The rockers, which are now angled to suit 
the push-rods, are fitted with a screwed bush, locked with 
a songine screw, to provide the necessary tappet adjust-— 
ment. Hach push- ‘rod is fitted with a ball on the tappet end 
and a flat at the rocker end, movement of the rocker being 
allowed for by the loose pad which is integral with the 
screwed bush. ‘The faces of the pad are cylindrical in a 
direction of 90° to each other, and the rocker-bearings (com- 
bined radial and thrust) are lubricated by means of a grease- 
gan and nipple fitted on the rocker-spindle. Rubber grease 
containers are fitted to both ends of the push-rods. . 

The result of these modifications is to eliminate wear and 
to facilitate Inbrication and tappet-rod adjustment. 

The engine can be supplied with braided or rubber-cabled 
ignition, gas, hand or Kclipse inertia starter, C.C. gun-gear 
or drive for mechanical gun-gear and drives for petrol 
pamps. In the cases where an inertia-starter is required a 
strengthened rear driving-shaft and fan induchon esa 
cover are fitted. 


AIRCRAFT Ltd., 


crease the range. The Jaguar engine may be supercharged 
or unsupercharged and the airscrew may be geared or un- 
geared. The performances given are for a geared engine 
unsupercharged, with normal petrol and 800 Ibs. of military 
load. The petrol is enough for four hours’ flying at a cruis- 
ing speed of 120 miles an hour. z 

UNDERCARRIACE.—The oleo legs have a long travel. The 
first shock is taken by the displacement of oil and the 
suspension on the ground is by steel springs. The axle is 
of high tensile steel with the wheels Toate on detach- 
able sleeves. 


Coventry. 


SPECIFICATION. J 


DIMENSIONS.—Span 39 ft. 6 in. (12.03 m.), Length overall, 
27 ft. 83 in. (8.45 m.), Height 1o ft. 6 in. (3.44 m.), Chord | 
(top) 6 ft. 7 in. (2.16 m.), Chord (bottom) 5 ft. 7 in. . 
(1.83, m.), Wing area 3091 sq. ft. 4(@6)5 eq. amey eee 

WEIGHTS AND LOADINGS.—Weight empty 2,550 lbs. (1,160 ay 
Weight of fuel (75 galls. =341 litres) 570 lbs. (259 kg. ‘a 
Crew (2) 360 lbs. (163 kg.), Military equipment 540 lbs. 
(247 kg.), Loaded weight 4,020 lbs. (1,825 kg.), Wing 
loading 10.03 lbs./sq. ft. (51.4 kg./sq. m.), Power load-. 
ing 9 lbs./h.p. (4.1 kg./h.p.). : 

PERFORMANCE.-—(With Jaguar engine 450 h.p. geared 0.65 
to 1): Max. speed (sea level) 146 m.p.h. (235 km.h.),. 
Speed at 10,000 ft. (3,050 m.) 135 m.p.h. (218 kin.h.),) 
Landing speed 55 m.p-h. (89 km.h.), Climb to 5,000 ft. 
(1,525 m.) 4 min., to 10,000 ft. (3,050 m.) 9% min., to 
15,000 ft. (4,575 m.) 20 min., Ceiling 19,000 ft. (5,800 m.), 
Range at 120 m.p.h. (194 km.h.) 480 miles (775 km.). 


Army Co-operation machine of ‘high 


The engine is a 450 h.p. Armstrong Siddeley Jaguar with airscrew reduction gear, 
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| Since the end of the War the aircraft work o: Wm. Beard- 
more and Co. Ltd. has been directed mainly along lines 
rather of development than of production, it being the policy 
of the firm to reduce the design and construction of both 
‘aircraft and aero-engines to a sound engineering basis. 

In their aircraft department they produced soon after the 
War a number of experimental all-metal machines of con- 
siderable interest. At a somewhat later date they became 
impressed by the type of all-metal construction originated 
in Germany by Dr. Rohrbach, with its obvious kinship to 
‘methods commonly employed in shipbuilding and other 
heavy branches of engineering. They therefore acquired 
‘the British rights in this system, and have set themselves 
to its further development. 


The outstanding result so far of this development is the 
construction of the Beardmore Inflexible—which is the 
largest aeroplane at present in existence in the world. 


The Inflexible is a monoplane of about 150 ft. (46 m.) 
span, fitted with three Rolls-Royce Condor engines, each of 
650 h.p., which weighs approximately 15 tons in flying 
condition. 

Apart from steel fittings, the machine is built entirely of 
duralumin, and practically throughout this material is used 
in the form of flat, or nearly flat, sheets or plates of this 
material rivetted together to form the required sections, just 
as bridge-girders are built up from steel plates. 

Any aeroplane of such size necessarily presents very 
serious structural problems of design, and that it should 
have been possible at all to produce a monoplane of the 
dimensions and weight of the Inflexible and of adequate 
strength in itself speaks highly for the skill of the Beard- 
more design staff, and for the soundness of the type of 
construction used. 

The Inflexible was found to be in correct balance and 
under easy and complete control as she was first erected, so 
that Beardmore aerodynamic design is as sound as is their 
structural work. 

In their aero-engine department Sir Wm. Beardmore and 
'Co. have been working along lines parallel to those followed 
‘in the aircraft department by developing types of aero- 
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engine simpler in construction, more robust, and more econo- 
mical than those up to now in service. 

At present they have produced two six-cylinder vertical 
watercooled engines, running on petrol, known as _ the 
Cyclone and the Typhoon. The Cyclone is of the usual type 
and has its cylinders uppermost. The Typhoon is of the in- 
verted type. These engines both have cylinders of $3 inch 
(219 mm.) bore by 12 inch (305 mm.) stroke and develop ap- 
proximately 850 B.h.p. at 1,350 r.p.m. The weight of the 
Cyclone is 2,150 lbs. (985 kg.); that of the Typhoon is ap- 
proximately the same. The compression ratio used is 5.25 
LOmens 

Both engines are actually capable of more than their rated 
output, and both of them run at speeds which permit the use 
without gearing of very efficient airscrews. Their weight 
per h.p. compares well with that of much more complicated 
types running at higher speeds, and both of them have 
remarkably low fuel consumptions, something like o.48 lbs. 
(.218 kg.) per h.p. hour. This is of special importance for 
long-range aircraft, for on a ten-hour journey the saving in 
fuel-weight compared to that of a normal engine is the 
‘equivalent of a reduction of about 3 lb. per h.p. in total 
weight of power plant. 

Even more remarkable in some ways is the Beardmore 
Tornado, which may be considered to be the first practical 
aero-engine to use heavy-oil fuel. In general design and 
construction it resembles the petrol engines already men- 
tioned. It has, however, eight instead of six cylinders of a 
slightly smaller bore (8} in.=209 mm.), and its normal speed 
is 1,000 r.p.m. The normal output is 650 B.h.p., with a 
maximum of 720 B.h.p. The weight is 3,000 lbs. (1,360 kg.), 
giving a weight per h.p. rather high for aeroplane work, but 
one which is perfectly tolerable in airship work, particularly 
when allowance is made for the extremely low fuel con- 
sumption possible in this type of engine, and for the avoid- 
ance of the fire risk always attendant on the carriage of vast 
quantities of petrol. 

This engine—which is of thé compression-ignition type— 
is an achievement far in advance of any other attempt to 
solve the heavy-fuel problem for aircraft engines, and much 
may be expected of it in the future. 
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HE first sentence in the history of British Aviation 

was written by A. V. Roe on that memorable 
8th. June, 1908, when he made his first flight at 
Brooklands. The end of the War in 1918 closed the 
first decade—the first chapter—of this history. Avro 
traming aeroplanes had been built in larger numbers 
than any other type of aeroplane in the world—had 
produced more pilots, better pilots, and were universally 
known and acclaimed wherever flying men met. 
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O-DAY, ten years later, another chapter ends. The Avro 

maintains its high reputation, is still more universally 
used, and is yet unassailably the world’s foremost training 
aeroplane. Nearly every military and naval air service 
in the world standardises Avro training aeroplanes. And 
now comes the last word in this chapter—the last word 
in training aeroplanes, the Avro “Gosport, worthy 
descendant of great forbears—comes to help perpetuate 
the ‘‘ Gosport” tradition. 
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THE BLACKBURN AEROPLANE G MOTOR Co. Ltd, Olympia, Leeds & Brough, Yorks, 


THE LANCOCK. 

While this firm continue to specialise in the design and 
construction of highly efficient Coastal Defence types of 
aircraft, one of their latest and most interesting productions 
on the military side is a departure from this class of work 
in the form of a new single-seater fighter. This machine, 
known as the Lincock light single-seater fighter, very suc- 
cessfully achieves the aim of the manufacturer to produce a 
very much lighter, lower-powered and therefore less expen- 
sive machine than the average high-powered fighter of to- 
day, and at the same time to attain practically the same 
performance. 

Fitted with an Armstrong Siddeley Lynx engine the 
Iincock is designed to carry two fixed machine guns, oxygen 
apparatus and a seat-type parachute and can also be equipped 
with wireless apparatus if required. The fuselage, which is 
of either wooden or all-metal monocoque construction, is of 
as small a cross-sectional area as possible, consistent with an 
allowance of ample space for the pilot, and possesses ex- 
tremely fine lines; in fact, the design of the whole machine 
is remarkably ‘‘ clean.’ - 

Beyond stating that the Lincock is a biplane with top and 
bottom planes of equal span and chord, the top plane being 
flat and built up as one unit and the bottom planes having 
a moderate dihedral angle, and that, on its first public ap- 
pearance at a recent demonstration at Brough, it amply to 
fulfil the claims of its makers besides being exceptionally 
manceuvrable, further particulars may not be published. 


Tue Iris II. 

Two recently produced examples of Blackburn Coastal De- 
fence aircraft are the Iris II Flying-Boat (3 Rolls-Royce 
Condor engines), designed for Coastal Patrol or Long-distance 
Reconnaissance, and the Ripon II Torpedoplane (Napier Lion 
engine), both of which are now in production for the Air 
Ministry. 

The Iris II, the largest and fastest machine of its class in 
the world, has an all-metal hull arranged to accommodate 
a crew of five, extensive service equipment and armament 
with ample freedom of space and unrestricted communication 
from bow to stern. The bow cockpit is equipped with a 
machine gun, bomb sights and towing and mooring tackle 
and is occupied as an alternative station by the navigator. 

The pilot’s cockpit, immediately aft, has two seats side-by- 
side, and dual control; from the navigator’s cockpit, behind 
the pilot’s cockpit, the navigator has access to the pilot’s 
cockpit, in order to act as second pilot, to the bow cockpit, 
or to the interior of the hull aft of his cockpit. Inside the 
hull is an interior station for the navigator, fitted with 
chart table, racks, drawers, etc., a wireless station and a 
station for an engineer-gunner. Further aft and well behind 
the wings is another gun-cockpit and at the stern is a tail 
defence gun-cockpit accessible through the interior of the 
hull. 

The size of the hull enables the superstructure and engine 
units to be placed high above the water thus avoiding the 
risk of damage from heavy seas. Incidentally the boat runs 
exceptionally cleanly, handles exceedingly well on the 
water and takes off quickly. 


With any one engine out of action the Iris II can tak 
off and fly efficiently and with two engines ‘ dead” she i: 
capable of flying a considerable distance with only gradua 
loss of height. The fuel system is by gravity from three 
large tanks slung beneath the top planes, each tank being 
capable of supplying any one, two or all three engines, anc 
no petrol pipes pass through the hull, thereby minimising 
the risk of fire. | 


SPECIFICATION OF THE BLACKBURN IRIs II. ZS 


Dimensions.—Span 95 ft. 6 in. (29.1 m.), Length 67 ft. x in. 
(20.6 m.), Height 24 ft. 63 in. (7.47 m.), Wing area 2,46¢ 
sq. ft. (228 sq. m.). 

Weights and Loadings.—Weight empty 18,874 lbs. (854 kg.), 
Weight loaded 27,000 Ibs. (12,280 kg.), Wing loading 
11 lbs./sq. ft. (54 kg./sq. m.), Power loading 13.9 lbs./ 
hp. (6-3 ket /ihsps): 

Performanee.—Max. speed at sea level 118 m.p.h. (190 km.h.), 
Speed at 10,000 ft. (3,050 m.) 103 m.p.h. (166 km.h.), Mini. 
mum speed 57 m.p.h. (92 km.h.), Climb at sea level 
7oo ft. (213 m.) per min., Service ceiling 12,800 ft. (3,900 
m.), Endurance at 92 m.p.h. (148 km.h.), ro hours. 


THE RrpPon II. ; 
The Ripon II Torpedoplane constitutes a distinct advance 
on the Blackburn Dart, which has hitherto served the Royal 
Air Force as their standard type of torpedoplane. Unlike 
the Dart it is a two-seater. The second cockpit accommodat- 
ing an Observer-gunner with a movable machine gun and 
wireless apparatus, so that the machine is capable of self- 
defence and is independent of escort. The Ripon II is also 
designed for the alternative duties of Bombing or recon- 
naissance and for operation from land, carrier-ship or sea 
bases, the wheel and float chassis being interchangeable. 
For Bombing operations the Observer is provided with bomb 
fusing and release controls and a bomb-sight in a prone 
bombing station with outlook through the under side of 
the fuselage. 


Full particulars of this machine are not available but it is 
worthy of note that no less than 45 per cent. of the gross 
weight is available for load. According to the purpose for 
which it is desired to put the machine either a heavy arma- 
ment load can be carried (namely a torpedo load of nearly 
2,000 lbs.) with a relatively small fuel load or the armament 
load can be reduced (for Reconnaissance purposes) and the 
fuel load considerably increased to give an extended range. 
Performance figures may not be mentioned, but it can be said 
that, carrying a load of 14 tons, the speed of the Ripon II 
is much more than 120 miles per hour. 

The Ripon II is constructed on somewhat similar lines to 
the Dart though from the point of view of body resistance 
the shape of the fuselage is improved beyond comparison, 
The wings are designed to fold back for convenience of stow- 
age and are, incidentally, of single-bay biplane form. The 
wheel chassis, like that of the Dart, is of the divided type, but 
is a simpler structure and sprung by two long oleo struts. 
Needless to say the water chassis enibodies two all-metal 
floats. and attaches to the same main joints. 


THE BLACKBURN LINCOCK.—A light, inexpensive high performance Single-seat fighter with the 215 h.p. 
Armstrong Siddeley Lynx engine. 
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BOULTON G PAUL Ltd., 


As an engineering firm with a very wide range of activity 
other than that of their aircraft department, Boulton and 
Paul Ltd. have been able to take a long view of the future 
prospects of the aircraft business, and they have in conse- 
quence devoted their attention during the past few lean years 
very largely to work of a type intended rather to provide a 
sound foundation for future developments than to securiny 
an immediate output yielding a maximum of revenue. 

It is a matter of common knowledge that to a very great 
extent these efforts have been directed towards the develop- 
ment of a practical system of metal construction, and that, 
as has been demonstrated conclusively by a variety of types 
of all-metal machines of their design and manufacture, they 
ye attained a remarkable technical success in this direc- 
ion. 

It is not so generally known that this success is by no 
means confined to the purely technical side, and that to-day 
they are in a position to produce all-metal aircraft which are 
not only structurally lighter and aerodynamically as efficient 
as machines of the timber-framed type, but are in addition 
easier and cheaper to produce in reasonable quaritities than 
are the majority of machines of the same class, whether they 
be of metal or of timber, produced by other methods than 
those which they have developed. 

The difficulties which have had to be overcome to reach 
this stage are manifold. There are the purely technical 
difficulties which arise because of the very thin sections 
which must alone be used in metal structure to keep to 
within the permissible limits of weight. Having developed 
types of thin-walled spars and the like structurally efficient 
there were the practical workshop difficulties of producing 
numbers of these intricate sections accurately, cheaply, and 
of uniform and high quality. Finally there are problems of 
the actual design of the aircraft themselves, so that the 
maximum possible advantage might be taken of the charac- 
teristics of the materials and types of section evolved. 

Thus the work has involved research and experiment in 
many diverse fields, ranging from the mathematical theory 
of the strength of various types of members, through pro- 
blems of metallurgy and chemistry, detail of workshop pro- 
cedure, in addition to those problems of aerodynamics which 
face all aircraft designers. 

The type of metal structure now produced by Boulton and 
Paul Ltd. uses members rolled or drawn from high-tensile 
steel-strip, combined with members of similar type produced 
in duralumin. By careful design, and by the use of the 
two alternative materials according to the intensity of stress 
which is encountered in the member in question, a relatively 
small number of standard sections, which can be produced 
in quantity and placed in stock suffices to build up the 
structural members for a wide range of differing types of 
aircraft. 

By carefully planning processes of jointing and assembly 
the fabrication from these standard sections of a complete 
aircraft structure has been made a rapid and almost auto- 
matic process, calling for a minimum of relatively inex- 
pensive labour. 

Since the end of the War Boulton and Paul have produced 
a whole series of types of high performance twin-engined 
bombers. All these machines have been notable for their 


i 


THE BOULTON AND PAUL PARTRIDGE.—A high performance fighter of all-metal 


| 

| 
Norwich. 
excellent performance, their capacity to carry heavy military 
loads on relatively small dimensions, and each successive 
type has shown an improvement on its predecessor in these 
respects. This steady improvement has been in part the 
result of aerodynamic refinement, but probably in a greater 
degree of an increasing efficiency of structural design, lead- 
ing to a steady reduction in the dead-weight and over-all 
dimensions needed for a given military load. ‘ | 

The latest of this series of Boulton and Paul twin-engined 
bombers—the Sidestrand—was described in considerable de-| 
tail in ‘tHe AEROPLANE of March 28, 1928, and from this. 
description a good deal more information than can be given 
here may be gathered as to the details of this firm’s methods 
of construction. Carrying a total disposable load (including 
fuel, for about 750 miles’ range) of very nearly 4 lbs. per 
h.p., this machine has a speed at 10,000 ft. of 129 m.p.f., 
and is undoubtedly one of the most formidable of bomhing 
aircraft as yet in existence. 

The difficulties of metal construction tend to decrease as. 
the size of machine to which it is applied is increased. The 
most convincing evidence of the high stage to which Boul- 
ton and Paul have carried the art of metal construction 1s. 
perhaps to be found in the latest of their products which it 
16 as yet permissible to mention. : j 

This is the Partridge—a single-seat fighter with the Bristol 
Jupiter engine. Details, dimensions, and performances of 
this machine may not yet be published. 

It was designed originally for an engine of higher power 
than is actually fitted, to carry fuel for that engine for a 
longer range, and to have higher load factors than are re- 
quired by the current Air Ministry specifications for this. 
class of machine. For these reasons it is somewhat larger 
and heavier than the majority of single-seat fighters fitted 
with its present engine. 

Despite this handicap, it has an amazing performance— 
one not exceeded by any other fighter of equal power yet 
tested in this country—and it can profitably be sold at a 
price which is distinctly below the average for machines of 
this class and power hitherto produced. : 

On this evidence it seems to be proved conclusively that 
metal construction of the Boulton and Paul type can be used 
to produce cheaper and better military aircrait than can be 
produced by apparently simpler and cheaper methods. More- 
over, there is not the slightest room for doubt that their 
methods of manufacture are such as lend themselves to 
rapid production on a large scale, with a steady decrease in 
the cost per machine as the numbers produced increase. 

Experience with machines of this type have proved that 
they are robust in service, that troubles caused by corrosiom 
and adverse climatic conditions are not to be feared, and 
that in crashes which would mean a complete write-off of 
any timber-framed machine, the Boulton and Paul type will 
often escape with local damage which is often quite simply 
repairable even in the field. 

It is also a point worthy of remark that the accuracy of 
manufacture attained in the production of components en- 
sures complete interchangeability of parts, so that damaged 
units in Boulton and Paul machines may always be replaced 
by a spare without the need for fitting and usually by 
unskilled labour. 


construction fitted with 


a Bristol Jupiter engine. 
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The Handley Page 
Safety 
Auto Slot 
Control. 


THINK it will be a great satis- 
faction to the House that this 
British invention should now be 
in progress of adoption through- 
out the whole of the eee Air 
Force.” 
Sir Samuel Hoare, 


House of Commons. 


March 12 28. 


Handley Page Ltd., Cricklewood, N.W.2. 


KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 


34 The Aeroplane 


THE BRISTOL AEROPLANE Co. Ltd., Filton, Bristol. 
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THE BRISTOL JUPITER ENGINES.—On the lef 


view of the series VI type, and right, a similar view of the series VII with gear-driven supercharger. 


t the Jupiter series VIII with reduction gear. Centre, rear 


It is 


noticeable that the supercharger takes up less room than the standard induction system. 


BRISTOL, HNGINES. 

The Bristol Aeroplane Co. Ltd., who are among the oldest 
members of the British Aircraft Industry, have achieved 
world-wide fame as the designers and manufacturers of the 
Bristol engines. Of these the best known of course is the 
Bristol Jupiter, a “nine-cylinder air-cooled radial, which is 
now pretty certainly the most widely used aero-engine in the 
world to-day. The Jupiter type of engine is being built under 
license in France, Italy, Germany, Switzerland, Belgium, 
Yugo-Slavia, Japan, and by now probably in other foreign 
countries as well. In these and other countries as in Britain 
the Jupiter is being used for machines of all classes, civil 
and military, and has achieved a predominant position owing 
to its low weight per h.p., and its unfailing reliability, and 
excellent economy. 

Though all Jupiter engines are essentially of the same de- 
sign the Bristol Co. have been able within that design to 
provide a whole range of engines of varying characteristics 
suitable for a wide diversity of service. 

Of this range three engines, the Jupiter Series VI.A, 
VI.AM and VI.AL, are all of the direct drive type, differing 
only in compression ratio. The Series VI.A with compres- 
sion 6.3 to 1 is suitable for high performance military 
machines operating normally at 15,000 ft. or over. ‘This 
engine develops a maximum} output of 455 b.h.p. at 5,000 ft. 

The Series VI.AM with a compression of 5.3 to 1 is suit- 
able for general service military machines, to operate at 
moderate altitudes, and will develop a maximum of power at 
sea-level on normal fuel. The normal output is 440 b.h.p., 
with a maximum of 485 b.h.p. ® 

The Series VI.AL, with a compression ratio of 5.0 to x is 
designed for commercial service. It is stripped of the equip- 
ment for driving a gun-synchronising gear, and is rated at 
420 normal 460 maximum b.h.p. ‘This particular type of 
engine has proved itself to possess an exceedingly long life 
between overhauls, and is consequently an engine economical 
to maintain in service. All these engines weigh 720 lbs. 
bare, or 1.56 lbs. per b.h.p. in the case of the VI.AL, which 
has the lowest rated output. 

Next in the range is the Series VII. This differs from the 


The 


new Bristol Titan engine of 220 h.p. 


Jupiter VI type in that it is fitted with a gear-driven supert- 
charger. This supercharger permits the engine to develop 
the ngrmal output of 420 b.h.p. at 12,000 ft. above sea-level, 
and a maximum of 440 b.h.p. at 15,000. The engine is prac- 
tically identical in detail with the Series VI type except that 
the supercharger is fitted in place of the standard Jupiter 
induction spiral. For all machines required to operate at 
high altitudes this engine gives a very great increase in per- 
formance. It weighs 760 lbs. (40 lbs. more-than the Series 
VI), and at 12,000 ft. gives about 80 more b.h.p. than the 
unsupercharged engine of the same compression (5.3 to 1). 


The Series VIII, [IX and XI are practically identical with 
the Series VI.A, VI.AM, and VI.AL, except that each is fitted 
with a Bristol reduction gear of the Farman self-centralising 
bevel type giving an airscrew speed one-half that of the 
crankshaft, and that the engines themselves are arranged 
to develop their normal output at a speed of 2,000 r.p.m, 
instead of the 1,700 r.p.m. of the Series VI type. As @ 
result of this increase in speed approximately 4o extra b.h.p. 
is obtained from each engine. At the same time a marked 
improvement in the airscrew efficiency can usually be ob- 
tained, and there is‘a smaller increase in the resistance of 
these parts of the aeroplane to which these engines are 
fitted which is within the slipstream. 


The increase in performance which results from the use of 
this reduction gear is—particularly in’ relatively heavily- 
loaded niachines—out of all proportion to the increased h.p. 
of the engines themselves. 


The Series VIII engine is a high-altitude service type with 
5-8 compression, rated at 440 b.h.p. at 4,000 ft. The Series 
IX is a normal service type, compression 5.3 to 1, giving 
485 normal h.p. at sea-level. Ihe Series XI is the commercial 
type, 5 to 1 compression, of 460 normal b.h.p. These three 
engines all weigh 880 lbs. which for the lowest rating, of 
460 b.h.p., is 1.9 lbs. per h.p. 

The type of gear used on this engine is remarkably silent 
and efficient, and extremely reliable and long-lived, and there 
can be little doubt that for all the heavier classes of aircraft 
it will soon be the rule to use engines so fitted. 
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The oil for reliability 
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The general characteristics of the Jupiter engine are now 
so well known that it is unnecessary to recapitulate them 
here, the more particularly as a complete range of these 
engines will be exhibited at the forthcoming Paris Show. 

Complete data, together with accounts of the most recent 
modifications introduced into these engines will be recorded 
in the reports from that Show. 

The most recent addition to the Bristol range of engines— 
known as the Titan—is a five-cylinder engine, using cylinders 
identical with, and having a multiplicity of components inter- 
changeable with, those of the Jupiter. This engine is made in 
two types, the Series II with a compression ratio of 5, rated 
at 200 b.h.p. normal and 220 b.h.p. maximum for commercial 
service, and the Series III, compression 5.3 to 1, rated at 
220 b.h.p. normal, and 240 b.h.p. maximum, for use in 
Service machines. 

Apart from the smaller number of cylinders, and the use 
of a centrifugal fan distributor in place of the Jupiter spiral 
induction system, the well-tried Jupiter construction has been 
followed throughout in this engine. As the engine is rated 
rather more lightly than the Jupiter VI type of equal com- 
pression, and runs at the same speed, its reliability and its 
long life may be taken for granted. ; 

It is of a size for which there is a large and growing de- 
mand, both for the lighter types of commercial machines, and 
for advanced training and the like Service aeroplanes, so that 
the Titan seems destined to find many uses in the near 
future. 

This engine is also to appear at the Paris Show, and the 
pe por mney thus afforded will be taken to describe it in 
ull. 


Three-quarter rear view of the new 


The Aeroplane 


The Bristol Single-seat Fighter 


JULY 4, 


(Bristol Jupiter engine). 


BristoLt AEROPLANES. 


The many outstanding successes achieved of recent years 
by Bristol engines has rather tended to overshadow the ex- 
cellent work carried on by the aircraft department of this 
company. ‘To some extent this effect has been accentuated 
by the fact that the aircraft works have been very largely 
engaged rather in the development of the process of metal 
construction than in production of new aeroplanes in quantity. 


The present gives an excellent opportunity for drawing 
attention to the latest result of this development work which 
one may as yet mention. This is the Bristol single-seat 
fighter, fitted with a Bristol Jupiter engine. 

This machine is, except, for fairings, and a few minor 
fittings, made of aluminium, and for the fabric covering, en- 
tirely built of steel. This machine carries fuel for 2} hours 
or a little more, two synchronised guns, 1,200 rounds of am- 
munition, oxygen apparatus, parachute, wireless, and clec- 
tric lighting and heating gear—making a total military load 
of 1,135 Ibs. It has a speed at 10,000 ft. (3,050 m.) of 175 
m.p.h. (267 km.h.), at 20,000 ft. (6,100 m.) the speed is 172 
m.p.h. (262 km.h.), it climbs to this height in 12.1 minutes, 
and it will reach 29,200 ft. in 31 minutes. No authenticated 
performance figures yet published for a fully-equipped service 
machine show so high a speed at, or so rapid a climb to, ex- 
treme heights. 

The Bristol Single-Seat Fighter is also appearing at the 
Paris Show. It may be unfortunate that it should be the 
only British exhibit of its class, but it is at least comforting 
to know that the quality of British design and construc- 
tion will be so worthily represented. 
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The Boulton & Paul “Partridge” single y 
seater fighter of all-metal construction. 


Boulton & Paul All-metal “Sidestrand” 
Day Bomber. Chosen recently after exhaus- 


tive tests as a Royal Air Force Service 
Machine. 


BOULTON & PAUL LTD 
ee NORWICH <r in 


LONDON OFFICE: 135-137, Queen Victoria St., E.C.4 


‘Telegrams: ‘ Boutique Cent, London.” Teiephone: Central 4642. 
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Co. Ltd., Hayes, Middlesex, 


A FAIREY 


WI.F TWO-SEATER OF THE GENERAL PURPOSES TYPE.—This machine is of all-metal 


construction. 


The Fairey Aviation Co. Ltd. must be among the most 
fully occupied of the world’s aircraft producing firms, for 
its works at Hayes seem always to be fully occupied in the 
regular manufacture of standard types of aeroplanes in 
series. 

The firm undoubtedly owes this success largely to the skill 
with which it has studied the needs of the market open to it, 
and to the way in which it has consistently produced air- 
craft, which are not only excellent flying machines from the 
purely technical point of view but which are thoughtfully 
and minutely equipped to fit them to perform the service 
for which they are intended with the maximum of efficiency. 


The Fairey III.F, which is now the most widely known 
and used of Fairey aircraft, is probably the best example of 
the attention to details which characterise this firm’s pro- 
ducts. Seen in its complete condition, this type of machine 
gives the impression of an exceedingly clean and well- 
streamlined machine, from which an excellent performance 
would naturally be expected. Inspected in detail, it proves 
to be a machine in which this characteristic of cleanness has 
been achieved in conjunction with the provision of an amaz- 
ingly complete equipment, spaciously and conveniently 
arranged. And the machine itself is found to be simple and 
robust in construction, easily accessible in all its parts for 
inspection and maintenance, and moreover easy and pleasant 
to fly even when carrying more than its normal Service load. 


The III.F is adaptable to a variety of services. It is at 
present being made in two main types, a two-seater ‘‘ Gen- 
eral Purposes ’’ machine, and a three-seater ‘‘ Naval Recon- 
naissance ’’? type. Hither type is capable of serving in a 
wide variety of operations, and as wheel or float ‘under- 
carriages are completely interchangeable either type may be 
used from the land or from the water, and the minimum of 
time and labour is required to change from one to the other 
type of undercarriage. 


Apart from the seating arrangements, the two varieties 
of III.F differ little one from another. All machines are now 
of metal construction, using steel for the main members, 
and as every component down to and including such items 
as cowling plates are jig-built complete interchangeability of 
spares is attained. 

The equipment of these machines is extraordinarily com- 
plete and well arranged. Any attempt even to catalogue it 
would occupy more space than is available here, and there- 
fore it is necessary only to mention a few typical examples 
to show the care that has been spent on its lay-out. 

The pilot’s flying controls—of the stick type—are fitted 
with cams arranged to give a lower gear between stick and 
control surfaces at high speeds, thus making the machine 
less tiring to fly and preventing undue sensitiveness at the 
upper end of the speed range. 

The fuel system comprises an engine driven fuel-pump 
supplying petrol direct to the carburettors. To guard against 
failure of this pump a hand-pump is fitted. This is so 
arranged that it is not even necessary to turn a petrol-cock 
to bring it into action. It is always in circuit, and to put 
it into service it is necessary only to pump. 

Provision is made for using a camera from the rear cock- 
pit of both the General Purpose and the Naval Reconnais- 
sance machines. In the latter a full-sized Eagle type camera 
is provided for, and in the General Purpose type a smaller 
hand-operated type may be fitted. By the use of a special 
type of wireless equipment these cameras may be used with- 
out the withdrawal of the wireless gear. 

Throughout similar forethought has been taken, and the 
result is that the Fairey III.F is a machine which not only 
carries an exceedingly heavy military load and develops 
therewith a remarkable performance, but it is a machine 
which allows its crew to perform any of the many duties 
for which the type is suited efficiently and with the maximum 
of ease. 


A Three-seater Fairey III.F of the Fleet Air Arm type. 
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LANDING WHEELS 
AND TYRES 


have been used by the Re 


RO Ae Al FORCE 


since its inception 


and by the 
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which preceded it. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, War Office, Air Ministry, India Office, G.P.O., 
The Crown Agents for the Colonies, etc. 


100-106, CANNON STREET, LONDON, E.C.4, ENGLAND. 


Telegrams: TYRICORD, CANNON, LONDON. 


Telephone: 1477 CITY (2 lines). 
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stones in aerial progress 
planted by the Moth in 
every corner of the globe :— 


% “MOTH WON THE KING’S 

CUP AIR RACE — 1926 
AT AN AVERAGE SPEED 
OF 90.4 m.p.h. 


% MOTH WON THE KING’S 

CUP AIR RACE — 1927 
AT AN AVERAGE SPEED 
OF 92.8 m.p.h. 


MOTH — THE FIRST 

of LIGHT AEROPLANE TO 
MAKE LONDON—CAPE- 
TOWN—LONDON 
FLIGHT. AWARDED 
THE .BRITANNIA 
TROPHY FOR THE FIRST 
STAGE OF THIS FLIGHT. 
(LIEUT. R. R. BENTLEY, 
A.F.C) 


% MOTH — THE FIRST 

LIGHT AEROPLANE 
FLOWN BY A _ LADY 
OWNER: PILOT BE- 
TWEEN LONDON AND 
SOUTH AFRICA. (THE 
HON. LADY BAILEY.) 


J sone a few of the miie- 


Street’s 


MOTH WAS WINNER OF 
THE GROSVENOR CUP 
RACE — 1927. (LADY 
HEATH.) 


MOTHS ARE USED BY 
THE ROYAL AIR FORCE 
COMMUNICATION 
SQUADRONS. 


MOTHS ARE USED BY 
THE ROYAL AUSTRAL- 
IAN. AIR FORCE AS 
STANDARD TRAINING 
EQUIPMENT. 


MOTHS ARE USED BY 
THE IRISH FREE STATE 
ARMY AIR CORPS FOR 
TRAINING PURPOSES. 


MOTHS HAVE BEEN 
CHOSEN, BY “THE 


GOVERNMENT OF 


CHILE FOR ITS MILI- 
TARY AIR FORCE TRAIN- 
ING SQUADRONS. 


PAGEAN 
IN ITSETE 


She RECORD OF 


x MOTHS (SEAPLANES 
HAVE BEEN CHOSEN B 
THESARAWAK GOVERN 
MENT FOR OFFICIA! 
TRAINING PURPOSES, 


MOTH HOLDS Ta 


WORLD’S ALTITUD! 
RECORD FOR A TWO 
SEATER LIGHT AER 
PLANE. : 


* MOTHS WON SIX FIRST: 
AT THE INTER 
NATIONAL FLYINC 
MEETING, GOTHEN 
BURG — 1928. 


« MOTHS HAVE BEED 
ADOPTED AS STAN 
DARD EQUIPMENT FOI 


NEARLY 50 FLYING 
CLUBS THROUGHOUT 
THE WORLD. . 


MOTH IS THE SAFEST 
EASIEST HANDLEL 
AND MOST ECONOMI. 
CAL LIGHT AEROPLANE 
IN THE WORLD TO. 
DAY — AND HAS 
THE HIGHEST PERFOR 
MANCE. 
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SAFEST 
BEST 
PERFORMANCE 


MOST 
ECONOMICAL 


EASIEST 
TO LEARN 
TO FLY 


JPREMACY 


roved ...in the hands of owner pilots “Loy 
...in the hands of professional pilots 


PROVED THE WORLD’ BEST LIGHT AEROPLANE 


PS Moth has ever played the lead in 
the Pageant of Light Aircraft History. 
oknown — unthought of even — three 
ars ago it is to-day universally recog- 
sed as the most reliable, most easily 
ndled and most eagerly sought after 
ht machine. This rise to supremacy 
S not been achieved merely by “ stunt ” 
ofessional flights, but by honest, every- 


Full particulars from— 


fE DE HAVILLAND AIRCRAFT CO., LTD. 


Stag Lane Aerodrome, Edgware, Middlesex. 

} Telegram : Telephone : 
villand, Phone, Colindale. Colindale 6160-6163 
E DE HAVILLAND AIRCRAFT PTY. LTD. 

Whiteman Street, South Melbourne, Australia. 

Telegrams: Moth, Melbourne. 
THE DE HAVILLAND AIRCRAFT CO. OF 
CANADA LTD. 
Toor Federal Buildings, 85 Richmond Street West, 


Toronto 2, Canada. . 
Telegrarns : Moth, Toronto. 


a 


X<ESPONDING WITH ADVERTISERS. 


day service of the highest performance 
in the hands of Governments, Flying 
Schools, Aerial Transport Bodies and 
Private Owners the world over. The 
Moth has 2? million flying miles to its 
credit ; no other light aeroplane can claim 
anything like this unique and _ practical 
experience, which is reflected in the 


advanced and robust design of the Moth. 


aS 


} 
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THE GLOSTER AIRCRAFT Co. Lti., Sunningend Works, Cheltenham. 


eA 


GLOSTER GAMBET. 


The Gloster Aircraft Company in 1921 produced a machine 
known as the Bamel purely for racing purposes. This was 
the first British machine to achieve a speed of 200 m.p.h., 
and it was the forerunner of a series of very successful 
Gloster racing machines, which so far ends with the Gloster 
IV, built for the 1927 Schneider Trophy race, which is the 
fastest biplane that has yet been built in the world. 


Of the two machines here shown, one the Gloster Gambet, 
is a high-performance deck-landing single-seater, which 
after extended trials in competition with machines of other 
makes, has recently been adopted by the Imperial Japanese 
Navy as their standard Service machine of this type. 


The Gambet is fitted with the Bristol Jupiter Series VI 
engine of 420 h.p., and the installation of this engine in 
the machine is a notable example of how the air-cooled radial 
engine of high power may be cowled-in cleanly. 


The essential characteristics of this machine are that it 
carries a very vomplete military equipment, including two 
synchronised guns, with ample ammunition, racks for four 
20 lb. (9 kg.) bombs, wireless, and the like, together with 
fuel for 3; hours’ flight at 15,000 ft. (4,570 m.), has ample 
factors of safety throughout, and combines a landing speed 
low enough for safe operation from an aeroplane-carriet ship 


“THE 


The standard 


deck-landing fighter of the Japanese Navy. 


with an all-round performance equal to that of the majority 
of single-seaters which are not thus limited in landing speed. 

The Gambet is compact—the maximum span is only 31 ft, 
(9.7 m.)—all essential working parts, including the engine, 
are exceedingly accessible, and the machine is extremely 
manceuvreable. It has a speed of 152 m.p.h. (245 km.h.) at 
5,000 ft. (1,525 m.) and climbs to that height in 3 min, and tc 
10,000 ft. (3,050 m.) in 7 mins. i 

The other machine illlustrated is the Goring, a two-seater 
high-performance bomber, fitted with the Bristol Jupiter 
Series VIII geared engine. This machine may be fitted 
either with wheels or with floats, and may be adapted te 
carry_a torpedo. The characteristic Gloster cleanness of de- 
sign is obvious in the illustration, and that this is not a 
matter of appearance alone is borne out by the fact that 
the machine carries fuel for 6} hours at 15,000 ft. (4,570 m.), 
a crew of two, two machine guns and ammunition, and 690 
Ibs, of bombs at a speed of 136 m.p.h. (219 km.h.) at 4,000 
ft.. (1,220 :m.), and 133. m.p.h. (gm km.h.) at 10,000 ft. 
(3,050 m.), climbing to the latter height in 13 mins. as a 
land machine thus loaded. 

Fitted as a seaplane, the speed at 10,000 ft. falls only to 
128 m.p.h. (206 km.h.), and the time to climb to this height 
increases only to 14.2 minutes. 


The Gloster Goring as a seaplane with the Bristol Jupiter VIIT geared engine. —(“ Aeroplane” photograph.) 
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THE DE HAVILLAND AIRCRAFT Co. 
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Ltd., Stag Lane, Edgware, Middlesex. 


. A De Havilland Moth (Cirrus Mk. II engine) fitted with slotted wings. 


The reputation of British-built aircraft for excellence of 
material and workmanship, for strength, and for excellent 
flying qualities stands high throughout the World. The de 
Havilland Moth is at the present time probably the most 
widely-known and used of all British aircraft. This fact it 
owes not merely to its possessing all those generic qualities 
for which British aeroplanes are famous, but to the fact that 
it is the cheapest both to acquire and to maintain of all the 
successful and well-tried elementary training machines of 
the World. It is a good deal more than this, but this par- 
ticular aspect of its uses deserves special mention. 

The first Moth was produced in February, 1925. It was 
almost at once adopted by the then newly-formed State-aided 
British Flying Clubs for the training of their members and 
by the London flying training centre for officers of the 
British Royal Air Force Reserve. 

The results obtained by these first users of the Moth as a 
school machine at once awakened interest in all quarters 
of the World where the problem of economical flying train- 
ing was of importance, and the demand for Moths increased 
rapidly. 

To-day this type of machine is’ in use by the British Royal 
Air Force, the Royal Australian Air Force, the Royal 
Canadian Air Force, the Irish Free State Army Air Corps, by 
the Governments of South Africa, India, New Zealand and 
Sarawak. It is used by ten civil training centres in 
Britain, by all the flying clubs of Australia and Canada, by 


eight clubs in Africa and one at Singapore. Outside < 
British territories Moths have been supplied to the Unite 
States, Argentina, Chile, Japan, Spain, Portugal, Finlanc 
Germany, Italy, Denmark, and many other countries. 

They are in use under conditions ranging from the Arcti 
winters of Northern Canada to the 6,000 ft.. high aerc 
dronies of Central Africa, and in all countries and in a’ 
climates they are giving the utmost satisfaction. ; 

Its special merit as a training machine is that over an 
above its low cost, and economical operation, and robus 
construction is that it is a perfectly normal aeroplane, havin, 
no peculiarities. of behaviour, but behaving precisely as d 
the majority of well-designed high-powered modern aerc 
planes. Consequently pilots trained from the beginning t 
fly on the Moth may pass without further training on inte: 
niediate types to the larger and more powerful civil o 
military types of machine. 

The many famous flights which have been made on Moths 
the very satisfactory service which it has given both as 
sporting machine for the private owner or as a commercia 
machine for the lighter classes of duty are ample proof o 
its all-round efficiency. 

It may be used either as a land machine, or it may b 
fitted with floats. In either case it is suitable for teachin: 
pupils all the manceuyres required for the most advance 
type of military flying. It has in fact repeatedly shown tha 


few aeroplanes can equal it in manceuyrability. 


A De Havilland Moth seaplane supplied to the Royal Italian Air Force.—(« Acrop‘ane ” photograph.) 


ge. 


45 


The Aeroplane 


ULY 4, 1928 


“TEV TINT: MOLAR CHLLOF 


NOLLVIAY ANINVIWAAAN x? 


shite Pe 
A 


INESNOD UN¥Y a SHG |S! OW 


Se -\ Aon 


SV TIIHLONIMOKS 


EROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


A 


MENTION ‘ THE 


KINDLY 


46 


The Aeroplane 


THE H. G. HAWKER ENGINEERING Co, Ltd.. Canbury Park Road, 
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The Hawker ‘Hawfinch all-metal single-seat fighter 


THE HAWKER HawrFincH. 


The Hawfinch with Jupiter VII engine is the latest single- 
seater fighter produced for the R.A.F. and is of distinctive 
design. The two bay wing structure results in a robust and 
rigid unit with a perfect field of vision. ‘The detail design 
embodies the Hawker patent system of metal construction, 
which, based on the use of steel tubing and simple fittings, 
is ideal from the production aspect and reduces maintenance 
problems in ‘service to a minimum. 


No details ‘may be given as to performance but it is such 
as to render the machine suitable for either day or night 
fighting. 

THE HAWKER Horsley. 


The Hawker Horsley, with the 670 h.p. Rolls-Royce Condor 
III engine, is the standard day-bombing machine of the 
RAVE: It will be remembered that this machine was 
selected as a type after severe competitive tests and the 
selection has been fully justified by results. 


The Horsley is a two bay biplane, the shorter span and 
dihedral of the lower planes and the slight sweepback, giving 
it a very distinctive apperance. ‘The fuselage is a com- 
posite structure of timber and steel. The rear portion is of 
spruce, but from the pilot’s seat a tubular steel structure is 
utilised, presenting a rigid unit. The tail group is of timber 
and steel tubing, with an iron-shod ash-skid. A Gottingen 
section of spruce construction forms an efficient plane. The 
spars are built up of boxytype and ailerons are fitted to the 
top plane only. Struts aie of steel tube, with the usual 
bracing, and the undercarriage is of the split type embodying 


y 


(Bristol Jupiter engine).—(“ Aeroplane” photograph.) 


the oleo principle. The interior of the fuselage is roomy 
and allows the observer ample space in which to move. 
Prone bombing is carried out from a position forward of the 
pilot, a sliding panel allowing an unrestricted field of vision, 
The petrol tanks are neatly located in the centre section, 
an arrangement which allows a simple.fuel system and 
additional fuselage space. 

In its class the Horsley has an’ excellent performance. 
Apart from the general features of speed and climb, it 
possesses the manoeuvrability of a scout, and the aerodynamic 
design is such that the machine has on occasions been flown 
hands off for periods of five minutes and over. The range 
can, of course, be varied according to the mixed load of 
bombs and fuel carried, and the machine can be used for 
cay or night operations. 

SPECIFICATION, 


SPAM! gasaas 56, ft. 9 in. (17.3°m.) » Speed) aa eee 126 m.p.h. 
Ten Sth recs yes, 38 tt. evan, (203 km.h.) 
(11.65 m.) Speed at 10,000 ft. 
Height: cnaeincs 13 ft. 72 in. 120 m.p.h. (193 km.h,) 
(4.13. m.) \ Speed ats cco tty 
Wine area“. 692 sq. ft 113 m.p-h. (182 km-h ) 
(64 sq. m.) Speed Landing ... 58 m.p.h. 
ist r (94 kim.h.) 
Weight ‘enipty, 2.05; 4,760 lbs Chimp 
; (2,160 kg.) To 10,000 ft (3,050 m1.) 
Weight Full Load ...7,800 lbs. 11.75 mins. 
(3,545 kg.) To 15,000 ft. (4,575 m.) 
: 5 5 : 
Petrol Capacity 230 galls. 24.6 mins. 
j (1,045° litres.) Rangers ayes _ Io hours. 


A Formation of Hawker Horsley Bombers. 
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If one engine fails, what—-——— ? 

Most aeroplanes equipped with two engines, 
or three, would be compelled to make a 
forced landing in this case. 

Forced landing, that means: late arrival, 
perhaps danger to passengers, pilot and craft. 
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There is only one three-engined all-metal 
aeroplane in the world which maintains 
straight level flight (under full load) with 
only two engines running: 


THE “ROHRBACH ROLAND.” 
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D. NAPIER AND SON 


Few aero-engines have had a career of such continuous 
success as has the Lion engine designed and built by D. 
Napier and Son Ltd. Designed originally towards the end 
of the war, the first Lion engines in regular service use 
appeared shortly after the Armistice, and achieved an im- 
mediate success. ‘This fact is the more remarkable in that 
the three-row broad-arrow type of engine was one that had 
not previously been used to any extent and that the detailed 
design of this type of engine was in very many respects 
novel. 

Almost as noteworthy as the fact that this engine was a 
success from the start and did not suffer that long period of 
service development which so often is needed to make a 
really novel engine into a practical service proposition, is the 
very wide range of uses to which the type has been applied 
with satisfactory results. 

The Napier Lion engine is in use in both land machines 
and seaplanes of all types and sizes. It has been the engine 
used on practically every successful British racing aeroplane. 
The first British aeroplane to attain a speed of 200 m.p.h. 
(the Gloster Bamel) was fitted with a relatively early version 
of the Lion engine, The Gloster and Supermarine: chal- 
.lengers for the 1927 Schneider Trophy race used a special 
racing Napier Lion, which with cylinders of the same size as 
are used in all engines of this type developed just about goa 
h.p. for a weight of roughly the some number of Ibs. 

It is noteworthy, and typical of Napier reliability, that of 
the engines in this race, the Napiers were the only ones 
which stood up and were able to complete the course without 
trouble of any kind. 

The production of these special racing engines was the 
was the result of a vast amount of experiment and develop- 
ment. The very high speed of rotation used, the abnormal 
compression ratio, and the high mean effective pressure, all 


of them introduced difficulties overcome only by the exercise . 


of knowledge, patience, and determination. And the results 
of that wors of development have speedily been used to pro- 
duce a type of Napier Lion engine suitable for regular ser- 
vice, which is in every respect an advance on earlier versions 
of this type. 

This engine—the Lion series XI—embodies many of the 
improvements first introduced into the 1927 racing engines. 
Noticeable among these is the removal of the carburettors to 
the rear of the engine, where they are masked by the 
cylinders, making it possible to enclose the whole in a cowl- 
ing of smaller cross-section, and to improve the entry shape 
of the fuselage to which the engine is fitted. 

The normal speed of rotation has been considerably in- 
creased, with a marked increase in the output of the engine, 
and the potential ill-effects of this increase on the efficiency 
of the airscrew has been avoided by fitting a reduction gear 
of higher ratio than was previously used. 

The weight of the complete engine remains substantially 
unaltered, and thus the new engines give considerably more 
power, better airscrew conditions, and a better body shape 
at a decidedly lower weight per h.p. At maximum permitted 
speed, the engine develops 570 h.p. for a weight of rather 
less than 12 lbs. per h.p. 

The Napier Lion Series XI has now been fitted to a very 
considerable number of different types of British aircraft. 

The De Havilland Hound, whose remarkable performance 
is best known by its recent achievement of setting up three 
World’s records, has a Series XI Lion. ‘The Fairey III.F 
machines used on the last Cairo to Cape flight, and indeed 
all the Fairey III.F machines of the General Purposes type, 
have this engine. 


Three-quarter 


front and rear views of the Napier Lion series XI 


Ltd., Acton, London, W.3.- 


Front end view of the Napier Lion series XI engine. 


The Series XI engine it is that has made possible the 
development of the two-seater type of torpedo-carrier, such 
as the Avro Buffalo, Blackburn Ripon, and Handley Page 
Harrow, with a performance equal or superior to that pre- 
viously attained by single-seaters of the same class. 

For both military and civil purposes the earlier types cf 
Napier Lion have achieved a wide popularity throughout the 
world for their reliability and excellent all-round performance. 
In every case where a Series XI engine has been substituted 
for the earlier«Series V engine a marked improvement in 
performance has been produced, and there is so far every 
reason to expect that the newer engines will at least equal 
the older types in durability and reliability. 

In the case of the larger, more heavily-loaded classes of 
aircraft, where the problems of getting off with full load ar 
apt to be serious, the better airscrew characteristics which 
are given by the new reduction gear, together with the in- 
creased output of the engine will be found to make an almost 
unbelievable difference. And in such aircraft where a rela- 
tively smiall proportion of the power necessary for taking 
off is used for normal cruising, the Series XI engine maj 
fairly certainly be expected to show even longer life and 
higher reliability than the Series V, and it is therefore indi- 
cated as an ideal engine for heavy duty. 


SPECIFICATION OF THE NAPIER LION SERIES XI. 

Type.—Water-cooled, twelve-cylinder, three-row type, 60° be: 
tween rows. : ; 

Cylinders.—s3 in. (140 m/m.), Bore 53 in. (130 m/m.), Stroke, 
Compression ratio 6 to 1. 

Overall dimensions.—Length to centre of airscrew 61 in. 
(1.55 m.), Width overall 42 in. (1.068 m.), Height 39 in. 
(0.99 m.). ; : 

Weight.—Complete with airscrew boss, reduction gear, and 
hand-starting gear 955 lbs. (434 kg.) 


Performance.—Normal output 530 b.h.p. at 2,350 r.p.m, 


Maximum 570 b.h.p. at 2,585 r.p.m. Fuel consumption 
0.5 lb. (1,227 kg.) per h.p. hour, Oil consumption 0.235 Ib. 
(.orr kg.) per h.p. hour. 
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THE ‘SHORT?’ 
“SINGAPORE” 


All-metal flying boat 
(Rolls-Royce engines. ) 
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This telegram has 
been received from Sir 
Alan Cobham, K.B.E, upon 
the conclusion of his 


African flight of 23,000 


miles. 
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HANDLEY PAGE Ltd., Crickftewood, N.W. 


The Handley Page Clive troop carrier 


Formed as long ago as 1909 Handley Page Ltd. are the 
oldest established of all the British aircraft constructing 
firms. It is not, however, only their long history of suc- 
cessful aeroplane construction that has made their name a 
household word in aeronautical circles throughout the World. 
The development of the Handley Page slot—a device which 
has proved itself capable of overcoming the greatest of all 
the perils of flying—is a work which has made this firm 
famous over the whole World. 

Within a relatively short time the slot—at least as a con- 
trol device which overcomes the normal loss of control 
which accompanies stalling—must come to be regarded as an 
essential feature of any properly equipped aeroplane. 

So much has been said and written concerning the slot 
lately that it is as well here to emphasise the fact that 
Handley Page Ltd. have produced not only the slot, but 
‘also some of the most efficient of modern aeroplanes. 

Two of the most recent of Handley Page aircraft are 
illustrated on this page. One of these will at once be recog- 
nised for its affinity with the well-known W.10 type used 
by Imperial Airways. This particular machine—the Clive— 
is, however, designed as a troop-carrier and is fitted with two 
geared engines of the Bristol Jupiter Series VIII type, and 
is equipped for service in tropical climates.. This type fully 
loaded weighs 14,500 Ibs. (6,600 kg.). Of this practically one 
half, 7,200 lbs. (3,270 kg.), is available as total disposable 
load, including crew, fuel, and equipment. A top speed of 
110 m.p.h. (177 km.h.) is attained with this load, and the 
machine will fly and maintain its altitude with one engine 
only running. ; 

lhe other machine—the Harrow—is a high performance 
‘bomber or torpedo carrier fitted with the Handley slot 
both for the purpose of securing full control at the stali and 
also for decreasing the speed at which stalling occurs to 
a figure far below that which could be attained without the 
mse of slots. 


(two Bristol Jup iter series VIII engines). 


The Harrow is fitted with folding wings to permit o 
stowage in the minimum of space. The wide track split-axle 
type undercarriage makes it suitable for use on the roughest 
aerodromes and allows for the central slinging and dropping 
of a torpedo or a bomb of the largest size. 


This undercarriage may be replaced by a twin float under. 
carriage. As a seaplane the value of the Handley Page 
slotted wing used shows itself very markedly in the ease 
with which the machine may be pulled off the water after a 
very short run with complete safety. 


The machine shown in the photograph is fitted with a 
Napier Lion engine. This is mounted in a readily-detach 
able engine mount, and alternative engines may be used. 
In particular the Jupiter Series VI or VIII (geared) can 
easily be used. ; 


An excellent view is given to both pilot and observer, 
and the machine’s high performance and manceuvrability 
gives it a maximum capacity for self defence against attack 
by enemy aircraft. 


The slots fitted to the wings of this machine are automatic 
in action. The slots used to reduce the taking-off and land. 
ing speed are interconnected with flaps and are m operation 
only during taking-off and landing. The slots used for con: 
trol purposes come into operation automatically at any time 
when the air speed of the machine falls to a low value. 


The Harrow empty weighs 4,125 lbs. (1,875 kg.), carries 
2,392 lbs. (1,087 kg.) of military load and 787 Ibs. (358 kg.) 
of fuel and oil, giving a total loaded weight of 7,310 Ibs. 
(3,320 kg.). Thus loaded and with a Napier Lion engine the 
top speed at sea level is 131 m.p.h. (211 km.h.), and at 
3,000 m. (9,840 ft.) 122 m.p.h. (196 km-h.). The landing 
speed is 523 m.p.h. (843 km.h.) and the run and take-off in 
a wind of 3 m.p.h. (4.8 km.h.) is 620 ft. (188 m.). The climb 


from sea level is 700 ft. (234 m.) per min. and the ceiling 
1S_ 15,300 ft. (4,670 m.). 


The Handley Page Harrow torpedo carrier, 


with completely slotted wings (Napier Lion engine). 
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SOME OF THE WORLD’S GREATEST FLIGHTS 
FOR WHICH 


“TITANINE” DOPE 


EMPLOYED 


WAS 


SIR ALAN COBHAM 


London-Rangoon-London. 
London-Capetown-London. 
London-Australia-London. 


MARCHESE BE PINEDO 


Rome-Tokio-Rome. 


COMMANDANTE FRANCO 
Trans-Atlantic Flight. 


COMMANDER BYRD 
North Pole Flight. 


COLONEL LINDBERGH 
New York-Paris. 


Mr. C. CHAMBERLIN 
New Y ork-Germany. 


‘“TITANINE” DOPE IS ALSO USED ON THE 
MAJORITY OF THE MACHINES CONSTRUCTED 
FOR THE ROYAL 


AIR FORCE. 


LIEUT. BENTLEY 


London-Capetown-London. 


Mr. BERT HINKLER 


London-Australia. 


LADY BAILEY 


London-Capetown. 


LADY HEATH 


Capetown-London. 


SUPPLIED ALSO TO IMPERIAL 
AIRWAYS AND NUMEROUS 
FOREIGN GOVERNMENTS. 


: 


GIVES CONSTANT TAUTNESS THE WoRtDs bj SEMIER IN ALL CLIMATES 


; Z 
Factories :- é' Lert ahr | 
eo: hice NWS) D Ye) Gerard 308 
Milan (Italy) : Us Sl athena London.’ 
_ Bremen (Germany? TITANINE- EMAILLITE. tr0.,175, PICCADILLY, LONDON W.1. 
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GEORGE PARNALL & CO, Coliseum Works, Bristol, and Yate Aerodrome, Gloucestershire, 


Since this firm was founded it has produced a surprisingly 
large number of new and interesting types of aircraft, 
nearly all of them showing features of distinct novelty. As 
a result of their habit of breaking new ground and departing 
from the more orthodox lines of aircraft design most of 
their more important productions of recent date remain on 
the Air Ministry’s Secret List and cannot be described. 

The Parnall Imp—a_ two-seater light aeroplane of the 
class now so popular almost throughout the world—howeyver, 
happily falls without the veil of secrecy, and fortunately is 
a typical example of the freshness of conception which this 
firm seems to command. 

Parnall and Co. have shown an interest in the light aero- 
plane movement from the first. The first of the famous 
series of Pixie machines was produced for the British Light 
Aeroplane Competitions of 1923, and, fitted with a two- 
cylinder Douglas motor-cycle engine, was remarkably suc- 
cessful, as well as being quite unlike any other machine up 
till then produced. 

For the 1924 competitions a modified and improved Pixie, 
fitted with a Blackburne motor-cycle-type engine, was pro- 
duced, which was rapidly convertible from a monoplane to 
a biplane, or vice-versa. As a monoplane it was a relatively 
fast sporting type of machine, whereas fitted with an upper- 
wing and converted to a biplane it had a greatly reduced 
landing speed, and an_ excellent get-off, making it 
eminently suitable for training purposes, or for general 
touring. 

One at least of these Pixie machines is still in use as a 
runabout, and is flown fairly regularly by the firm’s de- 
signer-in-chief, Mr. Bolas, and it has shown itself a very 
serviceable little craft. ; 

The Imp, produced in 1928, is a two-seater of the now 
popular type, which is fitted with an engine of round about 
80 h.p., and has thus a larger reserve power and is generally 
a more robust and serviceable type of machine than could 
be produced to meet the earlier idea of a light aeroplane, 
having an engine of not more than 4o h.p. 

The machine is of that relatively uncommon type, the 
cantilever biplane, has an unusual wing arrangement which 
gives to both pilot and passenger what is probably the best 
all-round view that has yet been provided in any single- 
engined tractor machine, and it is of very simple and robust 
construction. 

In a number of races wherein it has competed it has shown 
itself to be well above the average of this class of aeroplane 
in speed, and its general all-round performance is excellent. 
. dhe Imp is of all-timber construction, with plywood cover- 
ing on wings, body and tail surfaces. This covering serves 
throughout as the main stress-carrying member. 

The wings have no spars, properly speaking. They are 
built on a number of light spruce members, which take shear 
Stresses and act in the place of the webs of the normal 
spar, and a series of former ribs. The skin takes all tensile 
and compressive stresses due to bending. 


| 


The upper wing has a very marked sweep-bacx. On the 
centre line of the machine this wing is ahead of both pilot’s 
and passengers’ seats, and its chord lies practically on the 
eye-level of both of the crew, so that they may see both 
above and below it.with equal facility. | 

This upper wing, in two halves, is pin-jointed to a cabane 
of steel tube above the fuselage. Lift-loads from this wing 
are transmitted through one single strut on each side to 
the lower wing, which is in one piece, continuous across the 
body. The lower wing takes the lift loads transmitted from 
the upper wing, as well as its own, in bending. 

The sweep-back of the upper wing brings the point of 
attachment of the lift strut vertically over the lower wing, 
and thus the upper wing lift load does not produce any 
serious torsional loads in the lower wing. 

The fuselage, which is built on spruce longitudinals and 
a number of spruce struts, which really serve mainly as 
stiffeners for the plywood’ skin, is remarkably roomy, 
athough its cross-section is not unusually large. 

The two cockpits are both considerably more spacious and 

comfortable than in the majority of light aeroplanes, and 
there is ample locker space for a reasonable amount of 
luggage. 
' The wings of the Imp do not fold, but they are very easily 
removable for stowage in a confined space. Folding wings 
have undoubted advantages, but for a cantilever machine 
such as this they would involve complication, extra cost 
and extra weight 

Owing to the type of construction used the Imp has but a 
very small number of metal fittings, and these generally are 
simple and robust in character. Because of this the ma- 
chine can be built at a very low cost, and as the makers 
point out, a little extra shed space may be rented at less 
extra cost than would be necessary to arrange for folding 
wings on this type of machine. 3 

The Imp is fitted with an Armstrong Siddeley Genet aif- 
cooled radial engine of 80 h.p., but may be adapted to take 
any other suitable engine of approximately equal power. 
It has a top speed of over 100 m.p.h. (161 km.h.), lands at 
40 m.p.h. (64 km.h.), and has an excellent take-off and 
climb. 

The general simplicity of its construction, the total absence 
of any wires to stretch and need adjustment, should make 
it an excellent machine for the private owner. 

For training purposes and indeed for all purposes the 
remarkable view given by the Imp should be found an ex- 
ceedingly valuable characteristic. Lack of a good view 
forward and upward, which is unfortunately rather usual in 
the majority of otherwise excellent small biplanes, leads in 
the neighbourhood of a busy aerodrome to some consider- 
able risk of collision, particularly when a relatively inex- 
perienced pupil is practising approaches and landings. 


Using an Imp it will be difficult for any pupil to complain 
of lack of view. 


3 THE PARNALL IMP.—An all-wooden cantilever biplane with an Armstrong Siddeley Genet engine. 


—(‘‘ Aeroplane” photograph.) 
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A. V. ROE & Co. Ltd., Newton Heath, Manchester & Hamble, Hants. a | 


The Avro Gosport training machine giving a demonstration of its controllability 


It seems very remarkable when one _ considers that, 
although the original Avro 504 type was first designed in 
1912, when practically nothing was known of the methods 
by which correct surface areas can be calculated, no altera- 
tions were found to be necessary when, some time later, 
these calculations were made with the object of checking 
up the design. The first variation of the original design 
was 504A, and by 1917 the current version was s504J. During 
the first years of the war the standard Avro had been used 
for a multitude of purposes. 

In 1917, however, came the development of first really 
scientific and reasoned system of flying training, known as 
the ‘‘ Gosport’ system, which was not only to produce 
better fighting pilots, but to produce them with less waste 
of life, material and time. One of the basic principles of 


this system was that only one type of training machine 
was to be used throughont the zomplete course of instruc- 
tion. 


It was consequently necessary to find a machine which 
was essentially safe and easy to fly, sufficiently robust in 
construction to withstand the none too tender handling of 
the pupil pilot and yet having those vices peculiar to the 
fast single-seater service types which a pilot might even- 
tually have to fly. It was decided that the 504J Avro was 
the right machine, and one has been told that none were 
more surprised than A. V. Roe and Co. to hear that this 
machine was ‘the fortunate possessor of all these vices. 

At the end of the War the 504] had been well and truly 
spoilt by its development to 504K, necessitated by the short- 


—(‘‘ Aeroplane’ photograph.) 


age of Monosoupape engines and the fact that the machine 
had now to be suitable for a miscellaneous assortment of 
other rotary engines. . 


With the development of the Lynx engine after the Wa1 
by Armstrong Siddeley Motors Ltd. came the next variation 
of the Avro training machine 504N, which not only overcame 
the many disadvantages of the rotary engine but provided ar 
ensemble still suitable for training—without any challenger, 
in fact—in spite of the rapid advances that had been made 
in the design of Service types. 


But the use of 200 h.p. for training purposes and the rela. 
tively high price of such a machine placed it beyond the 
reach of many overseas customers and Air Services for 
economic reasons. ‘ 

So the ‘‘ Gosport’ training machine was designed, still 
a member of the 504 family, designed for a much lower- 
powered engine. At first the rejuvenated Monosoupape was 
used, but only until the real climax could be achieved—an 
Avro training machine with a radial engine of economic 
power and price. The Alpha, as this engine is called, is a 
static radial with five cylinders, developing some i100 h.p. 
and weighing about 220 lbs. It is claimed that this com- 
bination represents the very latest thing in training equip- 
ment, and it can, moreover, be sold at an economical price. 
One has never seen any sign of retrogression in Avro policy 
during very many years and is therefore inclined to believe 
that this latest Avro will hold its own against all comers 
wherever the training of military pilots is concerned. 


The Avro Avian light aeroplane which is rapidly attaining a World-wide popularity nearly equal to that earlier 
achieved by the Avro 504 type. 
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For Every Great ACHIEVEMENT |! 


In the Air 


First to cross and re-cross the 


Atlantic — Airship R34. 


First and Second Places in every 


Aerial Derby since the War. 


First and Second Places in every 
King’s Cup Race since the War. 


Lieut. R. R. Bentley's flight from 
London to Cape Town on a 
light Aeroplane—D.H. ‘* Moth,” 


. 99 . 
“Cirrus " engine, 


Capt. Hinkler’s Flight to Australia 
in a_ light Aeroplane—Avro 
“Avian,” “Cirrus” engine, in the 
record time of 16 days. 


On the Road 


Capt. Malcolm Campbell’s World’s Speed Record for Cars— | 74.88 m.p.h. (1927). 
Maj. H.O.D. Segrave’s World’s Speed Record for Cars—203,.79 m.p.h. (1927). 


The British Thomson-Houston Co., Ltd. 


Works: 


Capt. Malcolm Campbell’s World’s Speed Record for Cars—206.95 m.p.h. (1928). 


ETOS 


(8) MAGNE 


“Rary 


Bristol‘ Jupiter” Endurance 


Test, 25,078 miles, ‘with sealed 


engine. 


Sir Alan Cobham’s Flight on a 
D.H. ‘‘ Moth,” ‘Cirrus ” engine 
—London—Zurich—London. 


Sir Alan Cobham’s Flight— 
London—Cape Town—London. 


Sir Alan Cobham’s 28,000-mile 
Flight — London — Australia — 
London. 


Sir Alan Cobham’s 23,000-mile 
African Flight. 


T.T. Races, 1928— Ist, 3rd, 4th, 5th, 6th, 7th and 9th Places, also Record Lap 


Lightweight Race. 


“ Unfailing in exacting tests and 
Trouble-proof for normal duty.”’ 


ELECTRICAL ENGINEERS AND MANUFACTURERS, 


Alma Street 


Coventry, Rugby, 


Coventry. 


Birmingham, 


Willesden 
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ROLLS-ROYCE itd, 


The latest of aero-engines produced by the famous Rolls- 
Royce works are a series of twelve-cylinder Vee type engines 
all of the same general design, but fitted with two different 
airscrew gear ratios, and of two compression ratios, making 
in all four variants. These engines are known as the ‘“ F ” 
type, and more specifically as the F.XI.A. with a compres- 
sion ratio of 6 to 1 and a reduction gear ratio of 632 t0 2; 
the F.XI.B. with a compression ratio of 7 to 1 and the same 
gear ratio; the F.XII.A. 6 to 1 compression and 552) tOmer 
gear ratio; and the F.XII.B., 7 to 1 compression and .552 
to r gear ratio. 

The lower compression engines develop a normal output 
of 490 b.h.p. at sea level. ‘Those with the higher ratio may 
not be opened out to more than 480 b.h.p. at sea level, but 
may be given full throttle at 3,000 ft., where they will de- 
velop the same output, and are therefore suitable for aircraft 
intended to develop a high performance at altitudes. 

Unlike the earlier and better known Falcon, Eagle and 
Condor types of Rolls-Royce engines, the “ F ” type has its 
cylinders in blocks of six. The blocks proper are aluminium 
castings with the cylinder-heads integral with the blocks. 
The cylinder-barrels are of steel, simple in form, easily re- 
newable, and are in direct contact with the cooling water on 
their outer surfaces. 

Four valve ‘seats of ‘aluminium-bronze are screwed into 
each cylinder-head of the block casting. These seats also 
are easily removable and replacable. 

An overhead camshaft is carried on bearings supported 
directly from the cylinder block casting, to which also are 
attached the fulcrum bearings for the valve rockers. There 
is a separate cam and rocker for each of the four valves of 
each cylinder. The whole of the overhead valve gear is 
enclosed by an aluminium casing removable without dis- 
turbing any of the working parts of the engine. 

The crankcase is a very stiff and rigid structure consisting 
of two aluminium castings, of which the upper half carries 
the cylinder blocks and crankshaft bearings and the lower 
serves as an oil retainer and reinforcement for the whole 
assembly. 

The crankshaft, which is a nickel-chrome steel forging 
ground to size all over and lapped in all bearing surfaces, 
is carried in steel-backed white-metal bearings with forged 
duralumin lower bearing caps. These are held in place not 
only by the usual vertical bolts, but also by horizontal bolts 
which pass from side to side of the crankcase and through 
the bearing caps. These horizontal bolts serve very greatly 
to increase the stiffness of the crankcase as a whole. 

Connecting-rods are of the plain and forked type. 
forked rod on each crank throw 
big-end block bearing over the whole length of the crank- 
pin. The central section of this block is machined to circular 
section and is white-metal faced. The end of the plain rod 
runs on this surface. Floating bushes of phosphor-bronze 
are fitted to the little-ends of all connecting-rods. 

Pistons are ‘‘ Y ” alloy forgings, machined all over, fitted 


The 
catries a white-metal lined 


A Rolls-Royce aero-engine of the F. type. 


Derby. 


with four rings. Of these the only one below the gudgeon- 
pin serves as an oil-scraper. Gudgeon-pins float in both 
piston and connecting-rod bushes. . 

All the gears for the auxiliary drives of the ‘‘ F.’? engines 
are contained in a gear case which bolts onto the end of 
the crankshaft. The drive for all these gears is taken from 
the rear end of the crankshaft through a very ingenious 
spring drive. This consists of a long, slender shaft capable 
of some degree of give driven from the crankshaft by a 
serrated coupling. Outside of and concentric with this spring 
shaft is a tubular shaft which is rigid, and this is fitted with 
a second serrated coupling also meshed with the crankshaft. 
This second coupling has a small but definite amount of 
back-lash. Thus if the slender shaft springs beyond safe 
limits, or even fails, the back-lash of the second coupling 
is taken up and the drive is transmitted through the tubular 
member. 

The reduction gears used are of the plain spur gear type 
and form a unit independent of the crankshaft proper. The 
reduction gear pinion shaft is carried on bearings in a gear 
case bolted to the crankcase and are driven from the crank- 
shaft through a splined coupling which will permit of a 
small degree of lack of alignment between the two shafts. 
Thus none but purely torsional loads can be applied to the 
crankshaft through the gear. 

Two Rolls-Royce carburettors of a special duplex type are 
mounted between cylinder blocks and are provided with 
automatic altitude controls and sealed float chambers. The 
controls of these carburettors are rigidly interconnected and 
brought to the after end of the engine, so that only one 
control connection has to be made. 

Two twelve-cylinder B.T.H. Magnetos are carried trans- 
versely on brackets at the rear end of the engine. These 
fire two plugs—one fitted on the outer and the other on the 
inner face of the block—in each cylinder. In spite of the 
arrangement of carburettors between blocks the plugs on the 
inner faces are all easily accessible with a box-spanner. 

The lubrication is of the usual dry sump type and there 


is a direct pressure feed even to the little-end bearings. 
The direct pressure from the pressure pump is applied to 


all crankshaft bearings, the excess oil beyond that needed 
for these escapes through a relief valve. 


between. these two valves oil at a reduced pressure is taken 


to the camshaft and auxiliary gear bearings. 

The engines are equipped to take a gun synchronising 
gear, an engine-driven petrol pump, and are fitted with a 
worm gear hand-starter. ; 

The SF .. type ‘of engines Their 
frontal area is probably 
of engine of equal power yet produced, and their weight— 
which is 865 lbs. (392 kg.) dry—amounts only to 1.76 Ibs. 
(0.80 kg.) per h.p. on the normal and to 1.6 Ibs. (0.727 kg.) 
per h.p. on the maximum output (540 b.h.p.) of the lower 
compression type of engine. 


are notably compact. 


Beyond this valve 
is a second relief valve set to a lower pressure and from 


| 
| 
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less than that of any Service type | 
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New Worlds Records 


GO HOURS IN THE AIR 
On SHELL PETROL 


WOM 
NY 
A 
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At Tirlemont, on June 4th, the Belgian 


airmen Crooy and Groenen completed 60 
hrs. 7 mins. in the air—a world’s record 


for duration flight with fuel tanks re- 
plenished from other airplanes during 

flight. On the previous day the Italian Céé? PZ 

airmen Farrarin and Del Pete also set up 7 
a world’s record by remaining in the air 
for 58 hrs. 42 mins. (with no replenish- 
ment of tanks during flight). Both flights 
were made on Shell Petrol. 


a0 


MY 
SATION NOMA 


A Tirlemont, le 4 Juin, les aviateurs Belges 


Crooy et Groenen ont totalisé 60 heures 
7 mins. de vol—un record mondial de 
durée avec les réservoirs de combustible 
réapprovisionnés en l’air par l’entremise 
d’autres avions. Le jour avant, les 
aviateurs Italiens Farrarin et Dal Pete 
ont aussi établi un record mondial en 
tenant l’air pendant 58 hrs. 42 mins. (sans 
réapprovisionner ses réservoirs en vol). 
L’essence employée au cours de ces deux 


vols était Shell. 


NEY 


H 
Z 
Z 
Z 
Z 
Z 
Z 
Z 
Z 
Z 


En Tirlemont, el 4 de Junio, los 
aviadores Belgas Crooy y Groe- 
nen totalizaron 60 horas 7 mins. 
en el aire—un record mundial de 


duracién con los depésitos de 
combustible reaprovisionados en Y; 
Lai Y/p,- 
el aire por medio de _ otros _ 
“mil 
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THE SAUNDERS VALKYRIE. 


Famous as builders of high-speed boats long before aero- 
planes had become a practical proposition, S. E. Saunders 
Ltd. were among the earliest firms in this country to display 
a practical interest in aeronautics. They carried out a good 
deal of experimental work for the late Sir Hiram Maxim 
in connection with his very early attempt to build an aero- 
plane, and as far back as 1909 they built to the design of 
others an attempt at a flying-boat. 

Three years later S. EK. Saunders built for Mr. T. O. M. 
Sopwith the hull of the first successful amphibian aero- 
plane, which won the Mortimer Singer Prize of £500 for a 
series of “ landings ”’ alternately on land.and water. ‘This 
machine led to the construction of a series of Sopwith ‘ Bat 
Boat’? hulls and to a number of other experiment flying- 
boat hulls. 

A year before the War the firm received orders from H.M. 
Government for a number of B.K. biplanes. Ever since that 
date they have continued to produce complete aircraft. 

During the War their works were one of the chief centres 
for the production of the large “ F.’’ type flying-boats, and 
they possess in consequence one of the largest and best 
equipped aircraft factories in the country. 


SAUNDERS Ltd., East Cowes, 


Isle of Wight. 


ws 


A sea-going flying-boat with three Rolls-Royce Condor engines each of 700 h.p. 


As is natural, S. EK. Saunders’s main—though not exclusiy 
—aeronautical interest lies in the direction of sea-going ai 
craft. ; 

Their latest production—at least the latest which may a 
yet be mentioned—is the Valkyrie, a large sea-going flying 
boat, fitted with three Rolls-Royce Condor engines, designe 
for the British Air Ministry. 

This machine has proved itself exceedingly sea and ait 
worthy, has an excellent performance and is to be regarde 
as among the most highly developed of modern large flying 
boats. It will be remembered that it was one of the flee 
of British flying-boats which made the successful cruise t 
Baltic waters in 1927, carrying Sir Samuel Hoare, Secreta 
of State for Air, as a passenger. ; 

The wide knowledge and experience of sea-going craft c 
all the lighter type possessed by this firm is naturally 
great asset to them in the design of the hulls of seaplane: 
Their long and successful career as aircraft builders i 


evidence that they have an equally sound knowledge of th 
aeronautical business, and therefore it is safe to look t 
S. E. Saunders to keep a leading place among the designer 
and producers of seaplanes. 


ALL THE WORLD’S AIRCRAFT, 1927. 


Edited by C. G. GREY. 


Compiled by LEONARD BRIDGMAN. 


“This annual volume has long since established itself as an authoritative and complete record of the aircraft of the 
world, and the 1927 issue is more than ever a necessity to every student of military and civil aviation.”—Times. 

“Informative on practical lines and admirably illustrated.” —Sunday Times. 

“Well up to the standard of its 16 predecessors,”"—Syren and Shipping. 

‘In this volume are detailed descriptions of the flying services of the nations. —Spectator. 


“ALL THE WORLD’S AIRCRAFT serves as a healthy check on wild claims of impossible performarces,’’— 


Daily Express. 


Supplied by % 
THE AEROPLANE BOOK DEPT., 14, Bream’s Buildings, E.C.4. 


£2 3s. post free (inland), and £2 3s. 9d. (abroad). 
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HAWKER AIRCRAFT 


“Aeroplanz”' Photograph. 


The Hawker ‘“ Hawfinch”’ is a new single-seater machine 


for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


‘GEE. G: 
HAWKER ENGINEERING CoO., LTD. 


Specialists in Military Aircraft. 


Works: KINGSTON. 
Aerodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cables: HAWKER, K NGSTON 
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SHORT BROS. 


(Rochester and Bedford) Ltd., Rochester, Kent. 


THE SHORT SINGAPORE (two Rolls-Royce Condor engines) used on Sir Alan Cobham‘s ‘“ Round Africa ”’ 
flight. 


As official aeronautical engineers to the Royal Aero Club 
in the days before that club had ceased to be essentially a 
ballooning club, and as the builders of the machine whereon 
Mr. J. T. C. Moore-Brabazon (now Lt. Col. and M.P.) won 
The Daily Mail’s £1,000 prize for the first flight in a closed 
circuit by an all-British aeroplane in 1909, Short Bros. may 
claim to be the doyens of the British Aircraft Industry. 

The position of their earlier works, first at Shellness, later 
at Eastchurch, both in the Isle of Sheppey, led to a close 
association of Short Bros. with the more especially naval 
aspects of aviation, and as a result they were the first pro- 
ducers of practical seaplanes for service in the British Navy, 
and the pioneers of aircraft having folding wings—a charac- 
teristic which made the carriage of aeroplanes on seagoing 
ships a practical Service proposition. 

During the War Short seaplanes played a part in the 
equipment of the R.N.A.S. which it would be difficult to 
exaggerate, and machines of their design were used in prac- 
tically all waters where the British Navy operated. 

Since the War they have devoted themselves very as- 
siduously to the development of aircraft of all-metal con- 
strnction. This work has been faced by many practical 
difficulties, and to some extent by an attitude of incredulity 
towards the value of the type of construction which they 
adopted on the part of their potential customers. 

Those difficulties and that attitude have been overcome, 
the success of Short Bros. type of light alloy construction 
has been demonstrated beyond question, more particularly 
perhaps in the domain of seaplane construction. Formerly 
the gravest doubts were generally felt as to the resistance 
of aluminium alloys to corrosion by salt water, and therefore 
the success of Short duralumin seaplane floats, and of their 
all-duralumin flying-boats is the more conclusive in its effect. 

Naturally, the recent flight of the Short Singapore flying- 
boat round Africa under the command of Sir Alan Cobham 
has attracted more public attention to the value of flying- 
boats than has any other performance of recent years. ‘This 


is largely as it should be. The use of a craft of this type 
for a journey to Central Africa via the Nile and the Great 
Lakes is a practical demonstration of the fact that the prac- 
tical and commercial utility of the seaplane is not wholly 
confined to the seas, and that in many inland areas it can 
be used to better advantage than can the land machine. 

From the point of view of the prospective operator of 
flying boats this flight of the Singapore may perhaps be 
regarded more especially as a proof of the durability and 
reliability of a really well-designed flying-boat of all-metal 
construction under very adverse conditions. 

To the casual observer the difficulties and troubles en- 
countered by this machine at Malta on the outward trip may 
suggest that the modern flying-boat has not yet achieved a 
reasonable degree of seaworthiness. ‘This view, however, 
does not allow for the Conditions as they actually were. 
Malta has no proper accommodation for seaplanes of this 
size. At the time of the Singapore’s arrival weather condi- 
tions absolutely abnormal for that place were encountered, 
and lacking proper shelter, and other facilities, few sea- 
going craft would have survived the flying-boat’s ordeal in a 
repairable condition. 

The fact that the Singapore was in a condition to continue 
its journey after relatively minor repairs is actually excellent 
proof of its sturdy sea-worthiness. 

Inspection of the machine after its return to the makers’ 
works at Rochester gives the best possible proof that Short 
Bros.’ sea-going aircraft are able to stand up to the most 
trying conditions without damage. In the journey just com- 
pleted the machine has been subjected to all the extremes 
of climate between those of European winter and the tropical 
heat ‘of Central Africa. During its journey the machine 
has—-with one short exception—been continuously either 
afloat on the water or in the air. 

The event has shown that corrosion either by salt or fresh 
water does not occur on seaplanes of Short Trothers’ con- 
struction. 


The Singapore moored out with her crew at work on board. 


‘ULY 4, 1928 The Aeroplane 61 


in Sir Philip Sassoon 
Challenge Cup Race 
for pilots representing 
12 fighter units of 
the Roual Air force 


Jaguar Aero Engines designed and 

co istructed by: 

ARMSTRONG SIDDELEY MOTORS 
LIMIT:‘D. 


London: 10, Old Bond Street, W.1. 


Siskin Aeroblanes designed and ° 

constructed by ° 

SIR W. G. ARMSTRONG WHIT- 
WORTH AIKCRAFY LIMITED. 

Works & Aerodrome: Coventry 
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THE SUPERMARINE AVIATION 


The Supermarine S.5, winner of the 


The conspicuous successes of two widely different types of 
Supermarine aircraft, the S.5 seaplane and the Southampton 
flying-boat again emphasise the premier position of this 
firm in the design and construction of all types of marine 
aircraft. 


In the Schneider Trophy race the Supermarine Napier 
S.5’s alone completed the course, and thus showed how 
reliability had been maintained in spite of the exacting 
requirements of modern high-speed design. 

The four metal-hulled Southamptons of the Royal Air 
Force Far-Kast Flight have already covered 28,000 miles 
without incident, and have proved conclusively the value of 
the large flying-boats for long-distance flights. 


On the constructional side the firm has turned over very . 
largely from wood to metal, and has been able to maintain 
in its metal flying-boats and seaplanes the high standard of 
efficiency which has become associated with the name Super- 
marine. Southampton metal hulls, such as are being used 
on the Far-East Cruise, are now being turned out on a 
production basis, whilst a considerable amount of work on 
new and larger hulls is in progress. The S.5 machines 
had both floats and fuselage in duralumin, and stood up 
excellently under severe conditions. 


The superstructures of several types can now be supplied 
in metal, and the keynote of all the Supermarine metal 
wings is simplicity—both in manufacture and inspection. 
Boxed-in. sections, which are fertile sources of corrosion, 
are studiously avoided. Mild steel has given place entirely 
to stainless steel, both for machined parts and built-up plate 
fittings, and rust has thus been entirely eliminated. ‘The 
firm is carrying out a great deal of metallurgical research, 
the results of which are being continually incorporated into 
the designs in hand. 


hii fe 


WORKS Ltd., 


Woolston, 


Southampton. 


1927 Race for the Schneider Trophy.- 


Of the new Service products one only: may be mentioned, 
the Supermarine Solent, a three-engined torpedo-carrying 
and reconnaissance boat. This machine has already success- 
fully carried out its trials, and proved the value of tlie 
flying-boat as a torpedo-carrier. ‘This machine is a biplane, 
fitted with three Armstrong-Siddeley Jaguar engines, and 
carries two 1,500 lb. torpedoes, one each side of the hull, 
attached to the bottom centre-section plane. Torpedo wind- 
ing gear is provided for both torpedoes, which can thus be 
wheeled under the planes on the slipway, or taken out in a 
launch, and hauled up on to the racks without the necessity 
of any extraneous gear. 

The specification of this machine when fitted with a 
wooden hull is as follows :— 

Dimensions.—Span 75 ft. o in. (22.8 m.), Length so ft. 2 in. 
(15.3 m.), Height 19 ft. o. in. 8m) Wing area 1,576 
sq. ft. (146.6 sq. m.). 

Weights and Loadings.—Weight empty 9,840 Ibs. (4,469 kg.), 
Normal loaded weight 16,300 Ibs. (7,400 kg.), Wing load- 
ing 10.3 Ibs./sq. ft2 (50.5 kg./sq. m.), Power loading 
12.9 lbs./h.p. (5.85 kg./h.p.). 

Performance.—Max. speed rir m.p.h. (178.5 km.h.), Land-— 
ing speed 54 m.p.h. (87 km.h.), Climb to 5,000. ft. 
(1,525 m.) 104 mins., Service ceiling 11,000 ft. (3,360 m.), 
Range carrying two torpedoes at 90 m.p.h. (145 km.h.) 
32 hours, Range without torpedoes and fuel tanks 11.2 
hours at 85 m.p.h.=gs50 miles (1,530 km.). 

On the civil side the Supermarine Aviation Works has 
launched out with no less vigour, and is putting on the 


market the largest British civil flying-boat yet built. : 
This machine, which is a high wing monoplane with hull 
stabilisers, is fitted with three Bristol Jupiter engines, and 


can be supplied either as a private air yacht, or as a. 
passenger-carrying flying-boat. 


The Supermarine Solent flying-boat 


(three Armstrong Siddeley Jaguar engines), 
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VICKERS Ltd., Vickers House, Broadway, Westminster, 


SF 
S.W. | 


Of the most recent of Vickers aircraft, the Vivid—a two- 
seater high-performance reconnaissance and bombing 
machine, is perhaps the most generally interesting. 

This machine is of all-metal construction, may be fitted 
with either a wheeled or a float undercarriage, and is fitted 
with the Napier Lion Series XI engine, developing 590 h.p. 

The wing structure is of the single bay biplane type, the 
upper wing, heavily staggered forward, being of larger span 
and chord than the lower. Both wings are slightly swept 
back. The wing spars are of duralumin with flanges of 
extruded double Tee section with zigvagged webs of sheet 
metal rivetted thereto. Ribs are of duralumin tube. 

Ailerons of the Frize type, statically balanced to avoid the 
risk of wing flutter, are fitted on both upper and lower 
wings. 

The fuselage is built throughout of steel tubes, braced by 
tie rods, and united by fittings machined from solid steel at 
the more important joints, and by fittings of wrapped steel 
plate at normal strut joints. 

The tail unit is built on duralumin spars with duralumin 
ribs, generally similar to those used on the wings. Both 
elevators and rudder are fitted with shielded horn type 
balance areas. 

The land undercarriage is of the split axle type, giving 
excellent clearance for rough ground, and an unobstructed 
view for bomb-sighting. Vickers patent oleo-pneumatic 
shock-absorbers are fitted. 

The engine mounting is a framework of steel tube, and 
carries in addition to the Napier engine an under-slung 
radiator. A starter crank is fitted to the engine. Two fuel 
tanks of a total of 130 gallons (592 litres) are built into the 
upper wings of the machine, and in ‘addition a removable 
auxiliary tank (85 gallons=385 litres) is fitted in the fuse- 
lage. The feed from this latter tank is by engine-driven 
petrol pump. 


: z 


The Vickers Vivid as a seaplane—the floats, like the rest of 


The Vickers Vivid, an all-metal two-seater military machine of very high performance, 


The machine with full tanks has a capacity for 930 Ibs. 
(422 kg.) of military equipment other than crew. It is bondec 
throughout for wireless and wired for navigation lights. 
Within the limits of this allowable weight the actual equip- 
ment fitted is at the purchaser’s option, within a very wide 
range, and the Vivid may be used for reconnaissance, photo- 
graphy, bombing, fire control, and the like services with 
equal facility. 

As a bomber four 230 Ib. (105 kg.) and four 20 Ib. (9 kg.) 
bombs may be carried with a range of 53 hours at 100 m.p.h. 
(161 km.h.). 

As the appended specification shows, the Vivid has a te- 
markably fine performance as a land machine. As a sea- 
plane the performance is reported to be relatively at least 
equally good, but unfortunately compléte data concerning the 
seaplane version may not yet be published. : 


SPECIFICATION OF THE VIVID LAND MACHINE. 


Dimensions.—Span (upper) 45 ft. x in. (13.72 m.), Span 
(lower) 39 ft. 7 in. (12.06 m.), Length 34 ft. 5 in. (10.49 


m.), Chord (upper) 8 ft. 3 in. (2.51 m.), (lower) 7 ft. 
(2.13 m.), Wing area 593 sq. ft. (58 sq. m.). : 
Weights and loadings.—Weight empty (including water) 3,500 


Ibs. (1,613 kg.), Total disposable load 1,990 Ibs, (905 kg.), 
Loaded weight 5,550 lbs. (2,518 kg.), Wing loading 9.35 
Ibs./sq. ft. (45.75 kg./sq. m.), Power loading 9.4 Ibs. 
(4.27 kg.) per h.p. (590 b.h.p.). 
Performance.—Max. speed 153 m.p.h. (247 km.h.), 
5,000 ft. (1,525 m.) 150 m.p.h. (242 km.h.) 
(3,050 m.) 145 m.p.h. (234 km.h.), at 15,000 ft. (4,570 m.) 
138 m.p.h. (223 km.h.), Landing speed 59 m.p.h. (95 
km.h.), Climb to 10,000 ft. (3,050 m.) 10 mins., to 15,000 
ft. (4,570 m.) 18 mins., Ceiling (absolute) 20;100 ft. (6,600 


m.), Range at full throttle (85 gallons petrol) 540 miles 
(870 kim.). 


Speed at 
, at 10,000 ft. 


the machive, 


are of metal. 
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THE PROGRESS OF SIXTEEN YEARS 


BRISTOL “BULLDOG ”’—BRISTOL ‘JUPITER ’’—CELLON DOPE, 


The excellent workmanship and high finish of Bristol Aircraft are 
famous through the world. Ever since early flying days when they 
were building Box Kites, the Bristol Aeroplane Co. Ltd. have used ‘ 
CELLON DOPE. a 


MILITARY TRIALS 1912 — BRISTOL MONOPLANE. 


Sixteen years ago the Bristol Aeroplane Company Ltd. insisted on the 
same high standard of finish as they do to-day. For this reason they 
used then, as they still do, for all machines of their own design 


CELLON 


AJAWB Rickmond, Surrey. “The Dope of Proved Efficiency ” Richmond 2211 (4 lines) 
Cellon Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 
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THE WESTLAND AIRCRAFT WORKS, Yeovil, 


* 


The Westland Wapiti two-seater General Purposes mac 


The Westland Aircraft Works—a branch of the well-known 
rengineering firm of Petters Ltd.—are the designers and 
tmanufacturers of a long series of successful aircraft of all 
‘types. Of their present products the most generally interest- 
ing is undoubtedly the Westland Wapiti, a two-seater mili- 
tary machine, suitable for a wide variety of services, and at 
present being made in quantity for the Royal Air Force as 
a General Purposes machine. 

The Wapiti is of the normal equal-winged two-bay biplane 
type, built either in a mixed timber and metal or in an 
all-metal type. It is fitted with a Bristol Jupiter engine— 
normally of the Series VI type—with the Series VIII geared 
Jupiter as an alternative power plant, which will give the 
machine an even higher performance. 

In the structural design very great care has been taken to 
‘ensure simplicity of inspection and upkeep, and ease of 
repair in case of damage, and in the general layout the 
arrangement of all controls and equipment has been studied 
to give the utmost facilities for the efficient performance of 
the varied duties which this type of machine is expected 
to undertake. 

In both the mixed and the all-metal types of construction 
the two forward sections of the fuselage, which are the 
engine mounting and the section thence to the rear of the 
pilot’s cockpit, are built up of square section tubes of steel 
or duralumin in accordance with the loads borne by indi- 
vidual members, united by flitch plates and tubular rivets. 
Butt-jointing of the tubes does not occur in these fittings, 
the rivets being designed to take the whole of the working 
loads. Consequently no accurate fitting is needed on these 
members, and the replacement thereof is a very simple 
‘matter. 

In the all-metal type the third or rear section of the 
fuselage is of similar construction to the two front sections. 
In the mixed type wooden longerons and struts are used 
for this part. 

All cowling panels over the forward section of the fuselage 
are easily removable, and arrangements have even been 
made whereby the petrol tanks may be removed from the 
fuselage within a few minutes. 

As already mentioned, the machine is arranged for a very 
extensive and adaptable equipment. For defensive purposes 
a synchronised machine-gun, controlled by the pilot, is 
fitted to fire forward, and the observer has a movable gun 


The new Westland-Hill Pterodactyl. —(“ Aeroplane” photograph.) 


Somerset. 


hine (Bristol Jupiter engine).—(“ Aeroplane” photograph.) 


on a ring mounting. Accommodation is provided for 6oc 
rounds for the forward gun and for six trays for the after 
gun. 

Bomb-racks for a total of 580 lbs. of bombs are carried 
below the wings and fuselage ‘These are all easily detach- 
able, for occasions when they are not required. The ob- 
server, in the prone position, is provided with excellent 
facilities for the use of bomb-sights. — 

Wireless transmission and receiving gear is fitted in the 
upper decking of the fuselage behind the observer, where 
it is easily accessible in a comfortably seated position. 

For use in outlying and desolate countries, when long 
flights over deserts and the like may be necessary, the 
machine has been designed to carry an additional load of 
600 Ibs. in the form of fuel, oil, rations, bedding, and 
spares. 

This added load comprises an auxiliary fuel tank and its 
contents, a spare wheel and tail-skid, a fitter’s tool-box, a 
supply of engine spares, normal and emergency rations for 
the crew, water, and personal equipment and bedding for 
the crew. All the structural gear needed for carrying this 
equipment is readily removable, so that no extra weight 
need be carried when the equipment itself is not in use. 

Moreover, the whole of this extra load has been so care- 
fully arranged not to add to the machine’s resistance that 
there is a difference of only 3 m.p-h. (5 km.h.) in the speed 
at 10,000 ft. (3,050 m.) with and without this special equip- 
ment. 

Despite the Wapiti’s comprehensive and versatile equip- 
ment, the machine has a very excellent performance. At 
normal load (4,240 lbs.=1,927 kg.), carrying goo lbs. (408 kg.) 
of disposable load other than fuel, the machine has a speed 
of 133 m.p.h. (214 km.h.) at 5,000 ft. (1,525 m.), a ceiling 
of 22,700 ft. (6,920 m.) and a range of 520 miles. 

With the added 600 Ibs. of special equipment the speed 
at 5,000 ft. is still 130 m.p.h: and the service ceiling is 
18,800 ft. (5,750 m.). 

Two other notable products of the Westland Aircraft 
Works, the Wizard, a single-seat fighter monoplane of very 
high performance, and the two-seater Pterodactyl, an ex- 


perimental tailless two-seater with remarkable control quali- 
unfortunately, cannot be 


ties, are illustrated here, 
described. 


but, 


The Westland Wizard. 
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THE ROYAL AIR FORCE. 


The London Gazette. 

: June 26. 
-ENERAL DUTIES BrancH.—The following are granted temp. comns. 
Flg. Offs. on attachment for duty with the R.A.F. (June 17) :— 
, RR. H. S. Roundell. Sus-Lis. R.N.—P. W. Humphreys, 
H. M. Kendall. 


‘he following Plt. Offs. are promoted to the rank of Flg. Off. :— 


vy. Forbes, R. C. Greenhalgh (Jan. 14); A. P. de Woulfe Wytt, 
Pp, Hudson (April 10); W. R. Baird (May 25); W. C. Cooper, C. W. 
‘ken (June 11). Pit. Off. on probation A. E. J. Pratt is confirmed 
rank (May 2) 

‘he following Pit. Offs. on probation relinquish their S.S. comns. on 
count of ill-health :—J. G. Walling (June 23); R. E. S. M. Vinning 
ne 27). 

“he a8. comns. of the following Plt. Offs. on probation are ter- 
nated on cessation of duty (June 27) :—D. A. Forbes, M. M. Freeman. 
e following Flg. Offs. are transferred to the Reserve, Class A :— 
J. Wiltshire (June 17); C. L. Lowe, D.F.C. (June 25). 

TORES BRANCH.—Flg. Off. E. H. Broad is transferred to the Reserve, 
ss C (June 20). ; 

epIca. BraNcH.—Flg. Off. J. Hill, M.B., is promoted to the rank 
Fit. Lt. (June 27); Fig. Off. (Quartermaster) W. Gamblen is pro- 
‘ted to the rank of Fit. Lt. (Quartermaster) (July 1). 
VIEMORANDUM.—The permission granted to Sec. Lt. H. S. Greening 
retain rank is withdrawn on conviction by the Civil Power 
ay 24). 

2ESERVE OF AIR FORCE OFFICERS.—GENERAL Duties BrancH.—A. C. S. 
win is granted a comn. in Class A as Flg. Off. on probation (June 26) ; 
R. M. Garratt is granted a comn. in Class A.A. (ii) as Plt. Off. 
probation (June 14); Plt. Off. H. N. Miller is promoted to the 
nk of Flg. Off. (une 21); Flg. Off. H. C. Adam is transferred from 
ass A to Class C (June 8); Pit. Off. T. P. Jenkins relinquishes his 
mn. on completion of service (May 22). The comn. of Plt. Off. 
probation G. T. Clark is terminated on cessation of duty (June 26). 
STORES BRANCH.—Sq. Ldr. E. Rivers-Smith, M.B.E., relinquishes his 
mn, on completion of service and is permitted to retain his rank 
ine 17). 
AUXILIARY AIR FORCE.—GENERAL DutTIES BRANCH.—The following to 
Plt. Ofis.:—No. 601 (City cr LONDON) (BOMBING) SQUADRON.—E. A. 
intington-Whiteley (June 7). No. 605 (COUNTY OF WARWICK) 
OMBING) SQUADRON.—J. R. H. Baker (June 14). 


Appointments. 
Week ending July 2. 

SENERAL DUTIES BRANCH.—Flight Lieutenants H. G. White, to Home 
reraft Depot, Henlow, 19/5. R. Harrison, D.F.C., to R.A.F. Depot, 
<bridge, 25/5. J. Cottle, M.B.E.; D.F.C., to A. and G. School, East- 
urch, 18/5. C. E. Williamson-Jones, D.F.C., to Home Aircraft Depot, 
enlow, 20/6. W. E. Knowlden, to E. and W. School, Flowerdown, 
6. M. W. C. Ridgway, to Home Aircraft Depot, Henlow, 14/6. 
ea Pendavis, D.S.O., to School of Army Co-operation, Old Sarum, 
/6. 
Flying Officers R. H. W. Empson, to R.A.F. Practice Camp, Sutton 
idge, 18/6. FF. Porter, to R.A.F. Base, Gosport, 5/7. I. W. C. 
ackenzie, to A. and G. School, Eastchurch, 21/6. 


No. 4 Sqdn., S. Farnborough, 18/6. J. W. White, to No. 3 F.T.S., 
-antham, 22/6. K. Maconochie, to R.A.F. Depot, Uxbridge, 4/s. 
G. M. Anderson, to R.A.F. Depot, Uxbridge, 3/6. 

Pilot Officers M. M. Freeman, to R.A.F. Depot, Uxbridge, 4/6. 


P. Barker, to No. 58 Sqdn., Worthy Down, 18/6. E. S. Bateman, 
. Dickson and W. R. Monro Higgs, to No. 13 Sqdn., Andover, 18/6. 
. G. Biréham, to No. 100 Sqdn., Bicester, 18/6. R. W. P. Collings, 
J. Davidson and A. C. Pearson, to No. 39 Sqdn., Bircham Newton, 
/6. H. W. Duffey, D. G. P. Fitzpatrick, N. H. Fresson, M. R. 
elly and W. P. J. Thomson, to No. 2 Sqdn., Manston, 18/6. F. G. 
eiriery A. I.. T. Naish and R. W. A. Stroud, to No. 11 Sqdn., 
etheravon, 18/6. ‘IT. I.. Harrison, B. D. Nicholas and A. M. Stevens, 
' No. 502 Sqdn., Aldergrove, 18/6. M. G. R. Harris and lL. W. W. 
‘odley, to No. 9 Sqdn., Manston, 18/6. A. T.-C. Hazledine, to No. 10 
jdn., Upper Heyford, 18/6. D. I. Stewart, to No. 99 Sqdn., Upper 
eyford, 18/6. N. E. Whalley, to No. 207 Sadn., Eastchurch, 18/6. 


The Half-Yearly Pr. motion List. 


The Air Ministry announces that the undermentioned are 
romoted with effect from July 1, 1928 :— 

GENERAL DUTISS RRANCH. 
Air Commodore to Air Vice-Marshal.—F. C. Halahan, C.M.G., C.B.E., 
S.0., M.V.O. 
Group Captain to Air Commodore.—F. W. Bowhill, C.M.G., D.S.O. 


Wing Commanders to Group Captains.—C. D. Breese, A.F.C., W. H. 
rimrose, D.F.C., H. R. Busteed, O.B:EK., A.F.C., J. S. Barratt, C.M.G., 
LC, J. R. W. Smyth-Pigott, D.S.O., E. L. Gossage, D.S.O., M.C. 
Squadron I.eaders to Wing Commanders.—L. T. N. Gould, M.C., 
B. Graham, M.C., A.F.C., J. McCrae, M.B.E., G. W. Murlis-Green, 
.S.0:; M:C., W. V. Strugnell, M.C., P. A. O. Leask, K. C. Buss, 
K.’ Wells, A-F.C., J. C. M. Lowe, F.- Sowrey, D.S.O., M.C., A.F.C. 
Flight Lieutenants to Squadron Leaders—E. C. Emmett, M.C., 
LRGwe. S: Aitken, M.C., A.F.C., H. A. Smith, M.C., J. V. Read, 
LBE., W. E. G. Bryant, M.B.E., O. C. Bryson, M.C., D.F.C., A.M,, 
- J. Silly, M.C., D.F.C., C. H. Awcock, O.B.E., A. H. Orlebar, A.F.C., 
. E. Maitland, A.F.C., J. H. Green, B. McEntegart, C. L. King, 
Ghent, C, R, Catr, D.F.C., A.F.C. 

Flying Officers to Flight Lieutenants—S. J. Bailey, J. Silvester, 
Q S. Sandiford, H. &. King, J. Noonan, D.S.M., V. Croome, M. S. 
cogh, A.M., J. J. Teasdale, P. J. R. King, C. M. E. Gifford (Hon. 
It. Lt), J. E. L. Drabble, H. L. Beatty, E. H. M. David, G. H. 
igi Restiven (Hon. Fit. Lt.), E. A. Sullock, A.F.C., J. G. 
cUrEBY, J. Harston, M. V. Ward, N. C. Ogilvie-Forbes, M. H. 
varmons-Williams, A. W. Bates (Hon. Fit. Lt.), F. H. Woolliams, 


Cale Ay Jackson; ~ 


F. C. Farrington, M.C., G. C. Shepherd, G. N. Carroll (Hon. Fit. Lt.), 
M. Wiblin, C. B. Greet, P. J. A. Hume-Wright, R. H. S. Spaight, 
B. V. Reynolds, E. V. Major (Hon, Fit. Lt.), F. W. Wiseman-Clarke 
(Hon. Fit. Lt.), A. H. J. Howlett, L. K. Barnes, D. MacFadyen, W. L. 
Dawson, V. B. Bennett, C. B. R. Pelly, D. L. G. Bett, C. S. Riccard, 
Cc. BE. N. Guest, F. R. D. Swain, F. E. Watts, E. R. Maddox, M.C., 
R. ¥. Eccles, R. V. M. Odbert, D. J. Stewart (Hon. Fit. Lt), 
W. Wynter-Morgan, M.C. 

Captain, R.M., Flg. Off., R.A.F., to be Fl. Lt—oHe M. A. Day, A.M. 

Lieuts., R.N., Flg. Off., R.A.F., to be Fit. Lts—R. R. Graham, 
M. S. Slattery. ; 

SUPPLEMENTARY LIST. 
Flight Lieutenant to Squadron Leader.—G. S. Reed, O.B.E. 
Flying Officer to Flight Lieutenant.—E. J. Howes. 
STORES BRANCH. 

Wing Commander to Group Captain.—C. G. Smith, O.B.E. 

Squadron Leader to Wing Commander.—W. Millett. 

Flight Lieutenants to Squadron Leaders.—W. C. Green, M.C., F R. 
Wilkins, W. R. P.. Allen, T. E. Drowley. 

Flying Officers to Flight Lieutenants—W. J. Cleasby, C. BK. Tidy, 
J. J. Ironmonger, E. V. E. Andrewartha, R. G. Sims, R. W. Stevenson, 
A. H. Allan, H. Cartwright, VB. Ranford, D. W. Dean, Taek 
Sanderson, D.S.M., W. Best. 

ACCOUNTANT BRANCH. 

Flight Lieutenant to Squadron Leader.—I. L.- Wincer. 

Flying Officers to Flight Lieutenants.—F. H. Wakeford, F. C- 
Chalmers, R. G: Dyer, W. A. Wadley, F. C. Langley. 

MEDICAL BRANCH. 

Squadron Leader to Wing Commander.—R. H. Knowles, M.D., D.P.H. 

Flight Lieutenant to Hon. Squadron Leader.—C. A. E. I. Brownlee, 
M.B. : ; 
PRINCESS MARY’S ROYAL AIR FORCE NURSING SERVICE. 

Senior Sister (Acting Matron) to Matron.—Miss M. Moddrel. 
Senior Sister to Acting Matron._Miss W. E. Molesworth. 
Sister (Acting Senior Sister) to Senior Sister.—Miss B. C. S. Forsyth. 


Fatal Accidents. 


The Air Ministry regrets to announce that as the result 
of an accident near Amman to a D.H.ga machine of No. 14 
(Bombing) Squadron, Amman, on June 26, Pit. Off. John 
Henry Lorraine Maund, the pilot of the aircraft, and 3631094 
AC.1. Jack James Heatherstone Middleton were killed. 

The Air Ministry regrets to announce that as the result 
of an accident at Clifton, near Henlow, to an Avro machine 
of the R.A.F. Practice Camp, Sutton Bridge, on July 1, Fit. 
Lt. Harold Charles Calvey, the pilot of the aircraft, and 
3720 F-S. William Charles Hollier were killed. 


The Far East Flight. 


The four metal Supermarine Southampton flying-boats of 
the Far East Flight, R.A.F., which is commanded by Group 
Capt. H. M. Cave-Browne-Cave, D.S.O., D.F.C., arrived at 
St. Kilda, Port Philip Bay, on June 29. 

The Flight was escorted by sixteen machines of the Royal 
Australian Air Force. The machines of the Far East Flight 
were taken to Point Cooke for overhaul and the cruise will 
not be continued ‘for two months. 


Vacancies for Aircraft Apprentices. 


The Air Ministry announces that six hundred aircraft 
apprentices, between the ages of 15 and 17, are required 
by the R.A.F. for entry into the Schools of Technical Train- 
ing at Halton, Bucks., and at Flowerdown, near Winchester. 
They will be enlisted as the result of an Open Competition 
and of a Limited Competition held by the Civil Service Com- 
missioners and the Air Ministry respectively. Successful 
candidates will be required to complete a period. of 12 (twelve) 
years’ regular Air Force service from the age of 18, in 
addition to the training period. At the age of 30 they 
may return to civil life or may be permitted to re-engage to 
complete time for pension. 

Full information regarding 
which offers a good opportunity 
obtaining a three years’ apprentice course of a high standard 
and of following an interesting technical career, can _be 
obtained on application to the R.A.F., Gwydyr House, White- 
hall, London, S.W.r. 


R.A.F. SPORTS AND PASTIMES. 
Athletics in the Middle East. 


The R.A.F. Middle East Command Athletic Championship 
Meeting was held at Heliopolis on April 25 and 26. 

No. 4 Flying Training School, Abu Sueir, won the Inter- 
unit Challenge Cup with 23 points. The best all-round 
athlete of the meeting was F-S. Fretwell, of No. 216 (Bomb- 
ing) Squadron, who scored 8 points. 

The results were as follows :— 

too Yards.—1, L-AC. Truman (L-Z, No. 4 HT.S.) 3/2, Pits Off. Richard- 
Ste (leaze NOs Ales Lon) 83; obo. Fretwell (216 Sqdn.). 220 Yards.—t, 
Plt. Off. Richardson (L,-Z, No. 4 F.T.S.); 2, L-AC, Trueman (1,-Z, No. 4 
F.T.S.); 3, Sit. Phillips (C, R.A.F. Depot). 440 Yards.—1, Sjt. Howse 
(A-K No. Us F.1.S.); 2, T-AC. Tisle (1-2, Nowa” EVI.S)5 35 L-AC. 
Lindgren (Bz, R.A.F. Depot). 
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Half-mile——1, Sjt. Howse (A-K, No. 4 F.T.S.); 2, L-AC. Lisle (L-Z, 
No. 4 F.T.S.); 3, Sit. Wright (208 Sqdn.). One Mile.—1, L-AC. Morgan 
(B2 Sqdn., R.A.F. Depot); 2, Sjt. Wright (208 Sqdn.); 3, L-AC. Hodder 
(A-K, No. 4 F.T.S.). 

Relay Race.—1, 208 Sqdn.; 2, L-Z, No. 4 F.T.S. 

1z0 Yards Hurdles.—1, F-S. Fretwell (No. 216 Sqdn.); 2, L-AC. 
Ousley (H.Q.M.E.); 3, L-AC. Aitken (A, R.A.F. Depot). Long Jump.— 
1, Cpl. Floyd (Bz, R.A.F. Depot); 2, F-S. Fretwell (216 Saqdn.); 3, 
Plt. Off. Richardson (I-Z, No. 4 F.T.S.). High Jump.—1, Cpl. Floyd 
(Br, R.A.F. Depot); 2, L-AC. Nottage (A.H.Q.); 3, L-AC. Martin 
(H.Q.M.E.). 

Putting-the-Weight.—_1, Sjt. Mackay (L-Z, No. 4 F.T.S.); 2, F-S. 
Fretwell (216 Sadn.); 3, Cpl. Brerton (Bz, R.A.F. Depot). 

Tug-of-War.—Winner, No. 45 Sqdn.; Runner-up, Bi, R.A.F. Depot. 


Cricket at Malta. 

A friendly one-day cricket match was played at Marsa on 
June 18 between the Navy and the R.A.F. The strength of 
the two Services at present in Malta are in the proportion 
of about 20 to 1 in favour of the Navy. The R.A.F. won 
by eight wickets. The Navy won the toss and were dis- 
missed for 75. Then the R.A.F. went in and scored 120, 
L-AC. Ivanghorn contributing 41 and Lt. Pugh (Flg. Off., 
R.A.F.) 37. The Navy went in again and declared at 110. 
The R.A.F. then made 66 for three wickets. L-AC. Lang- 
horn made 4o of these. L-AC. Dawkins took six wickets for 
38 runs in the first innings, and L-AC. Macpherson took 
four wickets for 37. In the second innings Dawkins took 
two wickets for 51 runs, and Macpherson took six for 54. 


SOME PROBLEMS OF AN ARMY AIR ARM. 


In a short article in the April 1928 issue of The Journal of 
the United Service Institution of India Major KE. J. Strover, 
3/20th Burma Rifles, discusses the possibility of an Army 
Air Arm. He says that no responsible Army officer wishes 
to abolish the Air Ministry and Air Staff and to divide the 
whole of the R.A.F. between the Army and the Navy, but 
that the demand exists that the Army Co-operation Squad- 
rons should be under the control of the Army as the Fleet 
Air Arm is under the control of the Navy. 

He claims that a General can make more use of a squad- 
ron of aeroplanes if it is completely under his command 
than if it is merely co-operating with him. He adds that 
Army officers would feel more secure if they knew that the 
pilots of aircraft who had trained with them in peace would 
not be taken away from them in war. 

Major Strover, who examines the problem from all angles, 
says that the point not generally realised in the Army is 
that it is not necessary for the pilot of an Army co-opera- 
tion aeroplane to have been trained in the Army. He 
says :— 

the results of fourteen years’ experience in the Royal Air Force has 
proved beyond doubt that no man can make deductions in the air. 
The pilot of an aeroplane can only see a portion of the enemy’s 
troops. Io make deductions of the enemy’s disposition from the 
position of such troops as happened to be exposed to his views when 
he flew over them, is extremely dangerous and likely to mislead the 
army commander. The only man who can make deductions with any 
reasonable certainty is the Staff Officer on the ground who receives 
information from all sources, not from one aeroplane only, but from 
several aeroplanes, from cavalry, infantry and armoured cars. For 
this reason pilots of army co-operation aircraft are taught to report 
exactly what they see and to surmise nothing. 

One suggests that trained observers, rather than pilots, 
should do the reporting. 

With regard to the practicability of an Army Air Arm, 
Major Strover considers that it is doubtful whether sufficient 
officers could be obtained for it. He says that no officer 
could be spared from the Indian Army, and he considers it 
unlikely that the Army Air Arm would attract the boys who 
go to Cranwell. He concludes therefore (A) that it would 
be a considerable advantage to the Army to possess its own 
Air Arm, but that it is not a vital necessity; and (B) it is 
probable that the Army could not find sufficient officers for 
its Air Arm. 

Major Strover also considers that by possessing its own 
Air Arm the Navy has sacrificed much of the good feeling 
and anxiety to co-operate which formerly existed between 
the Navy and Air Force. In almost any future war the 
Navy will require the co-operation of shore-based aircraft 
and of flying-boats and seaplanes, and if the co-operation 
is no better then than it is at present the Navy will have 
lost more than it has gained. 

Co-operation between the Army and the Air Force would 
be even more important because an Army Air Arm would 
be unable to function unless the R.A.F. could secure it 
from hostile air attack. The Army therefore must be care- 
fnl how it follows the lead of the Navy. 

Major Strover maintains that co-operation between dif- 
ferent Services is not natural to British officers because the 
British officer is naturally individualistic, and his public- 
school training teaches him tq be loyal to his own par- 
ticular crowd while regarding the other crowd with tolerant 
and good-natured contempt. Co-operation between the Ser- 
vices must be assiduously cultivated, and nothing which is 
gained must ever be lost. 
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OUR TRANS-ATLANTIC GUESTS. 


On July 2 Baron von Hiinefeld and Captain Kohl, accom- 
panied by Commandant Fitzmaurice of the Irish Free State, 
all three of whom had flown the Atlantic from Ireland to 
Labrador on April 12-13 in a Junkers monoplane, arrived at 
Croydon on their way to Ireland. They were entertained at 
lunch at the Savoy by the R.Ae.C., the R.Ae.S., the Air 
League and the S.B.A.C. Owing to a head wind they did not 
arrive at Croydon till 14.15 hours, so the lunch was some- 
what delayed. ~ : 

LORD THOMSON in the Chair welcomed them, saying that 
they had displayed the urge to achieve which distinguished 
human beings of the better type from the-beasts that perish. 
He said that they were members of a somewhat ghostly com- 
pany of men and women who had tried to fly the Atlantic 
from East to West and had died in the attempt. He liked 
to think that in years to come when passengers crossed in 
luxury and comfort they would hé haunted by the ghosts of 
20th century ‘‘ Flying Dutchmen.”’ 

Baron von Hiinefeld had shown enterprise and vision and 
was a worthy sportsman. Of Capt. Kohl it was difficult to 
speak with moderation. His piloting for s0 many. hours 
and landing on unknown ice was a feat of airmanship which 
was artistic. As for Commandant Fitzmaurice people in the 
West of Ireland always tried to go further West and ie 
had gone West faster than any of his countrymen. He 
congratulated therm. all on behalf of the associations repre- 
sented. He would not wish them repose and ease, he wished 
them every success in new achievements. 

COMMANDANT FITzMauRIcK said that their flight might be 
regarded as a stunt or as a sporting endeavour. If they had 
been able to afford three engines they would have had them. 
The fact that they had all made previous attempts and had 
returned owing to bad- weather at any rate showed intelli- 
gence. He said that he himself had done three-hour spells 
at the controls turn-and-turnyabout with Kohl. If they had 
had directional wireless they would not have gone Where 
they did but would have been in New York next morning. 

He prophesied regular trans-Atlantic air services within 
ten years. The great need was the study of meteorology. 
And he bore witness to the absolute accuracy of Mr. Ent- 
wistle’s reports 24 hours ahead. He said that scientists had 
given various reasons for Newfoundland fogs, but the best 
was given by an old fisherman, who said that God put them 
there to hide Newfoundland and Labrador because he was 
ashamed of having made them. 

Captain Kohl made a neat little'speech of thanks. 

Baron von Hiinefeld humorously remarked that he respected 
Commandant Fitzmaurice because he had spoken English 
ever since he was a very small child (presumably he has 
since been compelled to learn Irish). He himself had 
learned Irish-English from their companion and had learned 
American-English in America. (Nevertheless he speaks 
extraordinarily good German-Hnglish without a tinge of 
either Irish or American.) He expressed his happiness in 
being in the Motherland of sport and fair play.—c. G. G. 


A RAIL-AND-AIR LINE. 


Among the many interesting visitors from the United 
States who have called on THe APROPLANE recently have been 
Mr. Charles S. Jones, familiarly known as ‘“ Casey ” Jones, 
Assistant Sales Manager of the Curtiss Aeroplane and Motor 
Co. Inc., with Mr. Charles H. Mathews, Junior, of Phila- 
delphia, Assistant. General Traffic Manager of the Pennsyl- 
vania Railroad, and Major C. E. McCullough, of Washing- 
ton, D.C., General Passénger Agent of the same railroad. 
These three are making a tour of Europe to study air 
transport in all its phases. 

What Mr. Casey Jones does not know about flying is 
hardly worth mentioning, and Major McCullough and Mr. 
Mathews have an equally wide knowledge of the traffic 
problems of railways. So the tour should be fruitful. 

The basic reason for their visit to Europe is that the 
Pennsylvania Railroad, the Santa Fé Railroad, the Curtiss 
Aeroplane and Motor Co. Inc., the Wright Aeronautical 
Corporation, and National Air Transport Inc., together with 
a group of banking interests, are organising a coast-to-coast 
passenger and express service, using the railroad and air- 
craft in conjunction. 

The proposed schedule is that passengers will leave New 
York in the evening by train and will detrain at Columbus, 
Ohio, at 08.00 hours next morning. There they will be 
taken by aeroplane over a stage which will enable them to 
overtake the evening train which left New York 24 hours 
earlier than they did. Spending the night in that train they 
will reach next morning another point from which they will 
overtake yet another train which started 48 hours in front of 
them. After a night in that train they will finish the 
journey to the Pacific coast by air, taking 2} days over the 
journey instead of about 4}. 

During a visit of about four days in England the party 


was shown the workings of Imperial Airways by Lt.-Col. 
Birchell, and visited most of the important people concerned 
with British Aviation. They left for Holland by air. to 
investigate K.l.M. methods, and thereafter went to Ger- 
many to see the ways of the Luft Hansa. ; 


MR. LESTER GARDNER’S MOVE. 


His many friends on this side of the Atlantic will be glad 
to hear that Mr. Lester D. Gardner, lately publisher and 
proprietor of Aviation, the leading American aircraft paper, 
has accepted the post of President of Aeronautical Industries 
Inc., 292, Madison Avenue, New York. _ 

Mr. Gardner had intended paying a visit to England in 
June this year and was im fact on the point of sailing when 
this financial proposition was put before him. Not being 
oneself a financier, one does not quite understand the 
method on which this corporation intends to work. But 
one gathers from The New York Evening Post that 100,000 
shares in the firm have+been allotted, and one is told that 
these represent 2,000,000 dollars’ worth_of stock, or, say, 
roughly £400,000 worth. 

The corporation has been formed for the purpose of afford- — 
ing the American public an opportunity to make what is 
called ‘‘a cross-section investment ’’ in the aeronautical in- 
dustry. ‘The money subscribed by the investors in Aero- 
nautical Industries Inc. will be invested by a committee 
appointed for that purpose in the securities of various corpo- 
rations engaged in the manufacture of aircraft, aero-motors, 
and aeronautical accessories. It may also be invested in 
air lines, either for the carrying of mail, express goods or 
passengers, either in America or abroad. It may be invested — 
in the development of airports or in fact in any other phase 
of aeronautical industry. 

The promoters state openly that they do not expect to 
pay dividends on the stock for some time to come, as obvi- 
ously the securities which will be held by the corporation 
represent industries which are putting their surplus largely 
back into the business, or ‘‘ plowing it in,’ as the Ameri- 
canism has it. They expect quite reasonably that the 
appreciation in the market value of the shares will be in 
direct proportion to the growth and. development of the 
industry itself. 

One of the chief charms about an investment of this kind 
is that the holders of the shares will be protected, by the 
investment of the corporation’s funds in a number of firms, 
against the risk which would attend an individual investor 
putting all his money into one particular firm in the aircraft 
industry. Possibly the corporation may make losses on its 
investments in certain firms, but,.acting as it does on the 
advice of a committee, and having at its call the intimate 
knowledge of Mr. Lester’Gardner of everything concerned 
with the aircraft industry of all countries, it is pretty well 
bound to make a profit on its all-round dealings. 

One gathers that the corporation’s activities will by no 
means be confined to dealings in America. In fact, the 
corporation has distinctly stated that quite a large propor- 
tion of its money will be invested abroad, and it plans to 
reserve several hundred thousand dollars for this purpose. 

Perhaps, as THE A®ROPLANE is read by such a divérsity of 
creatures, one’ had better explain that the -corporation is 
unlikely to include among its foreign investments the 
financing of attempts to fly the Atlantic on light aeroplanes, 
or schemes to investigate the North Pole with kite-balloons 
towed by war-disposals aeroplanes. In fact, knowing Mr. 
Gardner rather well, one can safely say that the Corporation 
will not interest itself in schemes but only in sound proposi- 
tions which are already on a paying basis. It is much more 
likely to invest its money in a going concern than in one 
which has still to be started. 

Naturally, all readers of THr AQ®ROPLANE in every country 
to whom Mr. Gardner is known, and that means practically 
in every nation in Europe, will wish him and Aeronautical 
Industries Inc. every success.—C. G. G. 


REMARKABLE MACHINERY. 


The Book of Remarkable Machinery. By Ellison Hawks, 
Editor of the Meccano Magazine. 289 pp., 76 photo- 
graphs and 76 drawings. George G. Harrap and Co. 
From THE AEROPLANE Book Department. 7s. 6d. net. 

If anybody wants to give the time of his life to any 
mechanically-minded boy over the age of ten, one can 
strongly recommend the presentation to him of The Book of 

Remarkable Machinery, produced by Mr. Ellison Hawks, ~ 

Editor of the Meccano Magazine. One believes that the — 

Boy Scout movement and the Meccano movement between — 

them have done more than all the educational and technical 

institutions combined to produce in the rising generation of 

Englishmen a spirit of law, order and decency. Nobody who 

has ever rejoiced in the putting together of a piece of | 

machinery and seeing it work afterwards, or has fallen under 
what Kipling calls ‘‘ the spell of ordered movement,” can 
ever really turn Bolshie 
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THREE NOTABLE FLIGHTS. 


The fact that Rubery, Owen accessories were used 
on Sir Alan Cobham’s machine in his flight to 
Australia and back; in Lieut. Webster’s machine in 
which he won the Schneider Cup, and in Capt. 
Hinkler’s Avro “Avian” machine in which he made 
his zemarkable flight from England to Australia, is 
in itself sufficient evidence of the outstanding 
quality of these products. 


Le fait que des accessoires Rubery, Owen ont été 
utilisés pour l’appareil de Sir Alan Cobham dans 
son vol 41’Australie et retour; pour l’hydravion du 
Lieut. Webster A bord duquel il gagna Ja Coupe 
Schneider, et pour l’avion Avro “Avian” due Cap. 
Hinkler avec lequel il exécuta son vol remarquable 
d’Angleterre en Australie, est en lu: méme une 
preuve suffisante de la qualité eminente de ces 
produits. 


El hecho que los accesorios Rubery, Owen han sido 
utilizados para el aparato de Sir Alan Cobham en su 
vuelo a Australia y regreso; para el hidroavidén del 
Teniente Webster a bordo del cual gan6é la Copa 
Schneider, y para el avidn Avro “Avian” del Cap. 
Hinkler con el que ejecut6 su vuelo notable de 
Inglaterra a Australia, es en si mismo una prueba 
suficiente de la calidad sobresaliente ce estos 
productos. 
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and Communists. The best argument for those who may be 
einduced to believe such things is to take them to the 
Tattoo at Aldershot or to the R.A.F. Display at Hendon 
and to let them see tens of thousands of people thrilled 
by the spectacle of war and ordered movement combined. 

Therefore one regards Mr. Hawks’ book as a most valu- 
able contribution to the upholding of the British constitu- 
tion. It will go far to drive home to the unconscious mind 
of youth the idea that a job of work is worth doing for its 
own sake, and that everything in this World depends on its 
working smoothly with some other piece of mechanism, 
human or otherwise. 

Mr. Hawks starts with a chapter on steam-engines from 
the earliest type up to our latest express-engines. In his 
second chapter he deals with the machinery of shipping 
from the early steamships through the compound-engine to 
turbines and motor-boats, and even to such curiosities as 
the Flettner Rotor. The third chapter deals with internal- 
combustion engines, shows in simple diagrams and language 
how they work, illustrates the earliest of motor-cars. and the 
most modern of aero-engines, and deals also with the Diesel 
ype. 

tierce he goes on to describe the machinery used in the 
production of iron and steel, and the machinery used in 
forging. He deals with testing, punching and rivetting 
machines, and machine tools of all kinds (and nothing is 
more fascinating than to see a multiple-tool turret-lathe at 
work). Then he deals with printing machinery, such as the 
Linotype, the Monotype and the Rotary printing machine. 

Finally he deals with curious machinery, such as that for 
extruding brass rods, machines for wrapping toffee, cigar- 
ette-making machinery, cash registers, book-keeping 
machines, calculating machines, and so forth. 

Somewhere about last Christmas Punch published a de- 
lightful picture of a woman in a shop asking for a 
mechanical toy suitable for the father of a boy of about ten. 
One feels sure that though The Book of Remarkable 
Machinery will be the treasured possession of boys of ten 
and over, father’s thumbmarks will be at least as prevalent 
as those of Peter or Michael or Christopher Robin.—c. G. G. 


THE PARIS AERO-SHOW. 
Next week’s issue of THE AEROPLANE will contain a fully 
illustrated report of the Paris Aero-Show. Readers are 


advised to order copies at once as the supply is strictly 
limited. 


TRANS-ATLANTIC.—Mr. William Stultz, Miss Earhart, 
and Mr. Gordon, of the Fokker-Whirlwind ‘‘ Friendship.’’ 


JuLy 4, 1928 


THE ITALIAN POLAR EXPEDITION, 

Since last week nothing definite has been heard of the 
crew of the Jtalia, nor has anything been heard of Captain 
Amundsen and Conimandant Guilbaud. A Finnish seaplane 
has been fitted with special skis for descent on soft snow in 
the hopes of reaching Lieut. Viglieri’s party,—which was 
General Nobile’s party till the leader was rescued. A 
Russian aviator who took off from the ice-breaker Malygin 
is also missing. Report says that the best chance of rescuing 
the main party lies with the Soviet ice-breaker Krassin. 


MR. COURTNEY’S EFFORT. 
Mr. Frank Courtney left Lisbon on June 28, on the first 
stage of his journey to Ainerica in a Dornier Wal and arrived 
at Horta in the Azores the same evening. 


MOTHS FOR THE R.A.A.F. 

A Times message from Canberra states that the Defence 
Department of the Commonwealth of Australia has accepted 
a contract with De Havilland Proprietary Ltd. to supply 20 
De Havilland Moths to the Royal Australian Air Force at 
£551 ros. each. 


AEROPLANE PHOTOGRAPHS, 

Copies of THr AEROPLANE photographs, 8 in. by 6 in., may 

be obtained from the Editorial Office of THE AEROPLANE, 

175, Piccadilly, W.1., at 2s. 6d. each, or 1s. 6d. each for three 

or more copies of one print, post free. Enlargements, at 
ptices varying according to size, may also be had. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec.: Harold E. Ferrin, 3, Clifford Street, London, W.1.] 

Report for week ending July 1. : 

‘Flying Time 11 hr. 45 min. Instruction 5 hr. 40 min. Soloists 6 hr. 
5 min. Soloists —Miss Wilson, Messrs. O. J. Tapper, Art. Fowler, 
J. R.A. Stroyan, J. A... Brewster, E. R..Andrews, P. W. Hoare, C. By 
Murrell, G. W. Hall, J. C. V. K. Watson, F. C. Fisher, R. Sanders 
Clark, A. J. Millar. Instruction.—Miss H. Cholmondeley, Miss V. M. 
Cholmondeley, Miss Wilson, Messrs. J. R. A. Stroyan, P. W. Hoare, 
R. L. Portway,'H. H. Thierry, C. W. Bonniksen;, Gee. Clair) Ava: 
Millar. 

Owing to the R.A.F. Display all Club flying was suspended on 
Thursday, Friday, Saturday and Sunday. 

Blackpool Meeting.—The Club will be represented in the various 
races at the Blackpocl Meeting on July 6 and 7 by Major K. M. 
Beaumont, D.S.O., Messrs. G. H. Craig, J. J. Hofer, and Will Hay. 


The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 

Report for week ending July 1. 

Flying Time 14 hr. 15 min. Instruction 6 hr. 30 min. 
5 hr. ro min. Passengers 1 hr. 45 min. Tests 50 min. Instruction.— 
With Mr. J. D. Parkinson—Miss Slade, Miss ‘Trevelyan, Messrs. 
Kendrick, Iawson, Twine, Dodds. “ A” Pilots.—Mrs. Heslop,» Messrs. 
C. Thompson, N. S. Todd, W. L. Runciman, D. Wilson, J. D. Irving, 
R. N. Thompson. 

Little flying has been possible this week on acount of high winds 
which show no signs of abating, but we are hoping the weather will 
improve to enable our three Moths to proceed to Blackpool this week. 

Mr. and Mrs. Butler on a Moth UX, Mr. Lines on an Avian WU, 
and Mr. Hope on a Moth called at the aerodrome during the week. 


The Lancashire Aero Club. 

[Sec.: Woodford Aerodrome, near Stockport.] 

Report for week ending June 23. 

Flying times not available at the moment of going to press. 

This week’s spot of fun has been with our only remaining Moth, 
old G-EBMQ, which was completely written off by Mr. R. R. Williams 
on Sunday. Fortunately the injuries were confined to a tree and 
the machine, Mr. Williams and his passenger escaping unhurt. 

We have now no machines left and flying will be suspended for a 
week or ten days for repairs, renewals, replacements, etc. This 
will give the B.A.I.G. a breathing space. 


The Yorkshire Aeroplane Club. 


[Sec.: Lt.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet.] 
Report for week ending June 30. 


Ar? Piles 


Flying Time 26 hr. 10 min. Instruction 1r hr. 35 min. Soloists 
13 hr. 25 min. Passengers 1 hr. 10 min. Instruction.—With Mr. Beck— 
Miss Ellison, Messrs. Ambler, Arundel, Bell, Blackburn, J. Brown, 


Dujardin, Lievans, Parks, Senior, Upton, Williamson, Wilson, Wilton. 
With Mr. Stockbridge—Messrs. Dujardin, Ostler, Parks. Soloists — 
Messrs. Brown, Dick, Reynolds. “A’’ Pilots.—Messrs. Ambler, 
Clayton, A. Crowther, H. Crowther, Ellison, Humpheries, Lax, Norway, 
Thomson, Wood, Wilson. Passengers.—4. 

On Sunday last Mr. and Mrs. Buscarlet paid us a visit on their 
way back to Sedbergh, also Mr. Jackaman. On Monday Mr. Beck 
did a tour of the East Riding coast, and on Thursday he flew to 
Oxford with Mr. Wilson to enable the latter to collect a Morris car 
from the Cowley Works, and thence to London for a Medical Board. 

The chests of all our members at the Pageant filled with pride in 
that we could boast of ‘‘ Batchy ” as a member of the Yorkshire Club. 

The Norfolk and Norwich Aero Club. 

(Manager: Basil Young, The Aerodrome, Sprowston. ] 

Report for week ending July x. 

Flying Time 8 hr. ao min. Instruction.—With 


Mr. Young—Messrs. 
C. Ransome, G. Wharton, A. G. Woods. 


Soloists.—Messrs. H. PY. 


Clarke, S, Birt, E. Iambert, R. Harmer, W. P. Cubitt, N. Brett, 
R. Moore, R. Potter, F. Gough. Passengers.—y. 
Weather in Norwich gets worse every week so it appears. Our 


flying time has been stolen this week, such as it is. 
party waited patiently for it to break on Friday, 

21.00 hours was it good enough to attempt anything. 
are pleased to think we still have a Moth. 


The Hendon 
but not until 
However, we 


— 
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The Aircraft Operating Co. Ltd. 


Contractors to the Ordnance Survey. 


SURVEYORS, CARTOGRAPHERS, PHOTOGRAPHERS, 
AERONAUTICAL ENGINEERS AND CONSULTANTS. 


Contractors for Air Surveys and Aircraft Operations in any part of the World. 


Air Survey Expeditions Directors : %, 
o, 8, 


operating at : ALAN S. BUTLER (Chairman) N ecw N) q uare, 


Bulawayo Africa. : : Sa io 4 
yo, Major H. HEMMING, A.F.C., A.F.R.Ae.S. (andRaeg Darecter!. iP inco l n ’ s I no, 


eee ; — America, 7HOMAS P. MILLS. _ 
aa lea. rajor R. H. MAYO, O.B.E., M.A., Assoc. M.inst.cE.. RMS. LONDON, W.C.2. 
Subsidiary Company: Col. H. L. CROSTHWAIT, C.LE., B.A., B.E., R.E. (Retd.) ns 


AEROFILMS LTD., (Late Superintendent Survey of In 
Colindale Avenue, Hendon, N.W9. Major C. K. COCHRAN-PATRICK, D.S.O., M.C., A.F R.Ae.S. 


Telephone- HOLBORN 8131. 
»*» Telegrams— ‘Airations, Holb., 


te London,” 


The Company is representative of considerable experience in all branches of 
Military and Civil Aviation. Its personnel have taken part in Air Survey 
and Air Transport Operations in widely scattered parts of the world, both 
in the Tropics and the Arctic Regions, and have thus acquired unique experience. 
The Company is now applying this experience to the scientific development of 
Air Surveying, and is recognised and officially approved for carrying out 


this work. 


ie) AERO ENGINES 


Jot ee 


Using Crude Oil or Petrol Aig 


The latest Beardmore Aero Engine, the Beardmore “ Tornado” 
Mark I, has been specially designed and constructed for 
airship work. The engine runs on heavy oil, so that fire risk 
is abolished. Low fuel consumption is one of the merits of 
this engine. The “Tornado”’ has eight cylinders, with 
a bore of 8} inches (210 mm.) and a stroke of 12 inches 
(305 mm.) Designed to run at a normal speed of 1,000 r.p.m., 
the engine has a maximum permissible specd of 1,100 r.p.m. 
The normal b.h.p. is 650, and the maximum 720. The 
weight is approximately 3,000 lbs. (1,365 kgs.). 


William Beardmore & Co., Ltd. 
36, Victoria St., London, S.W.1. 


Inquiries invited. 


Fhe Strmoon 
8-Cylinder 
Invérted type 
Aero Engine 


‘ 
iL, 


The Beardmore “ Inflexible.” the largest all-metal Monoplane in the World 
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The Suffolk and Eastern Counties Aeroplane Club. 

[Sec.: Major P. lL. Holmes, D.S.C., The Aerodrome, Hadleigh, 
Suffolk. ] 

Report for week ending June 30 

Flying Time 7 br. 10 min. Instruction 2 hr. 45 min. “ A’ and “B” 
Pilots 15 min. Soloists (under instruction) 1 hr. 55 min. Passengers 
2 hr. 5 min. Tests 10 min. Passengers.—With Mr. Lowdell—6. With 
Mr. Prentice—io. Instruction—With Mr. Lowdell—Miss Rhodes, 
Messrs. Goodwin, G. Smith, T. and B. F. Marriage, and Wedd. Soloists 
(under instruction).—Miss Edwards, Messrs. Verney, G. Smith. “A” 
Pilot.—R. Brown. 

High winds every day after Monday made instruction impossible. 
Our licensed Ground Engineer left us last Sunday and it was not until 
Saturday that we were able to find a substitute. There is a very 
marked shortage of qualified men at the moment, as was found by a 
very thorough canvass of the aircraft industry. Thus, even had 
the weather been suitable we should have been unable to fly until 
Saturday afternoon. This week we hope to be hard at work until 
Wednesday evening. After this the Club will be closed down from 
Thursday until Monday next as both machines will be away at the 
Blackpool Flying Pageant. 


The Bristol and Wessex Aeroplane Club. 

[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] 

Report for week ending June 30. 

Flying Time 11 br. 45 min. Dual Instruction 4 hr. Io min. 
6 hr. Passengers 20 min. Cross-Country (3 flights) 4 hr. 35 min. 
Instruction.—With Mr. Bartlett—Messrs. Amory, Allinson, Keeling, 
Peters, poimehy Pollock, oi. Hum Clarke: Soloists.—Messrs. Downes- 
Shaw, Hall, Jopp, and T. H. Clarke. 

Mr. Downes-Shaw, who flew to Ramsgate on Friday of last »week, 
returned on Sunday afternoon, having visited Lympne and Hamble 
om his way. Mr. Bartlett with Mr. R. Clarke flew to Stag Lane on 
Saturday to be present at Hendon. 


The Cinque Ports Flying Club. 

[Hon. Sec.: R. Dallas Brett, 114, High Street, Hythe, Kent.]— 

Report for week ending June 30. 

Flying Time to hr. 15 min. Tests 20 min. Passengers—With Mr. 
Clarke—12. Dual Instruction.—With Mr. Clarke—Mr. Sherwood Glynn, 
Mr. West, Douglas, Miss Allen, Miss Tagart. Soloists.—Mr. R. Dallas 
Brett, Mr. West, Mr. Douglas. 

Consequent on our tip-up 


Soloists 


last week it was decided to give the 
engine a complete overhaul, and the machine was not ready for 
flying until June 27, so this report covers only four days’ flying, 
which accounis for ihe low “ hourage.’”? On June 27, the members 
of the Ashford, Kent, Rotary Club visited the Aerodrome. Several 
of them took joy-rides in the Moth, and apparently greatly enjoyed 
themselves. We trust that they will inform their friends that 
aviating is not the hazardous pastime it is so often made out to 
be. 

On Thursday, two members were 
tests, but unfortunately high winds made this impracticable. We 
have now four members waiting to take their tests, and Commander 
S. E. Deacon, R.N. (Retd.), has been appointed Official Observer 
to the Club for the R.Ae.C. examination. 

Mr. Edgson Wright has organised a novel entertainment at Ash- 
ford Golf Links. He will play golf from our Moth against two 
members of the Golf Club who will play normally on the ground. 
His ‘‘drop shot” will count as the approach shots allowed Col. 
Bogey for the hole, and he will be assisted by a partner on the 
ground armed with niblick and putter, who will hole out. 


The Nottingham Aero Club. 
[Hon. Sec.: Ceéil R. Sands, A.C.A., Imperial Buildings, Victoria 
Street, Nottingham.] 
Report for week ending June 29. 
Flying Time 22 br. 55 min. Dual 7 br. 45 min. 


ready for their “A” licence 


Solow SCA 2a, hr: 


Io min. Solo (under instruction) 5 br. 55 min. Passenger Flights 
so min. Tests 1 hr. 15 min. Dual with Mr. Martin.—Miss Bostock, 
Messrs. Taylor, Chawla, F. Halton, Shipside, Thirlby, Hancock, 
Glenn, Lucas, and Bradley. “A” Pilots—Messrs. Paul, Whitby, 


Blake, Hallam, Cox, Hamilton, and F. Grainger. Soloists (under in- 
struction).—Messrs. Bradley, Hancock, Selvey, Pilgrim, and Glenn. 
Passengers.—With Mr. Martin—s. With Mr. Ha:lam—s. With Mr. 
Blake—2. With Mr. Cox—1. With Mr. Hamilton—3. With Mr. Paul— 
I. With Mr, -Whitby—1. 

Congratulations to~ Mr. 
this week. 


Kenneth Hancock on his first solo effort 


The Toronto Flying Club. 


The Toronto Flying Club, incorporated under the Government of 
Canada’s scheme for Light Aeroplane Clubs, has been operating since 
April 28. The membership at present numbers about 170, about 60 
of whom are ex-R.A.F. pilots. 

The Club started operations with one Moth, a gift from Sir Charles 
Wakefield. A second Moth has been forwarded by the Government 
and a third is expected within the next few days. 

The instructor is R. Carter Guest, who served in the R.A.F., and 
has since been flying in Canade. Since the beginnings of flying 
operations three Club members have gone “solo” and about trio 
hours’ flying. instruction has been given. 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


THROUGHOUT THE WORLD. 


Telephone: Telegrams: 
Gar Ei Manufactured to Specification 2.V.3 by MEE 
(4 lines) LONDON. 


THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. 


THE FLYING SCHOOLS. 


The Henderson Flying School Limited. 

(Managing Director: Lt.-Col. G. L. P. Henderson, Brooklands Aero- 
drome, Byfleet.] 

Report for week ending June 21. 

Flying Time 39 br. 25 min. Instruction.—With Col. G. L. P. Hender- 
son—Messrs. Brooks, Bennett, Dr. Forsyth and Dr. Wall. With Mr, 
H. D. Davis—Messrs. Bellamy, Oliver, Norbury, Oldmeadow, Crabtree, 
Taylor, Quilter, Anderson, Miss MacDonald. With Mr. W. F. Daven- 
port—Messrs. Somerset, Matos, Knox, Swan, Bennett, Faulkner. 

Mr. Bellamy has completed all his tests for his ‘“‘ A ” Licence Certi. 
ficate and Mr. Brooks has been sent solo. 

Report for week ending June 28. 

Flying Time 37 br. 50 min. Dual.—With Lt.-Col. Henderson— 
Messrs. Bennett, Brooks, Dr. Forsyth. With Mr. H. D. Davis—Miss 
Wellby, Messrs. Bellamy, Hill, Taylor, Oldmeadow, Groner, Bennett, 
Norbury, Matos, Major Parkin. With Mr. W. F. Davenport—Miss 
Wellby, Messrs. Matos, Saunders, Buckle, Swan. Soloists.—Messrs. 
Crabtree, Bellamy, Oliver, Anderson, Grierson, Dr. Wall, Brooks, 
Carlos. 

Mr. Bellamy has passed for his R.Ae.C. Certificate, and Mr. Crab- 
tree has completed the cross-country test for his “B’”’ Licence. 

Our two new lady pupils show great promise and seem to get 
hold of the elementary flying with great ease. 

High winds have interfered considerably with the School work 
during the week. : 

439 passengers were carried om our machines during the week. 


The De Havilland Flying School. ; 

Report for week ending June 17. 

Flying Time 112 hr. 35 min. Instruction—Dual 32 hr. 25 min.. 
Soloists 41 hr. 50 min. Other Flying 38 hr. 20 min. 

Instruction was slightly interfered with owing to the Royal Air 
Force practising for the Pageant in the vicinity of Stag Lane. 

One pupil obtained his “ A” licence, and two others performed 
excellent first solos. 

Several new pupils joined the school, including Lord Haddington 
and Capt. Sir Pyers Mostyn, Bart. 

The Slotted Moth was demonstrated before representatives of the 
United States Navy and the Japanese Army, to their great satis- 
faction. 

Twelve new Moths were tested for immediate delivery. 

Report for week ending June 24. 

Flying Time 87 hr. 10 min. 
Soloists 13 hr. 15 min. Other Flying 41 hr. 30 min. 

Flying was greatly curtailed owing to the R.A.F. practising for 
the Pageant at Hendon, and we are likely to be quiet until this is 
over, despite the fact that a great many new pupils have recently 
joined the school, which has grown tremendously lately, and ade- 
quately demonstrates the greatly increased confidence of the layman 
in civil aviation, and modern light aeroplanes. - : 

Four excellent first solos were achieved including those by the 
Comtesse de Sibour, and Mr. J R. de Havilland, a cousin of the 
famous designer, and by no means a young man. One pupil 
qualified for his * A” licence. 

Eleven new Moths were tested, including the first ‘‘ Gipsy Moth,” 
which has been demonstrated to the very great satisfaction of every: 
one concerned. 

On Sunday morning, when most people were in slumberland, Miss 
Earhart flew a Moth at Stag Lane, and was full of praise for the 
machine, one of which she intends taking back to America with 
her. Miss Earhart later flew over to Northolt and back. 


Instruction—Dual 32 br. 35 min, 


Report for week ending July 1. : 

Flying Time 63 hr. 30 min. Instruction.—Dual—27 hr. 45 min. Solo 
—r10 hr. 15 min. Other Flying—25 hr. 30 min. 

Our flying has been greatly curtailed this week owing to the Royal 
Air Force practising in the vicinity of Steg Lame for the Pageant. 

Major de Bernardi, the famous Italian racing pilot, flew a “slotted 
Moth ” and was delighted with the experience of such an “ arm- 
chair flight.” 

Two officers of the Danish Air Force also visited us and flew 
Moths to their great satisfaction. Seven new Moths were tested 
including the second ‘‘ Gypsy.” 


CANADIAN AIRCRAFT FOR CANADA, 


A communication from Montreal states that Canadian 
Vickers Ltd. are going ahead rapidly and are making 
strenuous efforts to retain Canada’s trade in aircraft. A 
policy of heavy expansion has been adopted to keep abreast 
of the increased aerial activities in the Dominion and to 
compete with machines imported from the United States. 

Mr. R. P. Key has now~taken the place of Mr. W. T. 
Reid as designer, Mr. Reid having started an aircraft firm 
of his own. One hopes soon to be able to publish in Tur 
AEROPLANE particulars of Mr. Key’s latest designs. 

Some idea of the size of the factory may be gathered from 
the fact that 200 people are regularly employed, and that the 
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S ESAUNDERS Loved 


DESIGNERS sé— CONS TRUCTORS 
OF ALL DESCRIPTIONS 
OF AIRCRAFT 


IN 


WOOD AND METAL 


Patentees & Manufacturers of the famous 
“CONSUTA” Laminated Wood 


LONDON OFFICE : 
BAST COWES ot. SITY BUSH HOUSE, 


Clay 
ISLE OF WIGHT 193 146 ALDWYCH, LONDON, W.C. 


REYNOLDS _°, 
AIRCRAFT TUBING | ( a 


HE past eighteen months has seen vast 
iT improvements in the manufacture and 

quality of our Aircroft Tubing. We 
claim, and we consider justly, that our 
Aircraft Tubing is unequalled. 


Our policy of personal attention has gained 
for us many friends in the Industry, and it is 
due to their co-operation that we have progressed 
so rapidly along the right lines. 


We invite your enquiries for your usual 
requirements as well as for experimental work, 
in which we are ¢reatly interested. 


Write us on any special matter and you 
will be sure of a full and practical reply. 


REYNOLDS TUBE COMPANY, LIMIITED, 
Hay Hall Works, Tyseley, Birmingham. 


cS 


REYNOLDS } 


R.H S. 
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floor space devoted entirely to aircraft is approximately 
100,000 square feet. 

War-time members of the R.A.F. will be interested to 
learn that Lt.-Col. R. H. Mulock, C.B.E., D.S.O., who won 
a high reputation as a war pilot and as a leader of men in 
the Dunkirk area, 1s now Operating Vice-President ot 
Canadian Vickers Ltd. 

Canadian material is used as largely as possible in the 
manufacture of the machines, particularly in the woodwork, 
and such material as cannot be made in Canada is bought 
in Hngland. The tendency now is to use welded-steel 
fuselages instead of wood, because experience has shown 
that steel stands up to the extremes of Canadian tempera- 
tures better than does wood. Duralumin is used largely in 
floats, tanks and also in skis for operating on snow. 

There is interest in noting that a feature of the Vickers 
plant is the licensed Customs air harbour for flying-boats, 
and that it is used so much as to need expansion. 


SATISFACTIONS. 
NEWCASTLE-UPON-TYNE AERO CLUB Lrp.—Satisfaction in full on July 31, 
1927, of debenture dated Dec. 6, 1926, securing not more than £2,000. 
(Notice filed June 18, 1928.) 


er 


The 


PASSENGER S$ LOON, 
Silver Wing Seivice de Luxe. 


IMPERIAL AIRWAYS LTD. 


LONDON and the CONTINENT 
BRUSSELS PARIS COLOGNE 
BASLE ZURICH OSTEND 


AIRWAYS HOUSE, CHARLES STREET 


LOWER REGENT STR EET - S.W. 
Telephone—Regent 7861-5 ‘Telegrams—'‘ Impairlim." 
AIR PORT OF LONDON. CROYDON 


Telephone—Croydon 2046. 


THE BRITISH AIR LINE TO THE CONTINENT. 
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BEARDMORE Motors J.1rp.—Satisfaction in full on Dec, 22, 1927, of 
mortgage or charge and debenture, both dated July 3, 1925, securing 
£275,000, and further sums up to an additional f£10,cco. (Notice filed 
June 19, 1928.) 


PERSONAL NOTICES. 


DEATHS. 

CALVEY.-—On July 1, at Clifton, Bedfordshire, 
flying accident, Flt. Lt. Harold Charles Calvey, 
Squadron, R.A.F. 

Fit. I.t. Calvey was born in 1897 and educated at the Royal Academy, 
Belfast, and Skerry’s College. He joined the A.S.C. as a 2nd Lieutenant 
in October, 1914, and transferred to the R.F.C. as a flying officer in 
January, 3917. He served with distinction during the ‘War 1914-18 
and was placed on the Unemployed J.ist in October, 1919. In January, 
1920, he rejoined the R.A.F. with a short-service commission and was 
posted to No. 2 Flying Training School at Royston. 

In December, 1920, he was posted to No. 60 Squadron, India, where 
he served until April, 1923. He was promoted to be Flight Lieutenant 
in. January, 1925, and in July of that vear was posted to No. 43 
(Fighter) Squadron at Henlow. In January, 1926, he was posted to 
No. 23 Squadron at Kenley and in July, 1927, he was appointed to 
a permanent commission. 

In November, 1926, Flt. I.t. Calvey succeeded in flying upside-down 


as the result of a 
No. 23 (Fighter) 


DAILY SERVICES: 


‘Telegrams—‘‘ Flying Croydon.” 
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SOME IMPORTANT AERONAUTICAL BOOKS 


The books here advertis d may be obtained from THE AKROPLANE BOOK DEPT., at 14 
Bream ’s Buildings, London, &.C.4.,from any first-class Bookshop, or direct from the Publishers, 
Chapman & Hal!, Ltd., who, if desired, will send detailed prospectuses and lists free of cost. 


AERIAL PHOTOGRAPHY 


A comprehensive Survey of its Practice and 
development. By CLARENCE WINCHESTER and 
F. L. WILLS, F.R.P.S., with a Foreword by Sir ALAN 
ge J. COBHAM, K.B.E., A.F.C., and Introductory Notes 
by Sir Peter Clutterbuck, C.I.B., C.B.E., and Sir 
Felix J. C. Pole, 248 pages, 176 illustrations, including 
79 full-page plates of interesting photographs. Cr. 4to., 
25s. net; postage 9d. “‘It is bound to become the 
standard reference book.”—Airways. ‘Seldom have 
I read a book that deals so completely with a little- 
known subject with greater interest. .:. Both 
Clarence Winchester and F. L. Wills deserve the 
cordial thanks of all those who are now interested in 
air progress for making such a valuable addition 
to the very limited aeronautical library that now 
exists. I feel this pleasing book on aerial photo- 
graphy will become the standard work on this most 
interesting subject.’—Admiral M. KF. Sueter in 
Empire Review, ‘If this book is not the first 
published upon the subject, it is certainly the first 
which has come to our notice providing such a full 
and comprehensive survey of the development of 


aerial photography and its present practice... 
a standard treatise.’ — British Journal of 
Photography. 


- TESTING OF HIGH-SPEED 
INTERNAL COMBUSTION 
ENGINES 


With Special Reference to Automobile and Aircraft 
‘Types. By A. W. JUDGE, A.R.C.Se., Wh.Sc., 
A.M.1.A.K.,'A.F.R.Ae.S. 400 pages, 241 figures in line 
and half-tone. Demy 8vo., 25s. net ; postage 9d. 
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A.B.C. OF FLIGHT 


By W. LAURENCE LE PAGE Assistant to the Vice- 
President, Pitcairn Aviation Inc., late of the Aero- 
nautical Research Staff at the National Physical 
Laboratory. With a Foreword by the Hon. EF. P. 
Warner, Assistant Secretary of the Navy for Aero- 
nautics, U.S.A. 141 pages. Cr. 8vo., 7s. 6d, net: 
postage 6d. A book which tells in simple under- 
standable language the important facts about 
aeroplanes, aircraft engines and flying which the 
general reader has wanted to know for a long time. 
The author, a recognised authority in Aeronautics, 
treats in an interesting way all the essential informa- 
tion which the layman will want to know concerning 
ate building of an aeroplane, an aircraft engine, and 
ying. 


THEORY AND PRACTICE 
OF AEROPLANE DESIGN 


By S. T. G. ANDREWS, B.Sc. Eng. (Lond.) and S. F. 
BENSON, B.Sc. Eng. (Lond.). 470 pages 304 figures, 
74 tables and numerous reproductions of photographs. 
Demy 8vo., 15s. 6d. net ; postage 9d. 


A TREATISE ON 
AIRSCREWS 


.By WHYRILL KF. PARK, Wh.Sc., A.R.C.Se. 324 
pages, 91 figures and numerous tables, Demy 8vo., 
2ls. net; postage 9d. 
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for 7 minutes 4 seconds on a Sopwith Snipe with a B.R.2 engine fitted 
with special tanks. At that time this was the longest time anyone 
had flown upside-down. During the last few years Fit. Lt. Calvey 
has tested and flown a number of new machines and was with justifica- 
tion considered one of the finest acrobatic pilots in the R.A.F. His 
skill as a pilot and his charm and. modesty of manner had made him 
many friends. To these as well as to his wife and son the greatest 
sympathy will be felt in their great loss.—C. M. MCA. 
HOLLIER.—On July 1, at Clifton, Bedfordshire, as the result of a 
flying accident, F-S. William .Charles Hollier, R.A.F. AIRC RAFT 
MAUND.—On June 26, near Amman, Palestine, as the result of a 
flying accident, John Henry Lorraine Maund, Pit. Off., No. 14 (Bomb- 


Sg CAMERAS \, 
Mr. Maund entered the R.A.F. with a S.S. comn. in January, 1927, RAN \ 
SAN 
~ AN 


and after a course of flying instruction at No. 4 F.T.S., Abu Sueir, 


Egypt, was posted to No. 14 (Bombing) Sqdn., in February, 1928. and 
MIDDLETON.—On June 26, near Amman, Palestine, as the result é 
of a flying accident, AC.1. Jack James Heatherstone Middleton, R.A.F. Equipment. 


FORTHCOMING MARRIAGES. 
MACNEECE FOSTER—BRUCE.—A marriage has been arranged, and 
will shortly take place, between Group Capt. William Foster MacNeece 
Foster, C.B.E., D.S.0., D.F.C., eldest son of Colonel and Mrs. Mac- 


For Air Survey, Photogriphy and 
all military and naval require- 
ments. Can be mounted in all 


Neece, of Castle Cary, Co. Donegal, and Jean, daughter of Mr. and types of . ircraft. 
Mrs. Ralph W. Bruce, of Langtons, South Weald, Essex. : = & 
NEWTON—HOGARTH.—The marriage has been arranged, and will Dark room equipment, Rectifying 
shortly take place, between Fit, Lt. T. H. Newton, D.S.C., R.A.F., Enlargers, Hand-held Cameras. 
and Iris Hogarth, only daughter of Mrs. Fverett Gaute, of Ingle Lodge, Specialis's in Air Photographic 
Adalestone. : : Apparatus. 
POBJOY—HOI,.LLOWAY.—A marriage has been arranged, and will 5 
take place on Aug. 7, at St. Mary’s Church, Aylesbury, be- Ragen saeratt Cameras HENS 
tween Douglas R. Pobjoy, Capt. R.A.F. Education Service, R.A.F., een supplied to the Aircraft F 
and Elaine, second daughter of Mrs. Holloway and the late Mr. Operating Co., Ltd., for their Send for illustrated 
Henry Holloway, of Chichester House, Aylesbury, Bucks im ponant) Alec parvey, outee booklet to the 
enry ys = se, 45 yy . in Rhodesia, Iraq and Rio de 
Bree Janeiro, also to the Air urvey manufacturers and 
FARRINGTON.—On July 1, at 3, Wilbraham Place, Sloane Street Co., for the Air Survey Contracts — 
: : ee : ; they are carrying out in India. patentees: 


to Violet (née Neville), wife of Sq. Ldr. W. B. Farrington, D.S.O., 
R.A.F.—a son. 


THOMAS.—On June 25, at The Manor House, Winsley, Bradford- 
on-Avon, the wife of R. M. Thomas, R.A.F.—a son (stillborn). WI L L | A Mi S O N 
iy ern M othe tic VYVYVYVYYYYYVYVY MANUFACTURING CO., LTD. 


BLACKPOO?!. ; , 
AIR PAGEANT. Litchfield Gardens, Willesden Green, 
LONDON, N.W.10. 


Offers services unique 
Telephone—Willesden 0073-0074. 


F hn AN NES-ON-SEA in the provinces. 
Telegrams—  Kinetogram,” Willroad, Iandon. 


ma DIRKET IS 


Telephone 620. Course. 
JULY 6th—7th. BOOK NOW! 

BRASSFOUNDERS & ENGINEERS 

-HANLEY. STAFFS. 
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“The Completion of the Sir 
Charles Wakefield twenty three 
thousand mile flight round 
A frica on the Short Rolls Royce 


Castings in 
Non-ferrous Metals 
including Aluminium. 


BROACHED & GROUND BUSHES. 
10°/, & 15°/, Phosphor Copper. 


further p 
possibilities of your DURAL 
MIN, for despite the six montl}s 
exposure d twenty thrde Sole Agents for the United Kingdom for : 
thousand \miles covered, BORONIC ALLOYING METALS. 
DURALUMIN of the Shoft 7 ae 


Rolls Royce Nying Boat is/in eZ BiRSo = 
BRONZE 


perfect conditipn and crafj 1 
airworthy for Another sin 


flight. 


wal ee 0.08 aS 


All Enquiries to: 


JAMES BOOTH & Co. (1915) Ltd. 
ARGYLE STREET. § BIRMINGHAM. 


Telephone: East 1221 (Private Branch Exchange). 
Cables: Liebers5 Letter Code. Telegrams: ~ Booth, Birmingham.’’ 
Bentley’s Code, A.B.C. 5th and 6th Edition. 
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MISCELLANEOUS ADVERTISEMENTS. 


MISCELLANEOUS. 
‘* Chequers Inn,’’? Slaugham, Pretty Sussex Village, 16 miles 
Brighton. Board residence, luncheons for. non-residents to 
order (near Links). Proprietor. 
Half horse-power petrolmotor castings, with cylinders bored, 
gs. od. per set. Catalogue 3d. Madison’s Works, Littleover, 
Derby. : 


PATENTS. 
STANLEY, POPPLEWELL AND FRANCIS, International 
Patent Agents, Jessel Chambers, 88, Chancery Lane W.C.2. 
Telephone, Holborn, 6393; Telegrams, ‘‘ Notions, London.”’ 


AVIATION INSURANCE. 
To get the best cover and terms, you need expert advice. 
Consult Bray, Gibb and Co. Ltd., 166, Piccadilly, W.1. 


AERODROME LIGHTING. 
Mobile Combined Beacon Floodlights, Emergency Signalling, 
Navigation, High Intensity, Lenses, Carbons, Strands, Cords. 
The London Electric Firm, Croydon. 


AIRCRAFT INSTRUMENTS. 

Aircraft Surplus.—M-L, Magnetos 16/3, off Rotary Engines, 
Singles, new condition, complete; Smith’s Revolution Indi- 
cators with drives, 22s.; Oil and Air Pressure Gauges 4s. 6d.; 
Radiator thermometers ros. 6d.; Airspeeds ros. od.; Alti- 
meters ros. 6d.; Cross Levels 1s. 9d.; Navigation Lamps, 
Port and Starboard, gs. 3d. Above postage paid. Catalogue 
interesting stock, apply Coley Ltd., Ordnance Works, Queen 
Elizabeth Road, Kingston-on-Thames. ’Phone 0365. 


AIR SURVEY. 

Air Survey Company Ltd., 3, Copthall Buildings, E.C.2. 
I,.W. 9850. 39, Grosvenor Place, S.W.1. (Sloane 6048), and 
Monkey Point, Rangoon, and 12, Hungerford Street, Calcutta. 
The Aircraft Operating Co. Ltd., 8, New Square, Lincoln’s 
Inn, London (Holborn 0726) and Bulawayo, Southern 
Rhodesia : Contractors to the Ordnance Survey. Laboratories 
and Subsidiary Company for aerial photography in the British 
Isles, Aerofilms Ltd., The Hyde, Hendon (Colindale 6157). 


FLYING CLOTHING. 

Lewis’ Flying Equipment.—Genuine R.A.F. new flying suits 
fitted fur collars 58s. 6d., all sizes. R.A.F. pattern leather 
flying coats lined best fleece £5 5s. Hundreds of other types 
from 7os. to 105s. Aviation Mask goggles fitted genuine Tri- 
plex lenses clear 12s. 6d. per pair, tinted 13s. 6d. Feather- 
weight model fitted genuine Triplex lenses, tinted 7s. 6d., 
clear 11s. Pilots’ muffle gauntlets 10s. 6d. R.A.F. pattern 
flying helmets 8s. 6d., 11s. 6d., 12s. 6d., 14s. 6d., all fur 
trimmed. Flat or round type of earphones fitted 5s. extra. 
Metallic tubing and rubber connection 3s. 6d. set. Y Pieces 
2s. Flying Schools please note. White flying suits all sizes 
30s Contractors to Foreign Governments for flying equip- 
ment. Lewis, Leather Clothing Manufacturer, 19 and 27; 
Carburton Street, London, W.1. Museum 4793. 
Wainwright’s Flying Clothing.—Genuine R.A.F. new 
‘*‘ Sidcot ’”? flying suits, fitted fur collars, all sizes, 65s. Full 
chrome R.A.F. pattern tan leather flying coats, {£6 6s. 
R.A.F. Pilot’s gauntlet gloves, ros. 6d. per pair. Flying 
helmets, fur trimmed, 12s. 6d. Leather breeches, 35s. and 55s. 
Write for catalogue—Wainwright’s, 300 and 302, Euston Road, 
London, N.W.1. ’Phone: Museum 6280. 


PRACTICAL FLYING. 
Learn to Fly at the Midland Aero Club. ‘Three tuition 
machines, two fully qualified expert Instructors. No wait- 
ing. Particulars Hon. Secretary, 22, Villa Road, Hands- 
worth, Birmingham. 
Tondon to Norwich Aero Club, too miles only. Special 
facilities are offered to prospective visiting pupils. Moderate 
instruction fees, well appointed club, complete staff. In- 
quiries. to B. Young, Hon. Manager, Aerodrome, Sprowston, 
Norwich. 
Henderson Flying School -Limited, Brooklands. 
station, West Weybridge.) ’Phone Byfleet 437. 
accommodation on Aerodrome. Avro machines; three In- 
structors. Special personal supervision given to all pupils. 
Moderate terms for A and B Licences. 
The De Havilland School of Flying, Stag Lane Aerodrome, 
Edgware, Middlesex. Twelve machines : Seven Moths, five 
advanced training machines. Five Pilot Instructors, Lecture 
Classes, Restaurant and Recreation Pavilion. The largest 
and most up-to-date civilian organisation for flying tuition in 
the British Empire. 
lj hrs. by Car. From West End; near Folkestone; perfect 
Aerodrome; safe flying country; Experienced Instructor; no 
waiting list. Begin Flying now at Lympne with CINQUE 
PORTS FLYING CLUB. 


(Nearest 
Residential 


AIR TAXIS. 
Air Taxis Ltd., Stag Lane Aerodrome, Edgware. 


Phone ; 
Colindale 6307. 


AGENTS. 
Air Press Agency Ltd., Specialists in Aeronautical Press Pub- 
licity, Propaganda and Advertising. Aircraft sales, hire 
demonstrations and tuition arranged.—56-57, Fleet Street, 
K.C.4. 


HELP WANTED. 
Spanish Engineer, who has a. new airscrew patented May, 
1928, for speeds .of 500 m.p.h. and upwards, wants someone 
interested in aviation who will undertake manufacture of 
same. Full particulars, drawings and description, apply, 
V. Hernander Carmona, Porvenir 151. 1, Barcelona, Spain. 


EMPLOYMENT. 
All seeking Aviation Employees or Employment should com- 
municate with Capt. Warren Merriam, A.F.C., A.F.R.Ae.S., 
Aviation Agent. His Employment Bureau is authorised and 
licensed by the L.C.C. 64, Victoria Street, S.W.1. ’Phone 
Victoria, 8428, Cables, Airmerriam, London. 


SITUATIONS VACANT. 

CIVIL SERVICE COMMISSION, IRISH FREE STATE.— 
Position WVacant—Aeronautical Engineer (Civilian) to the 
Army Air Corps.—The Civil Service Commissioners invite 
applications for the whole-time, civilian and non-pension- 
able position as Aeronautical Engineer to the Army Air 
Corps, Irish Free State. Salary £500 a year inclusive with 
accommodation or an allowance of £100 a year in lieu thereof. 
The engagement will be sor a period of five years. Qualifi- 
cations : Degree, Diploma or equivalent in Engineering, with 
at least seven years’ active experience in Aircraft construc- 
tion, including not less than two years’ experience of design 
work. Candidates not possessing such training, but who 
appear to have general qualifications will be considered. 
Candidates may be reyuired to appear before a Board of Selec- 
tion which will sit in London for candidates from Great 
Britain. Latest date for receiving applications July 11, 1928. 
Application forms and particulars may be obtained from the 
Secretary, Civil Service Commission, 33, St. Stephen’s Green, 
Dublin. 

22/S. 5118. W. H. Co. 
Draughtsmen.—First class men wanted immediately, pre- 
ferably with experience on aircraft engine design; must be 
thorough competent checkers and capable of taking re- 
sponsibility for accuracy of production drawings. Only men 
who have been employed in a similar capacity need apply. 
Write, stating age, experience and salary required to Bristol 
Aeroplane Company Ltd., Filton House, Bristol. 

Ground Engineer for D.H.9s and Puma engines required for 
work in India. State full particulars of experience, salary, 
ne to Box No. 5530, THE AEROPLANE, 14, Bream’s Buildings, 
H.C. A. 

The Worshipful Company of Armourers and Brasiers in the 
City of London.—The Company of Armourers and Brasiers 
are offering a fellowship of £300 per annum tenable from 
the ist of October next, for Research Work in connection 
with Aeronautics. Full particulars and forms of application 
can be obtained from: ‘The Clerk, The Company of 
Armourers and Brasiers, 81, Coleman Street, London, E.C.2, 


es whom applications must be lodged before the july 28, 
1928. 


SITUATION WANTED. 
Engineer, Aeronautical, Automobile, M.Ae.S., cAsM I AJB 
Ex-Officer, R.F.C./R.A.F., age 37, whose previous appoint- 
ments include design, construction, inspection and adminis- 
trative duties connected with aircraft, including modern. all- 
metal construction, seeks responsible position of trust, 
wherein tact, initiative and all-round experience would be 
usefully employed, general assistant, representative or like. 
oly Box No. 5528, THE AEROPLANE, 14, Bream’s Buildings, 
5k: 


WANTED. 
Engines, Puma and Genet. Full particulars to Box No. 5529, 
THE AEROPLANE, 14, Bream’s Buildings, E.C.4. 


—_——$—$$————— ee 
BALLOONS, PARACHUTES, Etc. 


FLOTATION RE AIR BAGS 
\ 


COMPANY 
17, Stoke Road, Guildford, Surrey. 


KINDLY MENTION “ THE ARROPLANE ”’ WHEN CORRESPONDING WITH ADVERTISERS. 


. “ba, “< The cAeroplane” Supplement, 
> July 4th, 1928. 


Telephones : 
Cheltenham 3061-2-3-4. 
London, Regent 1745. 


Codes: 
A.B.C. 5th Ed. & Bentley’s. 


GLOSTER — 


MIRGRAETE CO: LTD., 
SUNNINGEND WORKS, CHELTENHAM. 
Aerodrome and Works, Brockworth, Glos. 
London Office - - 5, Grafton Street, W.1. 


Telegrams : 
“Glosaircra, Cheltenham.” 
“Glosaircra, Piccy, London.” 
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Series No. 2. 
GLOSTER MACHINES 
in R.A.F. Displays. 


PiiemereO> Phe AIkeRAnh CO. IoTD:, 


Head Office : 
SUNNINGEND WORKS, CHELTENHAM.~. 
rae ee SUNNINGEND WORKS, CHELTENHAM, 
* = | BROCKWORTH AERODROME & WORKS, GLOS. 


London Office: 5, GRAFTON STREET, BOND STREET, W.1. 


L est certain que le Grand 
Meeting de _ l’Aviation 
Royale Britannique, ayant 

lieu chague année a Hendon, 
occupe haut la main le premier 
rang parmi les events annuels de 
l’aéronautique mondiale. Con- 
trairement aux simples exposi- 
tions d’appareils reposant a terre, 
il s’agit d’une démonstration 
pratique de l’avion militaire en 
plein travail, ce qui permet donc 
de mettre en lumiére d’une facon 


bien plus convaincante la qualité 
et la performance des machines 
engagées. Maintenant que la 
Grande Bretagne occupe le 
premier rang au point de vue du 
développement de |’aéronautique, 
Hendon constitue désormais en 
quelque sort le véritable index du 


Hee hoya Aime Force 
Display, which is held at 
Hendon, easily ranks 
foremost amongst the world’s 
annual aeronautical events. As 
distinguished from exhibitions of 
machines on the ground, it is a 
display of service aircraft actually 
at work, and is therefore a far 


more convincing demonstration 


of the quality and performance 
of the aircraft engaged. With 
Britain leading in aeronautical 
development, Hendon has now 
become an index to the world’s 
progress in aviation, 


AS Maniobras aeronau- 

ticas del Real Servicio de 

Aviacién Britanico que 
se celebran en Hendon son sin 
la menor duda las mas import- 
antes entre los acontecimientos 
anuales de aviacién celebrados 
en todas partes del mundo, 
Diferenciandose de las exposi- 
ciones de aparatos en tierra 
firme, esta exhibicién consiste 
de aparatos oficiales prestando 
servicios practicos, y por con- 


siguiente ofrecen demostraciones 
mucho mas convincentes de las 
cualidades y performance de los 
aparatos de aviacién que toman 
parte en estas maniobras. Estando 
la Gran Bretana a la cabeza de 
los desarrollos aeronauticos, el 
acontecimiento de Hendon fija la 


One 


progres que réalise l’aviation 
dans le monde entiere 
Au cours de ces quelques 
| 


derniéres années, le role important 
joué a ce Meeting annuel par les 
Appareils Gloster s’est mis fort 
en évidence. En 1926, par 
exemple, sur un total d’environ 
180 appareils participant au 
Meeting, on n’y avait compté pas 
moins de 71 Machines Gloster, 
soit 40 per cent., dont la majorité 
représentait des Monoplaces de 
Combat. Dans son commen- 
taire relatif a cette démonstration, 
le journal, ‘The Aeroplane” se 
livrait a l’observation suivante, 
hautement significative: ‘Ce 
meeting aura démontré certaines 
choses qui en valaient la peine. 


During the past few years the 
part played by Gloster machines 
in this Display has been a very 
Ins 926 itor 
example, out of a total of about 
180 machines participating, no 
less than 71, or 40 per cent., 


conspicuous one, 


were Gloster machines. The 
majority of these machines were 
Single Seater Fighters. The 


“Aeroplane” commenting on 
the Display made the following 
significant remark: “ That Parade 
did demonstrate a few things 
which were worth while, It 


showed that we have got first 


pauta de los progresos mundiales 
en materia de aviacion. 


Durante los ultimos afios el 
papel desempefiado en_ estas 
Maniobras por los aparatos 
Gloster se ha distinguido mucho 
de los demas. Por ejemplo, 
durante el amo 1926, de un total 
de 180 aparatos tomando parte 
en tal acontecimiento, no menos 
de 71,0 el 40 por ciento, eran 
aparatos Gloster. La mayoria 
de estos aparatos eran Aero- 
planos Monoplaza de Combate. 
La revista “The Aeroplane,” al 
comentar las maniobras reali- 
zadas, hizo la siguiente import- 
ante declaracién: “‘Esa exhibicién 
demostr6 ciertas cosas de no 
poca importancia. | Demostr6é 


H.M. The King inspecting a Gloster “Gamecock” at the Royal Air Force Display, 1927. 


S. M. le Roi d’Angleterre en train d’inspecter un Appareil Gloster ‘“‘Gamecock,” au cours du Grand Meeting de 


l’Aviation Royal Britannique, en 1927, 


S. M. El Rey Jorge V examinando un aparato Gloster “Gamecock” en las maniobras aeronduticas del Real Servicio de 


Il a prouvé que nous possédons 
ces Monoplaces de Combat de 
tout premier ordre, égalant certes 
ou dépassant méme les meilleurs 
du monde,” 

Il n’est rien qui edt pu porter 
un témoignage plus éloquent a la 
qualité sans rivale caractérisant 
le dessin et la construction des 
Appareils Gloster. 


Les pages suivantes servent a 
illustrer certains des appareils 
qui, aux mains habiles des pilotes 
britanniques, ont tant contribué 
a assurer le succes remarquable 
dont a été l’objet ces derniéres 
années le Grand Meeting de 
l’Aviation Royale Britannique, 


Two 


Aviati6n Britanico en 1927. 


class Single Seater Fighters, equal 
to or surpassing the best in the 
world,” 


Nothing could bear stronger 
witness to the unrivalled 
quality of Gloster design and 
construction, 


The following pages illustrate 
some of the machines which, 
in the skilful hands of British 
pilots, have contributed to make 
of the Royal Air Force Display 
of recent years such a remarkable 
success, 


que la Gran Bretanha dispone de 
Aparatos Monoplaza de Combate 
de primer orden, iguales o su- 
periores a cualquier otro modelo 
existente en el mundo,” 


No podia hacerse mejor com- 
entario de las cualidades sin rival 
del diseftio y construccién de los 
aparatos Gloster. 


Las paginas siguientes ilustran 
algunas de las méaquinas, las 
cuales, al cuidado de la pericia de 
los pilotos britanicos, han con- 
tribuido a que las Maniobras 
Aeronauticas del Real Servicio 
de Aviacién Britanico de los 
ultimos afios havan alcanzado 
un éxito tan extraordinario, 


| sce SEE 


Gloster “‘Gamecocks” flying in formation at Hendon, 1927. 
Appareils Gloster “Gamecock” volant en formation a Hendon, en 1927. 
Aparatos Gloster ‘‘Gamecock” en vuelo formado en Hendon en 1927, 


A Yloccasion du Handicap 
Inter-Escadrille de 1’Aviation 
Royale  Britannique (Coupe 
Sassoon), 1927, les Appareils 
Gloster ‘‘Gamecock,” partant 
scratch, se sont adjugé les 


TROIS PREMIERES places. 
Pendant la course de 1928; 


cest également un Appareil 
Gloster ‘‘Gamecock” qui a 
réalisé la vitesse la plus élevée. 


In the Royal Air Force Inter- 
Squadron Handicap Race for the 
Sassoon Cup in 1927, Gloster 


“Gamecocks” starting from 
scratch obtained the Ist, 2nd 


and 3rd places, 
1928 Race also the 


fastest speed was obtained by a 


In the 


Gloster ‘‘ Gamecock ” machine. 


En la Carrera de penalidades 
en la que tomaron parte varios 
escuadrones del Real Servicio de 
Aviacion Britanico para la Copa 
Sassoon en 1927, los aparatos 
Gloster “Gamecock,” los cuales 
fueron los ultimos en salir, 
alcanzaron el primero, segundo 
y tercer puesto. 

En el afio 1928, la mayor 
velocidad alcanzada en esta 
carrera también fué alcanzada por 
un Aparato Gloster “Gamecock.” 


Plight” 


Photo. 


Gloster “Gamecocks” taking off during the Royal Air Force Display, 1927. 


Appareils Gloster “Gamecock” en train de décoller, au Grand Meeting de l’Aviation Royale Britannique, en 1927, 


Aparatos Gloster ‘Gamecock’ despegandose durante las maniobras aeronauticas del Real Servicio de Aviacion 


Britanico en 1927. 


Three 


Shlighte  Pyoioes 


Gloster ‘‘Gorcock,” Single-Seater Fighter with Napier Lion Engine. 
8g § Pp g 


Appareil Monoplace de Combat Gloster ‘‘Gorcock,”’ muni d’un moteur Napier Lion. 


Aparato Gloster ‘‘Gorcock’”’ de Combate, de tipo monoplaza, provisto de motor Napier Lion. 
p p p p p 


“On peut dire, toutefois, que 
le Gloster ‘Gorcock’ gui avait 


créé une impression extrémement 
favorable au Grand Meeting de 
Aviation Royale Britannique, 
constitue un  monoplace de 
combat dont la performance 
le met—dans sa catégorie—au- 
dessus de tout autre type étran- 
ger dont la description détaillée 
soit encore disponible,”—“ The 
Times Trade & Engineering 
Supplement,” 8 Janvier 1927. 


“Tt may be said, however, 


that the Gloster ‘Gorcock ’ 
which created an_ extremely 
favourable impression at the 


Royal Air Force Display, is a 
single-seater fighter with a per- 
which in its 
places it above any other foreign 
design of which particulars are 
available.”—“ The Times Trade 


and Engineering Supplement,” 


Jano, 127. 


formance class 


“Sin embargo, puede men- 
cionarse que el aparato Gloster 
“Gorcock’ que cre6 una im- 
presi6n tan favorable en las 
Maniobras Aeronauticas del Real 
Servicio de Aviacién Britanico 
constituye un aparato monoplaza 
de combate dotado de una per- 
formance que en su categoria 
supera cualquier otro  disefo 
extranjero cuyos detalles sean 
conocidos.”—“ Suplemento 
Comercial y de Ingenieria de 


The Times,” 8 de Enero de 
LOD 7s 


“Flight-’ “PROS. 


Gloster “Gorcock,” Napier Lion Engine. A good impression of cleanness in design. 


Appareil Gloster ‘‘Gorcock,” moteur Napier Lion. A noter belle impression de netteté du dessin. 


Aparato Gloster ““Gorcock” con motor Napier Lion. Una buena impresién de la nitidez de su diseno, 


Four 


“Flight ” Photo. 


Gloster “Goring I.” High performance Reconnaissance or Bombing Landplane or Seaplane, 450 H.P. Jupiter Engine. 


Appareil Gloster ‘“‘Goring I” 4 grande performance, pour opérations de reconnaissance ou bien de bombardement 
Pp 8 gran , ey 
terrestre, pouvant aussi servir comme hydravion, muni d’un moteur Jupiter de 450 CV. 


Aeroplano o Hidroplano Gloster ‘Goring I” de Reconocimiento o Bombardeo, de alta performance, equipado con 
motor Jupiter de 450 H.P. 


“This machine was first seen at the 1927 Royal Air Force Display when it paraded among 


the collection of new and experimental aircraft as a landplane. 
pression by virtue of its very clean lines, 


Mavyarlos 1928; 


performance.” —“ Aeroplane,” 


It then gave a favourable im- 


excellent proportions and its obviously good 


“The Gloster ‘Goring’ has 


“Flight” Photo. 


“C’est en 1927, au 
Grand Meeting de 
l’Aviation Royale 
Britannique, que cet 
appareil s’est vu pour 
la premiére fois. Il 
y avait participé en 
qualité d’avion terres- 
tre, en méme temps 
que toute une collec- 
tion de machines 
nouvelles ou de type 
experimental. Il y a 


more recently been fitted with | 
a twin-float undercarriage and 


tested as a seaplane. The 


results have been particularly 
satisfactory so that there is now 
available to any nation requiring 
a high performance long-range 
two-seater, a machine of very 
considerable merits.’”—“ Flight,” 


May 24, 1928. 


“Flght-~ Photo: 


“Este aparato fué 
visto por primera vez 
en las  Maniobras 
Aeronauticas del Real 
Servicio de Aviacién 
Britanico en 1927, 
en las que figur6 entre 
los aparatos nuevos y 
experimentales como 
un aeroplano' para 
prestar servicio sobre 
tierra. En  aquella 
época proporcionoé una 


donné une impression 
tres favorable, en 
raison de la netteté remarquable de ses lignes, de 
ses excellentes proportions et de sa belle perform- 
ance dont la qualitéa été vraiment manifeste.” — 

Aeroplane,” 16 Mai 1928. 

“Plus récemment, le Gloster “Goring” a été 
muni d’un train de flotteurs jumelés, afin que l’on 
puisse en faire l’essai comme hydravion. Les 
résultats ont été tout particuliérement  satis- 
faisants, de sorte qu’a l’heure actuelle toutes 
les nations ayant l’emploi d’un biplace a haute 
performance, doté d’un grand rayon d’action, 
ont a leur disposition un appareil d’un 
mérite véritablement considérable.”—‘‘ Flight” 


24 Mai 1928, 


impresion muy fav- 
orable por la _nitidez 
de sus lineas, excelentes proporciones y perform- 
ance indiscutiblemente  satisfactoria.”” — Revista 
Aeroplane,” 16 de Mayo de 1928. 

‘Recientemente el aparato Gloster de modelo 
“Goring” ha sido equipado con un tren de amerri- 
zaje de flotes gemelos y ha sido sometido a pruebas 
como un hidroplano para prestar servicio marino. 
Los resultados han sido muy satisfactorios, de 
forma que en la actualidad esta al alcance de 
cualquier nacién que necesite un aparato de dos 
plazas de alta performance y de gran radio de 
acci6én, y constituye un aparato de méritos verdad- 
eramente notab'es.”— Revista “Flight,” 24 de 
Mayo de 1928, 


“Fught-4 Photo. 


Five 


Viéme GRAND MEETING DEL’ AVIATION 


ROYALE BRITANNIQUE, 1925. Le sixiéme 
auniversaire de ce Meeting a été vraiment 
mémorable, étant donné que ce fut S.M. le Roi 
d’Angleterre qui, de la loge royale méme et 
par radiophonie, avait donné le commande- 
ment al’Escadrille de Combat No.25 (Appareils 
Gloster ‘‘Grebe’’) placée sous Ja direction du 
Chef d’Escadrille A. H. Peck, durant les 
merveilleux exercices groupés auxquels 
s’étaient livrés ces appareils. A la gravure 
ci-dessus, on'peut voir S.M. en train de parler 
devant le microphone. Voici la légende de 
celles des évolutions exécutées aui se trouvent 
représeutées a cette page: (1) Vol en ligne de 


front. (2) Vol en ligne de relévement par 
babord. (3) Double ligne de file. (4) Ligne de 
front. (5) Vol en ligne de file. 


Six 


‘THE SIXTH R.A.F. DISPLAY, 1925: Its sixth 
birthday was a memorable one, for H.M. the 
King gave the word of command, from the 
Royal box, by means of wireless to No. 25 
Fighter Squadron (Gloster “Grebes”) under 
Squad.-Leader A.H.Peck, during their wonder- 
ful display of squadron drill. His Majesty is 
shown above speaking into the microphone. 
Some of the evolutions carried out, also shown, 
wer (1) “‘Flight Mass Line Abreast.? (2) 
“Flight Mas Eche'on to Port.” (3) ‘Double 
Tine Ahead’' (immediately preceding the 
King’s order), (4) “Line Abreast.” (5) “Flight 
Mass Line Ahead."’ 


“Blight”? Phot-s. 


EI, SEXTO ANO de las MANIOBRAS 


ABRONAUTICAS _ del Real- Servicio de 
Aviacion Britanico*de 1925: El ano sexto fué 
memorable, puesto que S.M. Kl Rey Jorge V 
dié la v z de mando, desde el palco Real, por 
medio de 1a radiotelefonia al Kscuadr6n de 
Com*ate No. 25 (Gloster ‘“Grebes”) haijo el 
mando del Squadron-leader A. H. Peck, 
durante sus maravillosas maniobras de 
escuadrilla. Mds arriba puede verse S.M. El 
Rey Jorge V hablando en el micréfono. 
Algunas de Jas evoluciones llevadas a cabo, 
que también se ilustran, fueron: (1) Orden de 
grupos, linea de frente. (2) Orden de grupos 
escalonada por babor. (3) Doble linea de fila 
(inmediamente antes de la é6rden de SM. El 
Rey). (4) Linea de frente. (5) Kn grupo linea 
de fila. 


“Piohe-2 PHC, 


Gloster ““Grebes” flying in formation at the Royal Air Force Display, 1927. 


Appareils Gloster “Grebe” volant en formation au cours du Grand Meeting de l’Aviation Royale Britannique en 1927. 


Aparatos Gloster “Grebe” en vuelo formado durante los maniokras aeronauticas del Real Servicio de Aviation 


“Il est incontestable que cet 
appareil a fort belle allure, et— 
naturellement—tout |’exécution 
en est parfaitement comforme au 
degré de perfection étonnamment 
élevé pour lequel la Compagnie 
Gloster a toujours été si célébre.”’ 
—The Aeroplane,” 4 Juillet 
1923. 


Britanico en 1927, 


“Certainly she looks a very 
job the 
workmanship is up to the 


astonishingly high standard for 


nice and naturally 


which the Gloster Company has 
been famous,”—“ The 


O23: 


always 


Aeroplane,” July 4, 


“No cabe la menor duda de 
que la apariencia de este aparato 
es excelente y como es natural la 
mano de obra empleada esta al 
nivel de las extraordinariamente 


-altas normas por las que en todo 


tiempo ha _ sido famosa la 
Compania Gloster.” — Revista 
“The Aeroplane,” 4 de Julio 
de 1923. 


“Flight ” Photo. 


Gloster “Grebe II” Single-Seater Fighter, 395 H.P. Jaguar Engine. 
Appareil Monoplace de Combat Gloster “Grebe II,’ moteur Jaguar de 395 CV. 


Aparato Gloster “Grebe II’ de Combate, monoplaza, equipado con motor Jaguar de 395 H.P. 


Seven 


TYPE ... . . . Single Seater High-Speed Fighting Scout. 


ENGINE ... . . 395 hp, Siddeley Jaguar Aircooled Radial, Mk. IV with Supercharger. 
DIMENSIONS . . . Total Surface eee 1. 2585 fae 
Span = oO, on a 25' 0" Bottom 8'839m. = 620n0 
Chord if eek) be Lee DEO. es 1°600m.—1°524m. 
Gap .. oe ees 1 396n1 
Wing Shatiee .. Gloster High Lift Bip! ane » Conse 
TANKAGE . . . . Petrol: Two 26-gallon tanks mounted in Top Planes. Bee 2 feed. 
Total perealy, a - > 2peallonsss ee <0 5 2OOnttrEes 
Oil + ok Seo oe 3 : Pips Sa 
PERFORMANCE Maximum Speed at 5,000 ft.(1,525m.) 160 m.p.h. .. -» 254 km/h. 
with Military Speed at 10,000 ft. (3, oe) - 6S; ue bee . 266 km/h. 
Load Landing Speed es 5S pn. 85 km/h. 
Climb. = oe - -. ~.16*mins; to 20, eere) fe (6, rate 
Ceiling absolute = oe os 2. 2 OOORE 20m. 
Duration * of an howe VS 000 ft, a Peay 
WEIGHTS . . . . Total loaded weight of machine, 2,650 lbs. iv ea 1,205 kilos. 
Load per sq. ft. es 10°4 lbs. “ oe 50°5 kilos/m’, 
Load per H.P. ss a) 6'7 lbs. ef .. 3550S tiles (Gaye. 
ARMAMENT. . . Two Vickers Guns firing through propeller, 


Space for 1,200 rounds of ammunition. 


Provision on bomb racks to carry 4—20 lb. (9 kg.) bombs. 


FACTOR OF SAFETY Wings: 7 on front truss, and 5 on rear, 
Air Ministry ody : 5 with | res loads, 
Aerobatic C. of A, Landing gear and tail skid 44, 


SPECIAL FEATURES Best possible view in all directions. Very sensitive to control and 


marceuvrability. Machine can be flown with hands off the controls. 


THE GLOSTER AIRCRAFT Go., Ltd., 
SUNNINGEND WORKS, CHELTENHAM. 


London Office: 5, GRAFTON STREET, BOND STREET, Wal 
Eight No. ve, 
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Vol. XXXV. No. 2. SIXPENCE WEEKLY. 


“SEE HOW THE WORLD ITS VETERANS DS | 
Pobe. 


A MAKER OF HISTORY.—A general view of the East End of the Grand Palais, showing Bréguet Corner. M, Bréguet 

is one of the earliest pioneers of French Aviation and is now one of the leading Aeronautical Industrials. The machine 

apparently doing a spiral clamber is the Bréguet 19 on which Costes and Le Brix did their World Tour of the Americas, 
after it had aJready beaten the Distance Record four or five times. 


«® Marconi wireless apparatus provides 


an efficient means of communication 
bd and positi. n-finding. 
It is light, compact, and easily 
operated. 
le MARCONI’S WIRELE*S TELEGRAPH COMPANY, LIMITED. 


Marconi House, Strand, London, W,C.2. 


Tele nes:— 

Factories :- wi Gerrard 2312. 
Hendon (London,NW.9) Regent 4728. 
New York (U.S.A) Telegrams & Cables 


“ada TITANINE- EMAILLITE, uro.175, PICCADILLY, LONDON,W.1. etree Pesslondon 
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THE ‘SHORT’ 
“SINGAPORE” 


All-metal flying boat 
(Rolls-Royce engines. ) 
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This telegram has 
been received from Sir 
Alan Cobham, K.B.E, upon 
the conclusion of his 
African flight. of 23,000 


miles. 


SHORT BROS. (ROCHESTER & BEDFORD) LIMITED, ROCHESTER, KENT 
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ON THE PARIS AERO SHOW, AND THINGS. 


Never did the British Aircraft Industry miss so good a 
hance of den.onstrating to the World its superiority over 
ll its competitors as it did by not exhibiting at the Paris 
.ero Show. The real clou of the Show, the thing which 
verybody who was anybody in Aviation went to see, was 
he Bristol single-seat fighter, which bears a strong family 
esemblance to the highly-confidential Bristol Bulldog. And 
hough our old friends the Bristol Company,from their earliest 
ays as the British and Colonial Aeroplane Co. Ltd., have 
lways been noted for the excellence of their workmanship, 
nd though everyone will freely admit that Bristol work- 
aanship is still unsurpassed by anybody else, there are other 
rms in the British Aircraft Industry whose workmanship 
nd finish would have stood out above the general level 
f the machines at the Grand Palais as much as the Bristol 
id. 

Every proverb has a counter-proverb which cancels it 
ut. So in this instance one could either say that ‘‘ every 
aan knows his own business best ”’ or that ‘‘ lookers-on see 
aost of the game.”’ Certainly a large number of the lookers- 
n at the Paris Show who know the high level of workman- 
hip in British aircraft lamented that there were not at least 
\alfa-dozen British firms represented at the Show. If there 
‘ad been as many we should have convinced the Military, 
Yaval and Civil Air Authorities of all nations of our un- 
ioubted superiority. 

Quite apart from the question of material and workmanship 
nd finish in big war machines, it was truly lamentable that 
ione of our light aeroplanes was shown. ‘There were a few 
‘rench machines with engines of approximately 120 horse 
ower, there was a tiny Caudron with a 4o horse-power Salm- 
on, and there was a Klemm-Daimler with a little 2-cylinder 
op-hottle Mercécés engine, But there was nothing at all 


AT THE 


PARIS SHOW.—The German Section, showing the Heinkel seaplane, the Junkers 


in the Show to compare with our Moths and Avians and Wid- 
geons and Bluebirds. 

This is not to say that the workmanship in the French, 
German, Italian and Czechslovak machines which were on 
show was by any means bad. On the whole it was very good 
indeed, But we could have beaten the best by quite a large 
margin. 

POPULAR DISINTEREST. 

Considered as a money-making proposition for the pro- 
moters, one fears that the Show will not be much of a suc- 
cess. When one arrived about midday on Wednesday it re- 
minded one very much of our own Aero Shows at Olympia, 
when we used to say bitterly that one could fire a machine- 
gun up and down the gangways without hurting anybody. 
At first one put the absence of people down to the sacredness 
of the French hour of the déjeuner, when the whole popu- 
lation fades away into cafés and things. But even French 
déjeuners do not last till four o’clock in the afternoon. And 
even at that hour one could circulate freely all over the Show. 
There was no sign of a crush anywhere. 

One heard that there was a fairish gate on the opening day 
and on the Sunday but evidently the French people in these 
days have tired of being interested in war machines and 
have not yet awakened to the fascination of civil aircraft, 
either of the big transport kind or of the light aeroplane 
class. 

On the other hand the people from whom business might 
be expected were there in quantities. All European nations 
and a good many others have sent at one time or another 
the chief men of their aeronautical departments. Person- 
ally one was only able to be there for a day and a half. But 
during that time one came across important people from 
nearly all countries. And besides them, naturally, a great 
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Arado biplane, and the Albatros Ass, 
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many people came before and after those two days. Conse- 
quently one may fairly assume that from the point of view 
of the manufacturers who wanted to show war machines to 
possible buyers the Show has fulfilled its purpose very well. 

But, anyhow, the French Trade could not show its very 
latest products, for the new type war-machines in France are 
even more secret than are our) own. 


POINTS OF INTEREST. 

Apart from the ‘Bristol, and its neighbouring stand of 
Jupiter engines, which themselves were priceless examples 
of perfect finish, the interest of the technical people seemed 
to concentrate on two or three interesting machines. 

One of these was certainly the big Amiot fighting bomber. 
It is not altogether a new machine, but the ingenuity and 
at the same time the simplicity of the duralumin construc- 
tion drew attention. 

The Potez 32, a passenger-cabin job, was also interesting. 

A Marcel Besson seaplane built by the Ateliers des Mureaux 
was regarded with favour. 

Another interesting thing was the Amiot fighter, a mono- 
plane with its’ petrol tank sticking out on each side under- 
neath the fuselage in the shape of a short stubby wing. This 
idea’seems to have’a good deal to recommend it. 

The Bernard people, who must have suffered severely by 
the death of M. Jean Hubert, have nevertheless produced a 
very nice single-seat fighter, which people seemed to like. 

The German exhibit made quite a good show, though there 
was nothing particularly new in it. The Junkers exhibit was 
a monoplane similar to the Bremen which flew from Ireland 
to Labrador. Herr Heinkel showed a good sound seaplane, 
a twin of that which won the Baltic Seaplane Trials two years 
ago. And the Albatros Company showed a very plain but 
useful training machine. 

The Dornier Wals and Super-Wals and Extra-Super-Wals 
were represented by models only. And the famous Rohrbach 
construction was represented by the middle section of a 
wing. Still, it was something to have such a good show of 
German stuff in Paris. 


The Italian exhibit was artistic like everything Italian. And 


on the whole the. level of the finish was better than the 
French machines. Interest chiefly centred on the big Savoia 
55, a twin-hulled flying-boat similar to those on which the 
Marchese de Pinedo flew round the South Atlantic and over 
most of the three Americas. A good deal of interest also was 
taken in the little Macchi monoplane on which Major de 
Bernardi broke the World’s Speed Record. 

The Czechoslovak machines were plain but useful. 

Undoubtedly from everybody’s point of view the most 
interesting individual machine in the Show was the old 
Breguet XFX on which Capt. Costes and Lieut. le Brix made 
their wonderful flight which circled the World,—barring 
shipping the machine across the Pacific. 

A war machine of some interest is the Bleriot 127, with 
two Jupiter engines, which apparently belongs to a new class 


AT THE PARIS SHOW. 


The big Amiot day-bomber with the Amiot fighter mono fane t behi d i On 
the left is the Swiss-built Dewoitine, designed without official éstrictlones . er alaeepe 


on the right, behind the Amiots, 


called a Multiplace Fighter. It is in fact merely a very large 
monoplane with two engine nacelles, or gondolas, slung 
under the plane on each side with a gunner’s cockpit in the 
tail of each and sundry other gun positions sprinkled about 
the machine. It strikes one as being just about the most use- 
less type of war machine which anyone could invent. Like big 
night bombers it is merely a matter of putting a whole lot of 
valuable men into one machine which can be brought down 
by a lucky shot from an Archie gun or by a bullet. 


ENGINES. 

Purely on the engine side, the Jupiter makes very much 
the biggest splash in the Show. What with the British-built 
Jupiters and Titans themselves, and the Jupiters and Titans 
built under licence by the Gnéme-Le Rhéne Company, and 
those built elsewhere in the World either under direct licence 
to the Bristol Company or under indirect licence through the 
Gnéme-Le Rhéne Company, the Jupiter is being made in 
more parts of the World than any aero-engine has ever 
been. 

Nevertheless, our other British radial engine firm, the Arm- 
strong-Siddeley, makes quite a brave show with the Jaguar, 
Lynx, Mongoose and Genet. 

There is interest in noting that the French are evidently 
going out after the type of the Wright Whirlwind. The 
Salmson people have a 230 h.p. go-cylinder engine which 
comes very near it, the Renault people have a 250 h.p. radial 
which might be classed as an imitation of the Whirlwind, 
and the Hispano-Suiza Company are definitely manufacturing 
the Whirlwind under licence. 

There was an interesting 12-cylinder Vee-type air-cooled 
engine of some 500 h.p. on the Isotta-Fraschini stand. Like 
all Italian stuff it is beautifully made.- 

The seven-cylinder Armstrong-Siddeley Iyynx and the five- 
cylinder Bristol Titan of 225 h.p. come’ into the same power 
class, but it remains to be seen whether pilots in general, 
and designers of aeroplanes in -particular, find any disad- 
vantage in having seven and five cylinders respectively in the 
British engines against nine cylinders for the same power 
in the French and American engines. Certainly that amazing 
flight by Lieut. Koppen on the Fokker FVII-3m with three 
Lynx engines from Amsterdam to Batavia and back would 
seem to show that seven cylinders can do the job all right. 

One engine in the Show which created an enormous amount 
of interest, more especiallyamong the really practical technical 
people who know their jobs, was the Fairchild-Caminez en- 
gine, which, with 4 cylinders, drives a cam fixed on the air- 
screw shaft and so gives the same number of explosions per 
revolution of the airscrew as if it were an 8-cylinder job. 
A sectional example of the engine was shown so that people 
could see the curious working of the pistons with their cam. 

Although it was stowed away right up in the gallery there 
was always a small crowd climbing over one another to see 
how it-worked. This engine is now represented in Europe 
by Capt. Cyril Turner, formerly of 23 Squadron R.F.C., later 


The Levasseur torpedo-dropper is 
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of the Communication Squadron at Hendon and still later a 
sky-writing pilot in the United States. Capt. Turner also 
represents the Fairchild monoplane, a machine which has 
done good service in photographic and survey work in Canada 
as well as all over the States. ; 
_The novelty and yet the proven efficiency of the Caminez 
engine and the reputation of the Fairchild monoplane ought 
to result in quite an amount of licences for construction in 
Europe. Judging by the busyness of Capt. Turner and his 
able helper Mr. Stevens during the Show, quite good business 
ought to result. . 

All these aeroplanes are described separately, severally 
and in detail by W. H. Sayers, and many of them are 
illustrated by Mr. Leonard Bridgman, hereafter in this issue. 
Therefore one need not say any more about them. 


THE GENERAL EFFECT. 

Of the Show as a whole one is inclined to agree with a 
famous American aviator who when asked his opinion about it 
simply replied ‘‘ Well, I’m not handing anything to it.” _ 

Personally one cannot find any particular reason for lavish- 
ing bouquets on it. At the same time it was a good honest 
effort to put up an interesting Aéro Show. 

One has seen worse Shows. But one has also seen manv 
better. And it had at any rate the justification that though 
none of the machines displayed any startling novelty all of 
them showed that the people who had built them know how 
to make flying-machines. - 

The French Aircraft Industry -as a whole seems to be 
doing fairly well out of orders for assorted Governments as 
well as its own. It may not be so rich and prosperous as 
the British Industry, supported as it is by a fatherly Air 
Ministry, let alone the business which is really being got 
abroad in military and civil machines by the more enter- 
prising of British manufacturers, but the chiefs of the French 
firms all seem to be quite well fed, and most of them seen 
to drive large automobiles, very much like their British 
oppositenumbers. So evidently things are not going too 
badly with them. 

The French Industry has, of course, the additional ad- 
vantage of being able more or less to command orders from 
certain Central European nations to whom money has been 
lent by France on the condition that it is spent on buying 
armament from France. That is to say, the money of the 
French taxpaver, not to mention certain money which France 
owes to certain Allies in the late inter-tribal brawl, is really 
handed over.to French armament manufacturers, for goods 
which are supplied to Central European nations,—less of 
course a certain rake-off to certain officials of certain nations. 
We of course would be at a disadvantage in deals of this 
kind. Still, we do business somehow. 

As for the appearance of the Show, it was quite pretty, 
but the decorations and general lay-out of the signs were not 
so rich nor as impressive as they have been at previous 
Shows. This year all the signs were either made of alu- 
minium or painted like aluminium, with blue lettering on 
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AT THE PARIS SHOW,—A C,A.M.S. Flying-boat, 


them. The general effect was rather as if the French Air- 
craft Industry, which is notoriously addicted to the use of 
aluminium in its aircraft, had turned over all its scrap sheet- 
aluminium to the Show to be used up for signs,—more especi- 
ally as each letter was painted on a separate little plate 
instead of haying one large placard with the name on it. 


THE OFFICIAL DINNER. 

On Thursday, July 5, the Chambre Syndicale which runs 
the Show had the usual Show Banquet at the Hotel Conti- 
nental, and through the kindly intervention of an Anglo- 
American friend one had an invitation to it. This is the 
first time ene has had the opportunity of attending such a 
function, for hitherto one has rushed over to Paris the day 
before the Show opened so as to bring back the report ‘n 
time for the next week’s issue of THE AEROPLANE, and the 
Banquet is always held the following week. ‘This year the 
Banquet was particularly interesting on account of the num- 
ber of different nationalities represented. 

The Chair was taken by M. Bokanowski, the Minister of 
Commerce and Industries in the French Cabinet, an amiable 
and debonnair man of the World, whose forebears were obvi- 
ously extracted from Poland not very long ago. He fulfilled 
his proper functions with all the graces and eloquence of 
our Lord Thomson. 

M. Ljioré, of the Lioré et Olivier firm, the Chairman of the 
Society, delivered a long and interesting speech devoted 
very much more to International Aviation than to the French 
Industry. He was followed by M. André Granet, the Secre- 
tary of the Show, who also dwelt on the international aspect 
of the Show. 

After him came Colonel Piccio, one of Italy’s greatest war 
pilots and now once more the Italian Air Attaché in Paris. 
He spoke with real eloquence on International Aviation. 

Then came Dr. Huth, of the scientific side of German aero- 
nautical officialdom, who made another very good and short 
international speech in German and read it over afterwards 
in French. 

After him came an eloquent member of the Czechoslovak 
detachment, more international than ever. 

Nobody spoke for England because so far as one could see 
nobody was there from England with the exception of our 
Air Attaché and oneself. And as neither of us had any- 
thing to do with exhibiting anything at the Show naturally 
we had no call to speak. Colonel Piccio of course was con- 
cerned with the whole Italian Government exhibit. But we 
had no exhibit, because, at any rate up till the time when 
one left on Thursday night, the much-promised and instantly 
expected Supermarine §.5 lent by the British Government 
to the French Government for the official exhibit had not 
appeared. 

Later explanation of its absence is that the Air Ministry 
did not offer to lend the machine to the French Government, 
they offered to lend it to the Supermarine Company, who 
offered to lend it to the French Government. And when it 
came to a show-down it appeared that the Supermarine Com- 
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pany were expected to pay for the transport without the 
satisfaction of having a stand of their own on which to show 
the machine. Of a truth there are some things they do better 
in France. ; 

That day and a half at the Paris Aero Show was quite 
interesting because such a lot of things quite unconnected 
with the Show itself happened just around that time. And 
so one had an uncommon chance of getting a thoroughly 
International yview-point on them all. 


A TRAGEDY OF THE OPENING. 

First of all one heard the true story of the death of the 
lamented French aerobat, M..Fronval, who was killed at 
Villacoublay the day before the Show,—which event cast a 
gloom. over the opening day. 

Apparently M. Fronval was delivering machines from the 
Morane Aerodrome on one side of the road to the French 
Military Aerodrome on the other side. The wind was blow- 
ing across the road from the Military Aerodrome to the 
Morane aerodrome. Consequently all he had to do was to 
get into a machine, run straight into the wind, hop over the 
trees alongside the road and sit down in the Military aero- 
drome on the other side. According to the laws of all aero- 
dromes he ought to have flown a circuit of the Villacoublay 
aerodrome every time, before alighting. Unfortunately he 
omitted to do so. 

Just as he was landing a machine, and was actually on 
the ground, a comparative novice, who had only had his 
Certificate for about a week, was getting off the Villacoublay 
Aerodrome. And unfortunately in landing M. Fronval came 
right across his path, with the result that the novice hit 
Fronval’s machine just as he was leaving the ground. 

The machines caught fire, the novice and his passenger 
scrambled out before anything much had happened and the 
unfortunate Fronval was caught in the middle of the wreckage 
of the two machines. So do the most able pilots come to grief 
through not sticking to the simplest of rules and regulations. 


THE WORLD-RACERS. 

The next piece of excitement was the arrival at Le Bourget 
of Mr. Mears and Mr. Collyer, an old air mail pilot, who are 
trying to get round the World quicker than anyone else, fly- 
ing where flying pays and doing the rest by rail and boat. 
Mr. Mears declared to-a mutual friend at Le Bourget that 
he was going to beat his predecessor’s record firstly because 
he, Mears, was 100% Irish and secondly because he was a 
Roman Catholic and the other man wasn’t,—which does not 
seem a particularly adequate reason. 

Anyhow the two had shipped a perfectly good Fairchild 
monoplane onto the Olympic, had unshipped it at Cherbourg 
that morning, and had arrived at Le Bourget in the after- 
noon. Thence they raced down to Paris in cars to pay 
their respects to the President or the Prime Minister or 
somebody, and to U.S. Ambassador Herrick, and then they 
dashed back to Le Bourget and flew off to Cologne hoping 
to get to Berlin over the lighted night-flying air-line that 
evening. 


THE AFFAIRE LOWENSTEIN. 


Then came the news of the decease of Mr. Lowenstein. 
The curious thing about this was that nobody took it seri- 
ously. One has never met Mr. Lowenstein, but one hears 
from those who have done so that he, besides being an extra- 
ordinarily able financier, was a reckless sportsman. People 
who have done business with him say that he was a straight- 
forward business man whose word was as good as his writing. 
But somehow none of the aviation people in any country took 
him seriously, any more than they took Mr. Levine seriously. 

The humour of aviators, living constantly on the brink of 
breaking their necks, is always apt to be a little bit grim, 
but the decease of the lamented Lowenstein certainly pro- 
duced more humour, or at any rate jests of a tough kind, 
among the international aviators at the Paris Show than one 
has ever heard over anybody’s decease. Everybody who 
knew the machine agreed that the door never opened by 
accident. 


THE ITALIAN WORLD-RECORD. 

Last came the news of the amazing flight of Captain 
Ferrarin and Major del Prete on the Savoia from Rome to 
South America, non-stop. This was a subject which the Avia- 
tion people really did treat seriously. Ferrarin has a host of 
friends all over the World, as befits the first man to fly from 
Europe to Tokio, which he did some seven or eight years 
ago. Also he has a great many friends among English avia- 
tion people, because of his excellent flying and good sports- 
manship in the Schneider Trophy Contest at Venice. Conse- 
quently so far from the Italian victory over the Long Distance 
Record being a purely Italian affair, it became a matter of 
international self-congratulation. 

Quite a number of people have now flown the South 
Atlantic from Kast to West, but doing a non-stop flight from 


Rome to the coast of Africa and then going on over the 
South Atlantic without stopping seems to have impressed 
practical aviators very much in the same way as did Lind- 
berg’s huge flight from New York to Newfoundland before 
pushing off from West to East over the Atlantic. 

That is what seems to catch hold of the practical aviator. 
If anybody started from Newfoundland and flew to Moscow 
(quite apart from the implied inclination to Bolshevism), no- 
body would think so very much about it in these days. But 
it is the long flight before starting over the ocean which is 
so impressive. Certainly Italian Aviation, the Regia Aero- 
nautica, the pilots, the Savoia Company, and the Isotta- 
Fraschini motor people, do deserve the World’s heartiest 
congratulations on that amazing performance. 

IMPERIAL AIRWAYS. 

Thanks to the courtesy of Imperial Airways Ltd., one was 
enabled to put in quite a large amount of work during three 
days of last week. One left Croydon on July 4 at 07.50 hours 
in an Armstrong-Whitworth Argosy piloted by Mr. Perry, 
There was a very nice following wind which was inclined to 
be bumpy for the last half-hour of the journey. 

It was a joy to watch Mr. Perry keeping that huge machine’ 
dead steady during that period. Over the Beauvais Ridge she 
took a couple of really good bumps and one would never haye 
believed that a machine of such size could move so quickly 
as a mass. But never did Mr. Perry allow her to wallow in 
the least. 

We arrived at Le Bourget at exactly 10.00 hours. After 
that it took an hour to get to the Imperial Airways’ office in 
Paris in one of the most comfortable ’buses with one of the 
worst drivers one has ever seen. And after that, in the World’s 
worst taxi, one took half an hour to reach an hotel which 
is not more than a quarter of an hour’s walk away for anybody 
unencumbered by crutches and a leg encased in hardware. 

In spite of these delays in ground transport, which only 
emphasised the evils of ground transport, one was in the 
Grand Palais before midday. Consequently one was able to 
get in a full day and a half in the Show. On Friday, July 6, 
one left the hotel at 07.00 hours, left Imperial Airways’ office 
at 07.15, and left Le Bourget at 08.00 sharp. This time Mr. 
Rogers was the pilot. As he entered the machine he care- 
fully bolted the back door top and bottom, remarking ‘“ We 
don’t want any Lowensteining this trip.” 

As far as Beanvais the weather was clear. On top of the 
Beauvais Ridge we met a heavy cloud-bank coming in from 
the sea in front of a very good imitation of a Westerly gale. 
The top of the clouds being apparently something over 8,000 
feet Mr. Rogers slid down the Northern slope of the Ridge 
and from there to Berck he drove the machine through what 
was pretty nearly solid rain, Being. so low évery inequality 
in the ground meant a corresponding bump but like Mr. Perry 
on the outward journey he held the machine absolutely 
steady. She bucked a bit but she never rolled or yawed, 
although owing to the wind being practically broadside on 
she was crabbing across country the whole way. 

At Berck we struck blue sky and high clouds and Mr. 
Rogers took the Argosy up to about 3,000 feet over the 
Channel. The poor people who crossed by boat must have 
had a very nasty time, for the water was full of white caps 
which were being blown out in long streaks in front of the 
wave crests. The boats must have been very uncomfortable, 
but up at 3,000 feet the wind was absolutely steady. And 
although it took us 4o minutes from coast to coast (Le 
Touquet to Dungeness) there was never a movement in the 
machine. 

Our arrival at the English coast was announced by a 
colossal jolt as we changed from sea air to ground air. And 
after that Mr. Rogers must have been working like a galley- 
slave. The huge ailerons of the Argosy were flapping the 
whole time as if the machine had been a bird propelled by 
such means. But the journey was perfectly comfortable. 
When the machine did move it was lifted bodily and dropped 
again. It never rolled or pitched. And the only person 
in the machine who was sick was an over-fed American child 
who would probably have been sick anyhow. 

After we had landed, a gilded youth who said that he had 
been across once or twice before but only in fine weather 
inquired whether this was what might reasonably be called a 
rough day. One was able to tell him quite honestly that it 
was just about as rough as anybody was likely to want, and 
that he could thank the good Mr. Rogers for the fact that 
he had not been thrown out of his seat. _ Whereupon he 
registered the vow that in future he would always travel 
by Imperial Airways. Sj 

So Mr. Rogers has made another good customer for his 
firm. Certain other pilots who think it rather funny to let a 
machine wallow, and to feel the wheel spin: through their 
hands when a gust really takes hold, would do well to make 
a note of the commercial value of keeping a machine steady. 

One has heard a good deal about the noisiness of the 
Argosy with her three vig Jaguars. Personally one found 
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it must less noisy than a number of other machines in which 
one has travelled. Certainly there is a considerable amount 
of noise, but either the exhaust noises or the battering of 
the airscrews is. different, or else the cabin does not drum 
as badly as some others. At any rate one was nothing like 
as deaf at the end of the journey either way as one has been 
in other machines. 

The worst complaint one had was that there was a most 
infernal draught from the window, not between the window 
and the metal channel in which it slides but between the 
bottom of the metal channel and the woodwork to which it 
is fixed. The result was that instead of being able to sleep 
peacefully with one’s head up against the window one had 
to prop oneself inconveniently on one side to avoid being 
smitten with facial paralysis owing to the draught. 

The other complaint is the chairs. One is convinced that 
nobody in this country who makes seats for anything other 
than private houses or hotels ever sits down. Nobody yet 
has ever discovered a comfortable seat on a steamboat, bar- 
ring a deck chair. There is not a comfortable theatre seat 
in London, since the old stalls were removed from the 
Alhambra, and there is hardly a comfortable seat in a railway 
carriage, least of all in saloons and dining cars and coaches 
in which one pays supplementary prices. 

The Germans and the Dutch do know something about 
making aeroplane seats, fbut these high-backed, upright, 
cramped, cane edifices in air-liners would be absolutely un- 
bearable for anything longer than the short journeys for 
which they are used. And it would be quite possible with- 
out spending any more money to make them quite com- 
fortable. 


Of course one is told not to look a gift horse in the mouth, 
so presumably one ought not to look a gift aeroplane in the 
seat, but really one is writing quite as much in the interests 
of Imperial Airways as in one’s own interests, for Heaven 
knows when one will next screw up enough courage to travel 
by air. 

At any rate one can compliment Imperial Airways on their 
extraordinary punctuality in starting, and especially one can 
congratulate Mr. Hall and his Startf at Croydon who are re- 
sponsible for the maintenance of machines and engines. One 
has never sat behind engines which ran with more perfect 
regularity, either in car or aeroplane. And, as one has 
already said, one compliments the two pilots with whom one 
travelled on examples of perfect handling of their machines. 

One must also compliment the staff at Croydon on the 
quickness with which they got the passengers and their be- 
longings away. And likewise the drivers of the two Air- 
ways busses deserve praise for their fast but smooth driving 
and their handiness in the traffic. We only arrived at 
Croydon at 10.50, and we were at Airways House by I1.30. 
And Croydon is a good deal further from Charles Street than 
Le Bourget is from the Avenue de 1’Opera. 

The real hurry about getting back so early on Friday was 
to get all the foregoing remarks off one’s mind so that one 
might journey to Blackpool on Friday afternoon for the 
North Country’s first great Air Pageant, an account of which 
appears elsewhere in this paper.—c. G. G. 


IN THE SHOW. 


[Hereafter the machines in the show are described, in 
alphabetical order, by W. H. Sayers.] 


THE ALBATROSS ASS. 


A two-seat training biplane fitted with a 320 h.p. B.M.W.-Va engine. 


Aero. 
Aero Tovarna Letadel, Praha-Vysocany. 


THE AERO 23. 

On the stand of the Cechoslovakian Ministry of Transport 
there is a sample of the Aero Aircraft Company’s passenger- 
carrying machines which are used in some numbers by the 
State Air Lines. This is the Aero type 23, a single-engine 
cabin biplane seating six passengers, and a crew of two, who 
are placed behind the cabin As this cabin is of very ample 
cross-section and gives more leg-room than is often found 
in such machines, the view from the pilot’s seat is scarcely 
of the best. nae: 

The workmanship of the machine is good, the detail design 
looks sound, but the machine is not very taking in appeat- 
ance—largely perhaps because the general external colour 
scheme is mainly a very crude orange and brown. ag 

Interior arrangements in the cabin look exceedingly com- 
fortable—and judging from the general standard of com- 
fort which seems to be expected on Continental air lines— 
this appearance is probably not misleading. 

As this machine is exhibited by the operators and not 
by the manufacturers, little information as to its construe- 
tion and characteristics was available. ee 
WINGS.—Single-bay biplane. ‘Top wing slightly bigger span than 

bottom. Apparently of normal wooden construction. Double faired 

cable lift and landing wires. Ailerons on top wing only, balanced 

by Avro type auxiliary planes. a 5 
I‘USELAGE.—Rectangular section, apparently timber framed and plywood 

covered. 

UNDERCARRIAGE.—Split-axle type with a somewhat complex arrangement 
of struts. ; 
POWER PLANT.—-One Jupiter engine, 420 h.p. Fuel tanks undiscoverable 

but apparently in fuselage. 

ACCOMMODATION.-—Six seats for passengers in cabin, with side entrances 
on both sides. ‘Iwo side-by-side seats for crew behind cabin. 
There is a luggage space below crews’ position and apparently 
another in front of cabin. 

Wricuts.—Total loaded weight 3,200 kg. (7,040 Ibs.), Fuel 450 kg. 
(990 lbs.), Oil 4o kg. (88 Ibs.), Total disposable load 1,350 kg. 
(2,970 lbs.), Power loading 7.6 kg./h.p. (16.7 1lbs./h.p.). 


PERFORMANCE.—Service cruising speed 145/150 km.h. (90/93 m.p.h.), 
Landing speed 65 km.h. (40 m.p.h.). 
Albatros. 


Albatros Flugzeugbau, Berlin-Johannesthal. 


The Albatros L.75A, christened a little unfortunately for 
British eyes ‘“‘ Ass,’’ is a very business-like two-seater which 
should be suitable for light mail or freight carrying, and has 
been adopted by the Deutsche Verkehrs Fliegerschule, the 
training centre for German air-line pilots as an advanced 
training machine. . 

The specimen shown is entirely devoid of any suggestion 
of a special ‘‘ show-finish,’’? a fact which rather emphasises 
the excellence of its workmanship throughout. ; 
WinGs.—Equal winged single-bay staggered biplane with one set of 

‘CN ” struts per side and with lift and landing wires on front spars 

only. Wings of timber, fabric covered, except for under surface 

between spars, which is covered in three-ply. Ailerons on both 
wings, ample in area and inset from wing-tips. 

FUSELAGE.—Welded steel tube construction. Section narrower at top 
than below, with fairly deep fairing on top. 


Tai. UNnir.—_Normal monoplane type, with no. balanced surfaces. Tail 


plane, braced by struts from bottom of fuselage, is adjustable in 
the air. s 
UNDERCARRIAGE.—Split-axle Vee type with telescopic front legs to Vee. 
POWER PLANT.—B.M.W.-Va engine of 320 h.p. with underslung radiator, 
Fuel tanks in top centre-section. 
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The Albatros rubber-in-compression split-type under- 


carriage and tunnel radiator. 


AcCOMMMODATION.—Open cockpits for two in tandem behind wings, 
with dual stick type controls. Both have excellent views. 
DIMENSIONS.—Span 12.5 m. (41 ft. 0 in.), Height 3.25 m. (ro ft. 8 in.), 
Length 10.0 m. (32 ft. ro in.), Wing area 37 sq.m. (400 sq. ft.). 
WEIGHTS AND LoaDINGS.—Weight empty 1,085 kg. (2,300 lbs.), Weight 
loaded 1,785 kg. (3,830 lbs.), Wing loading 48.4 kg./sq. m. (9.6 lbs. / 
sq. ft.), Power loading 5.58. kg./h.p. (12 lbs./h.p.). 
PERFORMANCE.—Maximum speed 217 km.h. (141 m.p.h.), Landing speed 
go km.h. (56 m.p.h.), Climb to 3,000 m. (9,849 ft.) 10.5 min., Ceiling 


6,500 m. (21,300 ft.), Range at 178 km.h. (110 m.p.h.}- 1,600 -km. 
(1,000 miles). 
Albert. 
Société Anonyme Avions Albert, Rue du Petit-Drancy, Drancy, 
Seine. 


The Albert machine shown is a single-seat cantilever 
monoplane, of a type similar to the machine which made the 
first of the F.A.I. light aeroplane records for speed and height 
during 1927. ‘he machine is shown without engine. It is 
quite a sound and well-made job, though not very highly 
finished. 

Winc.—Cantilever, semi-elliptic in plan, with a ‘ washed-out” 
bi-convex section. Entirely of wood, covered in mahogany veneer. 

FusElaGe.—Rectangular, spruce framed and veneer covered. 

Tau, Unir.—Normal monoplane type, construction as wings. 

UNDERCARRIAGE.—Split-axle Vee type, rubber shock-absorbers. 

Power Prant.—No engine fitted. Machine is supplied with mounting 
for any desired air-cooled engine of about 4o h.p. 

DIMENSIONS.—Wing area 10 sq. m. (107 sq. ft.). 

WEIGHTs AND JoaDINGsS.—Weight empty 255 kg. (561 Ibs.), Weight 
loaded 387 kg. (851 lbs.), Wing loading 38.7 kg./sq. m. (7.5 Ibs./ 
isc, ft.); 

PERFORMANCE (40 h.p.)—Maximum speed 150 km.h. (93 m.p.h.), Landing 
speed 65 km.h. (45 m.p.h.), Climb to 1,000 metres (3,28c ft.) GO; mmhine 

PRICE, WITHOUT Moror.—2z5,000 francs (£200). 


Arado. 
Arado, G.m.b.h., Berlin. 

This firm shows an advanced training two-seater machine 
which differs in its general design and construction from the 
well-known Fokker cantilever biplanes only in having wings 
which are not wholly covered in three-ply. The whole of the 
lower wing, and ali but about one-third of the span of the 
upper wing, have three-ply from leading edge to front spar 
only. In every other detail that is discoverable Fokker prac- 
tice seems successfully to have been followed. 
WINGs.--Staggered biplane, bottom wing ot smaller 

than upper. N type torsion struts with no lift bracing between 

wings. ‘Timber box-spars, plywood ribs. Ailerons ontop wing 
with Avro type balancing planes. 

FUSELAGE.—Welded steel tube. 

TalL. UNit.—Normal monoplane type, welded tube frames. 

LANDING GEAR.—Split-axle Vee type. 

POWER PLANT.—One B.M.W. V.A engine, 320 h.p. 
Engine mounting detachabie. 10 litres 
centre section. 

AccomMopaTIOoN.—T'wo open cockpits in tandem behind wings. 
control. 

DIMENSIONS.—Span 13.2 m. (43 ft. 5 in.), Length 8.69. m. (29 ft. 2 in.), 
‘Height 3.47 m. (10 ft. 3 in.), Wing area 39.58 sq. m. (430 Sd. ftA)z 

WEIGHTS AND LoADINGS.—Weight empty 1,275 kg. (2,805 lbs.), Weight 

_ loaded 1,985 kg. (4,367 lbs.), Wing loading 50 kg./sq. m. (10.2 Ibs. / 

sq. ft.), Power loading 6.2 kg./h.p. (13.6 lbs./h.p.). 

PERFORMANCE.—Maximum speed 180 km.h. (112 m.p.h.), Climb at 1,000 m. 
(3,280 ft.) 3 metres per sec. (590 ft. per min.), Ceiling 5,000 m. 
(16,140 ft.). : 

- Avia, 


Avia, Prague. 
ma THe Avis B.H.33. 
The Avia B.H.33, the only machine on this firm’s stand, 1s 
one of the few military aircraft in the Show which conforms 


chord and span 


Underslung radiator. 
(144 galls.) of fuel in 


Dual 


* 


The Arado Undercarriage with Fokker type suspension. 


to generally accepted British ideas of what a single-seat 

fighter should be. It is neat, compact and business-like in 

appearance. ‘The detail design and construction is sound 
and simple, and the performance is one which surpasses 
all but a few of the very latest of British single-seat fighters 
with the same type of engine. It must however be remem- 
bered that it does not carry British fighter load. Moreover it 
is very markedly of the high-altitude type upon which so 
much British effort has been spent during the past few years. 

The excellent effect produced by this machine is definitely 
enhanced by the fact that it is shown in a normal service 
finish, of dark-brown dope, enamel to match, and no polished 

—or nickelled— metal work to dazzle the eye into a neglect 

of any absence of good workmanship. 

WINGS.—Single-bay biplane, top wing of somewhat less span than 
bottom and interplane struts raking inwards upwards. Double lift 
and landing wires on both spars. Ailerons of ample looking area 
on bottom wing only. Wooden spars and ribs fabric covered. 
‘““N” type interplane struts of welded streamline tube with adjust- 
able end fittings. 

FUSELAGE.—Rectangular section, spruce framed and three-ply covered. 

Tau, Unit.—Normal monoplane type, unbalanced control surfaces. Tail 
plane adjustable in the air. 

UNDERCARRIAGE.—Cross-axle Vee type. 
centrally to Vee struts from fuselage. Rubber cord springing. 

PowrR PLaNnt.—One Jupiter (6.3 compression) 480/600 h.p. engine on 
steel tube mount, fitted with standard exhaust ring. An airscrew 
spinner cowling from the exhaust ring and fairings behind cylinders 
give entry lines not unlike those of the Bristol single-seat fighter. 
Fuel tanks in fuselage and pump feed to carburettors. 

ACCOMMODATION AND EQuirpMENT.—Pilot’s seat behind centre section, 
giving view above and below wing, fitted with very effective Triplex 
glass wind screen. Two synchronised Vickers guns, with large 
ammunition stowage, oxygen equipment, seat type parachute. No 
wireless apparently fitted. 

DIMENSIONS.—Span 8.9 m. (29 ft. 2 in.), Length 7.04 m. (23 ft. x in.), 
Height 2.79 m. (9 ft. 2 in.), Wing area 22 sq. m. (246 sq. ft.). 
WEIGHTS AND LoADINGS.—Weight empty 830 kg. (1,825 lbs.), Fuel and 
oil 230 kg. (506 lbs.), Military load 190 kg. (418 lbs.), Loaded weight 
1,250 kg. (2,750 lbs.), Wing loading 56.8 kg./sq. m- (11.2 lbs./ sq. ft.), 

Power loading 2.6 kg./h.p. (5.72 lbs./h.p.). 

PERFORMANCE.—-Maximum speed 278 km.h. (173 m.p.h.), Speed at 5,000 m. 
(16,140 ft.) 260 km.h. (161 m.p.h.), Landing speed 90-km.h. (56 m.p.h.), 
Climb to 5,000 m. (16,140 fi.) 7; min., to 6,000 m. (19,700 Fen Ww Hae peabh ole 
to 8,000 m. (26,100 ft.) 23 min., Ceiling 9,600 m. (31,500 ft.),/ Range 
600 km. (370 miles). : 


Axle is divided and hinged 


Bernard. 
Société Anonyme des Avions Bernard, La Corneuve, Seine. 


THE BERNARD FIGHTER. 

This firm showed a single-seat fighter very similar in de- 
sign to the Bernard monoplane which holds the World’s speed 
record for landplanes. It is of slightly larger dimen- 
sions than that machine, has an underslung radiator in 
place of the wing type, and, what is unusual in French 
machines, an undercarriage with a reasonable travel. 
Winc.--Tapered cantilever monoplane growing out of fuselage. Ail 

timber construction, including covering. 

FUSELAGE.—Wooden monocoque. 

art Unir.-Normal monoplane type with fin and tail plane built in one 
with fuselage. 

UNDERCARRIAGE.—A pair of streamline wooden legs built with fuselage 
and tied together by a steel cross-member. Wheels are supported 
by a telescopic member running up interior of legs, with rubber 
ring shock-absorbers somewhat like: the Fokker type and an oil 
dashport. 
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The Bernard Undercarriage. 


POWER PLANT.—400 h.p. Vee type Hispano. Tanks in wings. 

DIMENSIONS.—Span 10.8 m. (35 ft. 5 in.), Length 7.45 m. (24 ft. 6 in.), 
Height 2.5 m. (8ft. 2 in.), Wing area 16.7 sq. m. (180 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 1,023 kg. (2,250 lbs.), Fully 
loaded 1,370 kg. (3,014 lbs.), Wing loading 82 kg./sq. m. (16.7 lbs./ 
sq. ft.), Power loading 3.42 kg./h.p. (7.5 lbs./h.p.). 

PERFORMANCE (estimated).—Maximum speed 330 km.h. (205 m.p.h.), 
Speed at 4,000 m. (13,120 ft.) 320 km.h. (199 m.p.h.), Ceiling 9,250 m. 
(30,000 ft.). 

THE BERNARD BERLINE. 

This is already well known and at present holds the 
World’s record for speed over 1,000 km. with 1,000 kg. load. 
It is an eight-passenger cabin monoplane, entirely built and 
covered in wood, fitted with a Jupiter engine. A description 
and specification of this machine appeared in THE ARROPLANE 
of April 25, 1928, and it is therefore not necessary to repeat 
it here. The machine is well built, nicely finished, and looks 
a thoroughly business-like job. 


B.F.W. 
Bayerische Flugzeugwerke A.G., Augsburg. 

This firm, despite quite a large stand, showed no aero- 
planes. ‘here was however a model to about one-fifth scale 
of the Udet Flamingo training biplane which has come into 
extended use for school and exhibition flyinginGermany. The 
model is stripped of fabric and shows all details of construc- 
tion accurately, and if the real machine is as well finished 
as the model it is an exceedingly fine piece of work. 


The Flamingo type is now some years old, and is a per- 
fectly straight-forward single-bay two-seater biplane of 
wooden construction fitted with a Siemens Halske air-cooled 
radial of 75 h.p. It has frequently been described before. 


Bleriot. 
Blériot Aéronautique, Quai du Maréchal Galliéni, Suresnes. 


THE SPAD ol. 

The sole occupant of this stand is one of the new Spad g1 
fighters of the light type “‘ dit Jockey.’’ Though the term 
has publicly been applied to this particular class of machine 
since the Nieyport-Astra ‘‘ Jockey ’’ was shown at the last 
Salon, and is to be found in the official catalogue of the 
present Salon, the French Military Authorities have, st 
is alleged, now forbidden the use of the word in public. 


This machine is perched on pillars in the attitude of a 
heavily-banked climbing turn which is very effective from the 
spectacular point of view, but rather inconvenient for the 
purposes of detailed inspection. As in addition no one was 
ever discovered on the Ble1iot stand who was ready and able 
to give any information concerning it, there is little that one 
can say of it except that it is a very nice-looking little 
machine, clean in its lines and well finished. 

A description of the Spad 91 with the 500 h.p. Vee type 
Hispano-Suiza engine was published in THE ARROPLANE of 
June 27 (p. 916). The machine has the 500 h.p. three-row 
HispanoSuiza instead of the V, but otherwise does not 
differ in any discernable way from the type already described. 


THE BLERIOT 127. 


This machine is not on the Bleriot stand, but may be found 
in the exhibit of the Aéronautique Militaire. This is a large 
twin-engine cantilever monoplane, carrying a heavy bomb 
load and an imposing armament, which has been’ ordered by 
the French Government in some quantity. The perform- 
ances claimed for this machine are remarkably good con- 
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The Blériot multi-place fighter. 


sidering the great size of the machine, and it is quite an 

impressive and pleasing looking craft. 

W1nGs.—Cantilever, thick section. Of uniform chord and section from 
body to wing engine nacelles, thereafter tapering in chord and 
section to the tips. Wings attached to body nearly midway up- 
Wooden framing fabric covered. 

FUSELAGE.—Rectangular, spruce framed, fabric covered. 

Tal UNit.—Normal monoplane type, no surfaces balanced, ‘but elevators 
have trailing edge flaps over half their span, presumably to act as 
servo-motors. ; 

UNDERCARRIAGE.—One narrow track cross-axle Vee type under each 
wing engine nacelle. 

POWER PILANT.—Two 500 h.p. Hispano-Suiza ‘ Vee type’’ in nacelles 
attached to lower surface of nacelles. Radiators suspended below 
wing between nacelle and fuselage. Fuel tanks probably in wing 

ACCOMMODATION.—Gununer-bomber in nose of central body with gun- 
ring. Dual control side-by-side cockpit over wing leading edge. 
Two cockpits with gun-rings in tail of engine nacelles behind and 
below trailing edge of wings, giving almost unbroken field of fire 
except ahead through airscrews and wing. 

DIMENSIONS.—Span 23.2 m. (75 ft. 2 in.), Length 15.3 1m. 
Wing area 88 sq. m. (950 sq. ft.). : 

WEIGHTS AND J,OADINGS.—Empty 3,252 kg. (7,150 lbs.), Fully loaded 
4,466 kg. (9,820 1bs.), Wing loading 50.7 kg./sq. m. (10.6 lbs./sq. ft.), 
Power loading 4.47 kg./h.p. (9.83 lbs./h.p.). ; 

PERFORMANCE.—Speed at 2,000 m. (6,560 ft.) 221 km.h. (137 m.p.h.), at 
6,000 m. (19,680 ft.) 207 km.h. (128 m.p:h.), Climb to 4,000 m. (13,140 
ft.) 12 min. zt sec., Ceiling 8,100 m. (26,600 ft.). 


(50 ft. 6 in), 


Bourgois. 


Avions Legers Bourgois, 33, ‘Rue Jules-Guesde, Levallois- 
Perret. 


Tue Bourcors A.T.35. 


On the stand below the galleries this firm showed a very 
attractive little two-seater light monoplane, entirely built 


of and covered with wood. According to the maker’s speci-— 


fication this machine has quite a useful performance com- 
sidering the low-powered engine installed, and for economical 


aerial touring in a country well provided with flat open 


spaces such a machine might well achieve a considerable 
measure of success. The machine is called the type A.T.35 
and is constructed under licence Senemaud. ; 
WINGs.—Strut braced monoplane, wing tapering in chord and thickness 
to the tips. Built in one piece, on timber spars, three-ply covered. 
Two struts from bottom of fuselage on each side and a central 
cabane. 
to reduce landing speed. 


FUSELAGE.—Oval section, built on spruce longerons and formers and 
covered with three-ply. Very clean in outline. 

Tall, UNIT.—Normal monoplane type, with undivided elevator and rudder 
entirely above it. - Unbalanced control surfaces. 

UNDERCARRIAGE.—Split-axle -Vee type with rubber shock absorbers. 

POWER PLANT.—35 h.p. three-cylinder Anzani engine. 


ACCOMMODATION.— Passenger in open. cockpit under wing. Pilot in 
second cockpit behind trailing edge: Stick type control in back seat 
only. Both cockpits are remarkably roomy for so small a machine. 


‘ 


Ailerons along whole span, which can be used as flaps * 
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DIMENSIONS.—Span 8.85 m. (29 ft.), Length 6.4 m. (21 ft.), Wing area 
13 sq. m. (140 sa. ft.). , 9 
WEIGHTS AND LoapINGs.—Weight empty 220 kg. (484 1bs.), Fuel (49 
litres—9 galls.) 30 kg. (66 1bs.), Disposable load (excluding fuel) 
170 kg. (374 lbs.), Total weight 420 kg. (924 lbs.), Wing loading 
32.2 kg./sq. m. (6.6 Ibs./sq. ft.),. Power loading 12 kg./h.p. (26.4 


Ibs. /h.p.). : 

PERFORMANCE.—Maximum speed 14> km.h. (87 m.p.h.), Climb to 1,000 m. 
(3,280 ft.) 7 min., Ceiling 3,600 m. (11,800 ft.), Range 450 km. (280 
miles) at 100 km.h. (62 m.p.h.). 


Breguet. 


Société Anonyme des Atecliers d*Aviation Louis Breguet, 115, 
Rue de la Pompe, Paris. 


THE ROUND-THE-WORLD MACHINE. 


The place of honour on the Breguet stand is occupied by 
the Breguet XIX No. 1685, with the 600 h.p.Hispano-Suiza 
engine used by Costes and Le Brix in their remarkable 
voyage round the World. The wing tip which was damaged 
in landing at Marseilles has been repaired, and the whole 
lower wing recovered, otherwise the machine is shown just 
as it reached Paris after the journey. 

This particular machine is one of three machines built 
by the Breguet firm for attacks on long-distance records. 
In July, 1926, with a 500 h.p. Hispano engine and piloted 
by Girier and Dordilly, it established a non-stop record of 
4,700 km. (2,920 miles) in 27 hours between Paris and Omsk. 
In September, 1926, piloted by Costes and de Vitrolles, it 
flew non-stop from Paris to Assouan (4,100 km.—2,540 miles) 
in 25 hours. In October, 1926, piloted by Costes, with 
Rignot as navigator it once more set up a World’s distance 
record of 5,650 km. (3,500 miles) between Paris and Jask, and 
was thereafter on exhibition at the previous Salon in 
December, 1926. 

In June, 1927, again piloted by Costes and Rignot, it flew 
non-stop to Nijnitagilsk, 5,100 km. (3,170 miles). 

After these performances it was modified for the journey 
across the Atlantic to South America which ended recently 
as a journey round the world—except for the crossing of 
the Pacific—and a return to Paris from Tokio in six days. 
The modifications consisted of the fitting the 600 h.p. engine, 
of two extra petrol tanks—one of 200 litres (44 galls.) and one 
of 100 litres (22 galls.)—on each side of the wings, giving 
a total of 600 litres (132 galls.) more petrol capacity, the 
fitting of flotation gears, consisting of Busteed type bags in 
the fuselage and of non-return jettison valves to the petrol 
tanks, so that these could be emptied but could not then 
refill with water. 

To avoid any risk of turning over in the case of alighting 
‘on water, an inverted hydroplane was fitted to a false tail 
skid which could be protruded from the body—a device also 
originally developed under the @gis of Wing Cdr. Busteed 
during the war. Further a wireless sending and receiving 
Be ay a number of minor modifications in equipment were 
added. 

When this machine left Paris on its journey round the 
World, it weighed, with all equipment, including crew, a 
Pair of collapsible boats, spares, etc., 1,972 kg. (4,335 Ibs.). 
It carried 2,700 litres (594 gallons) of fuel weighing 1,894 kg. 
(4,170 lbs.), 140 litres (34 galls.) of oil, 152 kg. (334 Ibs.), and 
250 kg. (550 lbs.) of luggage and letters for delivery in South 
— making a total loaded weight of 4,268 kg. (9,389 

ay, 

On this last voyage the machine flew 57,000 km. (16,850 
miles) in 350 flying hrs. Its total to date is 120,000 km. (74,500 


THE BRISTOL SINGLE-SEAT FIGHTER. 


An all-metal biplane fitted with the Bristol Jupiter engine, 


miles) in 650 hours, and it certainly does not look seriously 
the worse for it. 
THE BREGUET 280T. 
This is one of several versions of the Breguet XIX type, 
transformed into a civil passenger carrier by fitting it with 
an enlarged fuselage containing a cabin. The wing section 
and the undercarriage are identical with those of the long 
distance type machine already described. 
The body extends from lower to upper wing, and the seats 
for the crew of two are ahead of the cabin, just below the 
leading edge of the upper wing and are totally enclosed. 
The cabin has seats for eight passengers which give very 
reasonable leg-room and there is an openable window to each 
seat. Luggage space is provided below the crew seats and 
also behind the cabin. 
Fuel is carried in tanks below the cabin floor. The engine 
mounting is a separate unit, so that any desired engine of 
adequate power may be fitted. In the sample shown a geared 
Renault of 500 h.p. is fitted. 
The whole machine is built on the well-known Breguet 
system of duralumin construction, and most of the fittings 
are identical with those used on the military XIX. 
DIMENSIONS.—Span 17.5 m. (75 ft. 6 in.), Length 12.25 m. (40 ft. 3 in.), 
Height 4.08 m. (13 ft. 5 in.), Wing area 56 sq. m. (600 sq. ft.). 

WEIGHTS AND LoaDINGS.—Weight empty (Renault engine) 1,375 kg. 
(3,820 Ibs.), Weight fully loaded 3,300 kg. (7,260 lbs.), Wing load- 
ing 59 kg./sq. m. (12.1 lbs./sq. ft.), Power loading 6.6 kg./h.p. 
(mabe Los. ynopsy: 


PERFORMANCE.—Maximum speed 210 km.h. (130 m.p.h.), Climb to 2,000 m. 


(6,560 ft.) 6 min., Ceiling 4,000 m. (13,120 ft.), Range with 8 pas- 
sengers and 220 kg. (484 lbs.) of goods 500 km. (310 miles), Maxi- 
mum range with approximately 250 kg. (550 lbs.) reduced pay 
load 1,100 km. (675 miles). 


Bristol. 
The Bristol Aeroplane Co. Ltd., Filton, Bristol. 
THE BRISTOL SINGLE-SEAT FIGHTER. 

The, Bristol single-seat fighter—the only British aeroplane 
in the show—is, by general admission, the most interesting 
machine to be seen in the Grand Palais. It seems to be 
somewhat difficult to persuade non-British visitors to the 
Bristol stand that a machine whose structure is entirely of 
steel can fail to be heavy, or that the construction of 
machines by the essentially British corrugated-steel-strip 
methods can be a practical proposition, but even where 
these incredulities have been most marked the greatest pos- 
sible admiration has been expressed for its beauty of design, 
its remarkable finish, and for the completeness and compact- 
ness of its equipment. 

WINGS.—Single-bay, unequal winged biplane. Spars, corrugated box 
section, solid drawn tube drag struts and swaged rod bearing. 
Ribs, Warren truss girders of channel section. Frige type ailerons 
on top wing only. Interplane struts streamline steel tube. 

FUSELAGE.—Rectangular section framing. J.ongerons of circular section 
with two projecting lips at right angles built up from two strips. 
Rigid Warren truss bracing also of built-up strip. Faired to an 
oval section by light steel frames and stringers. 

TAIL Unit.—Normal monoplane type. ‘Tail plane, etc., spars of circular 
tube. Horn-balanced elevators and fin. 

UNDERCARRIAGE.—Cross-axle Vee type. Front leg cf each Vee is attached 
to the top longeron of fuselage and telescopes on- compression 
rubbers and an oleo damper. 

POWER PrANT.—One Jupiter engine series VI (high compression). ‘Two 
fuel tanks (35 galls.—160 litres each) in top wings, direct 
gravity feed. Combined oil tank and cooler in bottom of fuselage. 


ACCOMMODATION.—Pilot behind trailing edge of cut-back centre section 
in a seat adjustable for height, with adjustable rudder bar. 

EQUIPMENT.-—Two synchronised Vickers, one at each side of cockpit. 
Marconi A.D.5 transmitter, A.D.12 receiver short-wave wireless set 
working on fixed aerial. 


Seat type parachute, oxygen apparatus, etc. 


which 


has created an excellent impression at the Salon. 
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An essential 
i instrument for flying 
: in conditions of poor 
visibility. 
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The Vickers-Reid Control Indicator 
is part of the present standard equipment of 
all aircraft operated by Imperial Airways Ltd. 


Telegrams: 
VICKERS, SOWEST, LONDON. WORKS: 
Telephone: WEYBRIDGE, 
VICTORIA 6900. LIM ITED SURREY. 


Aviation Department: Vickers House, MRT 
BROADWAY, LONDON, S.W1. 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 
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THE VICKERS “VENDACE” TWO-SEATER 
(A.D.C. “Nimbus” Engine). 


As acquired by the 
Aircraft Operating Company Limited for. 
Duty in South American Air Surveys. 


Enquiries to: 


or Aviation Department: aa 
elephicne. VICKERS HOUSE, BROADWAY, LONDON, SM. Telegrams! 
eee S200 AIRCRAFT FACTORY. WEYBRIDGE,SURREY. VICKERS, SOVYEST. LONDON. 
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Stree 


BRISTOL WING CONSTRUCTION.—From left to right: Attachment of interplane strut; spar section and 
attachment of rib; and section of wing. 


DIMENSIONS.—Span 31 ft. 6 in. (10.31 m.), Length 23 ft. o in. (7.56 m.), C.A.M.S. 

Wane Tey) Sees ees E Chantiers Aéro-Maritime de la Seine, 16, Rue d’Aguesseau, 
WEIGHTS AND LoapINGS.—Weight empty 1,987 lbs. (903 kg.), Weight Paris 

loaded 3,120 lbs. (1,418 kg.), Wing loading 10.9 lbs./sq. ft. (49.5 

kg./sq. m.), Power loading 6.9 lbs./h.p. (3.15 kg./h.p.). THE C.A.M.S.53. 

PERFORMANCE.—Speed at 10,000 ft. (3,050 m.) 178 m.p.h. (286.5 km.h.), at This is a flying boat with twin engines mounted in tandem 
20,000 ft. (6,100 m.) 172 m.p.h. (276.7 km-h.), Climb to 20,000 ft. in one nacelle below the upper centre section, desigeeduam 
(6,100 m.) 12.1 min., to 26,500 ft. (8,534 m.) 27.2 min., Service ceiling civil purposes. The example shown has no fittings €or pas- 
27000 «Ett 900,72 sengers, and the amount of porthole area provided suggests 

that it is meant purely for postal and freight service, though 

the type is said to be available for passenger work. 

It is but one of a range of seaplanes, types Nos. 53, 56, 
and 57, all identical cxcept for the type of engine used, and all 
derived from the C.A.M.S.51 type Grands Raids which holds 
the world’s altitude record with 2,000 kg. of load, and has 
made a number of long-distance journeys piloted by Lieu- 
tenant de Vaisseau Paris. 

WINnGS.—Single-bay equal-winged biplane, no stagger. Wooden con- 
struction, fabric-covered. Ailerons on both wings. : 
HuLL.—Two-step type with a very flat Vee bottom, and slab sides. 

Built on timber frames, three-ply covered, Moderate sized wing- 

tip floats below interplane struts. 

Tall Unit.—Normal monoplane type, horizontal surfaces carried from 
fin well above hull. Balanced. control surfaces. 

POWER PLANT.—Two 500 h.p. Hispano-Suiza engines (geared) in tan- 
dem below top centre section. Lamblin radiators at each side of 
nacelle. Fuel tanks built into lower centre section and droppable. 
A gas-starter is fitted. 

ACCOMMODATION.—Crew of two side-by-side well forward of wings in 
totally enclosed cockpit. Behind this is a wireless cabin. Space 
extending to well behind trailing edge available for goods or 
passenger accommodation. | 

DIMENSIONS.—Span 20.4 m. (70 ft.), Length 14.82 m. (49 ft.), Height 
5.52 m. (18 ft. 1 in.), Wing area 115 sq. m. (1,240 sq. ft.). | 

WEIGHTS AND LOADINGS.—Weight empty 3,850 kg. (8,470 lbs.), Normal 
disposable load 2,340 kg. (5,150 lbs.) (including crew, pay load, 
fuel), Normal loaded weight 6,190 kg..(13,620 lbs.), Wing loading 
53.8 kg./sq. m. (11 lbs./sq. ft.), Power loading 6.19 kg./h.p. (13.6 
lbs. /h.p.). 

PERFORMANCE.—Maximum speed 210 km.h. (130 m.p.h.), Minimum 


speed too km.h. (62 m.p.h.), Climb to 2,000 m. (6,560 ft.) rz mins. 
= Ceiling 5,300 m. (17,400 ft.). 


Caudron. 
Avions Caudron, 52, Rue Guynemer, Issy-les-Moulineaux. 


THE CAUDRON 17-A2 (LICENSE DrescaMps-BRUNET). 
This is a machine practically identical in general arrange- 
ment and layout to one exhibited by 
the original Descamps firm two years 
ago. It is now shown in skeleton form 
to exhibit the metal construction de- 
tails. The present exhibitors do not 
appear willing to publish any details 
of dimensions, performances or the 
like, but fairly full particulars have 
long since been given for the original 
Descamps-Brunet. 


coment imi iio |) eee 
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SIVA: ——- mounted in the bottom wing-roots of 


aS St ae the C.A.M.S.53 flying-boat. 
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30/80 hp. A.D.c.°° (CT RR US” aro encines 


have been supplied to the 


BRITISH ROYAL AIR FORCE 


SIX DIFFERENT GOVERNMENTS 
and are in use in 
26 DIFFERENT COUNTRIES. 


OUTSTANDING “CIRRUS” acHiEVEMENTS LATEST * CIRRUS ” succEssEs. 
ENGLAND—AUSTRALIA in 16 DAYS. BLACKPOOL PAGEANT. 
ENGLAND—AUSTRALIA (with passenger). FIVE FIRSTS 
LONDON—CAPETOWN—LONDON. eae ye 
FIVE THIRDS. 
LONDON—CAPETOWN (Lady Pilot). 
CAPETOWN—LONDON (Lady Pilot). MIDLAND AIR PAGEANT. 
eee NINTAS TROPHY 1927. lst MIDLAND OPEN CHALLENGE CUP. 
Ist KING’S CUP AIR RACE 1926. st MIDLAND INTER-CLUB HANDICAP. 
Ist KING’S CUP AIR RACE 1927, 
etc., etc. GOTHENBURG MEETING 1928. 
CIRRUS-MOTH MACHINES WON 
CIRRUS Engines are fitted in 7 EVENTS. 
D.H. “MOTH,” AVRO “AVIAN,” 
WESTLAND “WIDGEON,” SHORT “MUSSEL,” CIRRUS Engines are in use by 30 Light Aeroplane 


etc., etc. Clubs, and 11 FOREIGN Types of Light Aeroplanes. 


CIRRUS ENGINES ARE MANUFACTURED BY 


THE PIONEERS OF 4-CYL-IN-LINE AIR-COOLED LIGHT AEROPLANE ENGINES. 


A.D.C. AIRCRAFT L™- 


REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 


Telephone : Constructors of ‘‘ CIRRUS " and “NIMBUS” Aero Engines, Cables: 
olborn 4076. Constructors of ‘‘ MARTINSYDE” Types of Aircraft. Airdisco, London 
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The wing construction of the Caudron 17-A2, 


The metal construction is quite interesting. The fuselage 
is in round duralumin tube, all sides of the frame being 
triangulated by diagonal tubes. Simple wrapped fittings in 
two pieces of steel embrace the longerons. ‘These are held 
together and clamped to the longeron by small screws and 
nuts. The struts are attached to the fittings by flattened 
ends and tubular rivets. All the fittings are identical, and 
replacement needs no special tools. 

The wing spars are two channel sections of duralumin 
back to back, separated by tubular distance pieces and held 
by 13 m/m. screws. At the lift strut attachments a separate 
flat flange plate is bolted to the top and bottom of the 
channels forming a box over a short distance. Away from 
the point of maximum stress the spars are reduced by first 
stopping this flange piece, secondly by tapering the flanges 
of the two channels until at the tips there is nothing but webs 
and distance pieces left, and finally by drilling large holes 
in the web. The whole construction is undoubtedly fairly 
simple, and is in many ways well above the average of French 
quality in mechanical soundness. 

There is no wire bracing of any kind in this machine, 
and practically all controls are of the push or pull rod type. 

As a whole the machine is ugly, but it has one or two 
excellent performances to its credit. 

WINGs.—Sesquiplan with heavy backward stagger. The small lower 
wing is braced by a pair of N struts from the top of the fuse- 
lage. A second set of N struts runs from the bottom wing out- 
wards and upwards to about the half-span of the upper wing. 
Ailerons on top wing only. Duralumin spars and ribs, fabric- 
covered. Drag bracing by diagonal tubes. 

FUSELAGE.—Rectangular section, round duralumin tube, fabric-covered. 


Tai, Unit.—-Normal monoplane type, duralumin tube frames. Tail 
plane strut-braced to fuselage. No surfaces balanced. 
POWER PLANT.—One 450 h.p. Lorraine-Dietrich “W ” type, direct 


drive, on detachable mount, interchangeable with mounts for any 
engine of suitable h.p. 

AccoMMODATION.—Pilot below cut-out trailing edge of top wing. 
gunner immediately behind, with removable dual control. 

Nore.—No details of performance, etc., available. 

THE CAUDRON 140. 

This is a perfectly normal two-seater army co-operation and 
reconnaissance machine, of normal timber construction, and 
of quite pleasing lines. Considering the low power of the 
engine it can only be regarded as either an operational train- 
ing machine or for use ini service against a Power devoid of 
modern equipment. 

WinGs.—Single bay biplane, upper wing of greater span than lower, 
and raking struts. Spars and ribs of wood, interplane struts of 
streamline tube, streamline bracing wire. Ailerons on top wing 
only. 

FUSELAGE.—Rectangular timber frame, faired to rounded section and 
fabric-covered. : 

Tai, Unit.—Normal monoplane type, unbalanced control surfaces. 

UNDERCARRIAGE.—Cross-axle Vee type. Rubber cord springing. 

PoWER PLANT—One Salmson gAB 230 h.p. (air-cooled) on detachable 
duralumin mounting, interchangeable with mounts for alterna- 
tive engines. Tanks (droppable) in fuselage, 200 litres (44 galls.) 
capacity. 

DIMENSIONS.—Span 11.3 m. (37 ft.), Length 7.84 m. (25 ft. 8 in.), Height 
3.2 m. (ro ft. 6 in.), Wing area 28 sq. m. (300 sq. ft.). 

WEIGHTS.—Weight empty 896 kg. (1,97 lbs.), Fuel and oil 160 kg. 
(352 lbs.), Military load 240 kg. (528 lbs.), Loaded weight I,300 
kg. (2,860 lbs.), Wing loading 46.5 kg./sq. m. (4.55 lbs./sq. ft.), 
Power loading 5.65 kg./h.p. (12.4 lbs./h.p.). 

PERFORMANCE.—Speed at 2,000 m. (6,560 ft.) 185 km.h. 
Ceiling 5,000 m. (16,400 ft.). 

THE CAUDRON 109. 

A light monoplane two-seater fitted with the little 4o h.p. 
g-cylinder Salmson engine. This machine is by no means 
new, as it won the Coupe du Roi and three other prizes at 


Rear 


(115 m.p.h.), 


the Brussels meeting of May, 1925, and has been winning 
competitions designed to encourage economical touring and 
the like ever since. Its latest success was scored at Rheims 
in June of this year, when it won the second prize in the 
Rallye Aerienne at Rheims, carrying two persons 960 km. 
in under 103 hours. 

The first prize at this meeting was won by a similar three- 
seater, the Caudron 110, with the 60 h.p. Salmson engine. 

The machine shown at the Salon is stripped of fabric to 
display the detailed structure, and bears an official announce- 
ment that its strength justifies the granting of an aerobatic 
Carob 7A. 
WINGS.—Strut-braced parasol monoplane. Spars rectangular duralumin 

tubes, ribs spruce and three-ply, and duralumin tube bracing 


struts. 

FUSELAGE.—Rectangular section, spruce longerons and struts, wire 
braced. 

UNDERCARRIAGE.—Cross-axle Vee type, rubber cord sprung. 

POWER PraNt.—Salmson g-cylinder (9A.D.) 40 h.p. air-cooled. Fuel 


tanks in dash behind engine, gravity feed. : 
ACCOMMODATION.—Two open cockpits in tandem, one below one be 
hind wing. Dual controls. | 
DIMENSIONS.—Span 11.5 m. (37 ft. ro in.), Length 6.5 m. (21 ft. 4 in), 
Height 2.27 m. (7 ft. 5 in.), Wing area 19.1 sq. m. -(206 Sq. ftjee 
WEIGHTS AND Loapincs.—Weight empty 328 kg. (722 lbs.), Weight 
loaded 555 kg. (1,222 lbs.), Wing loading 29.1 kg./sq. m. (5.9 Ibs. 
/sa.ft.), Power loading 13.9 kg./h.p. (30.5 lbs./h.p.). ; 
PERFORMANCE.—Speed 126 km.h. (78 m.p.h.), Climb to 1,000 m. 
ft.) 16 min. 


(3,280. 


Dewoitine. 


Société Aéronautique Francaise des Avions Dewoitine, 
Chantillon-sous-Bagneux, Seine. 
THE DEWOITINE 27. 

This firm shows a single-seat fighter of their design, actu- 
ally built under licence by the Swiss Government Factory 
at Thun. In general this machine resembles well-known 
earlier types of Dewoitine, but it has become really a canti- 
lever instead of a strut-braced machine, is noticeably smaller 
and lighter than most of the previous types, and is presum- 
ably of the type dit, or perhaps one should say, interdit 
Jockey.” 

It is claimed that the characteristics of the wing section | 
used give full control down to the minimum’ speed attain- ' 
able, and that the dangers of stalling have been largely 
avoided. A machine of similar type seen at the meeting at 
Vincennes spun and looped slowly and it is possible that | 
the small elevators make it difficult really to stall on this | 
machine. f 
WiNnG.—Parasol monoplane, all in one piece, supported on each side 

by a pair of struts, one from top and one from bottom of fuselage 
to each spar at about one-quarter of the half-span from centre 
line. Spars and ribs of duralumin, fabric-covered. Maximum | 
chord of wing at about one-third out towards tips, marked taper 
to tips, and a cut back of the trailing edge towards centre line. 
Narrow chord, unbalanced ailerons over two-thirds of span. { 

FUSELAGE.—Oval section duralumin sheet covering rivetted to channel) 
section formers, reinforced by a few light tubular longerons. 

Tai, UNnit.—Normal monoplane type, duralumin-covered without ex-' 
ternal bracing. Surfaces unbalanced. Very small elevators. ( 

UNDERCARRIAGE.—Vee_ type. The axle is hinged centrally and sup- 
ported on a cabane above the level of the wheel centres, producing 
a semi-split axle effect. 

POWER PLANT.—500 h.p. Vee (type 57) Hispano-Suiza engine. Under- 
slung Lamblin radiator. Droppable fuel tank in bottom of fuse- 
lage. 

ACCOMMODATION.—Pilot’s seat behind trailing edge. Equipped with 
two synchronised machine-guns, and seat type parachute. 

DIMENSIONS.—Span 9.8 m. (32 ft. 2 in.), Length’6.5 m. (21 ft. 4 in.),) 
Height 2.9 m. (9 ft. 6 in.), Wing area 17 sq. m. (182 sq. ftt.). 

WEIGHTS AND LoaDINGs.—Weight empty 930 kg. (2,046 Ibs.), Weight 
loaded 1,370 kg. (3,014 kg.), Wing loading 80.7 kg./sq. m. (16.5 Ibs./| 
sq. ft.), Power loading 2.54 kg./h.p. (6.03 lbs./h.p.). 

PERFORMANCE.—Speed at sea level 310 km.h, (192 m.p.h.), at 5,000 m. 
(16,400 ft.) 295 km.h. (183 m.p.h.), Climb to 5,000 m. (16,400 ft.) 

' 8% min., Service ceiling 9,250 m. (30,000 ft.), landing speed 90 km.h.| 

(56 m.p.h.). 


Dornier. 
Dornier Metallbauten G.m.b.H., Friedrichshafen. | 


} 

This firm’s commodious stand is occupied by one beauti- 
ful scale model of the Jupiter-engined Super-Wal, and a 
number of excellent photographs. | 


Farman . | 


Société des Avions, H. and M. Farman, Billancoutt, Seine. 
THE FARMAN 180, { 
This machine is described as an ‘‘avion de transport de 
luxe ’’? and is shown minus wings. It is difficult to believe 
that the fuselage, centre section and undercarriage in yy 
Grand Palais are anything more than a ‘‘ mock up.” de 
signed to impress potential passengers, though one is 
assured that the machine is intended seriously and that 2 
real machine of this type is expected to do useful work. 
The F.180 is a large biplane which is to weigh 8 tons fully 
loaded.. It has two 500 h.p. Farman engines in tandem in 4 
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nacelle on the top of the centre section some twenty feet 
above ground level, and. it has an undercarriage which ap- 
pears to have no more than about three inches of travel 
and a track which may be seven feet wide, but is certainly 
not more. It is apparently intended to fit wing-tip skids to 
supplement the rudimentary undercarriage, and it would 
certainly be amusing to watch the efforts of this machine 
sideways on to a moderate breeze, to turn upwind. 

Whatever one may think of the avion de transport aspect 
of the F.180 the de luxe section is well done. The central 
section of the cabin which is 8 metres (26 ft.) long is occu- 
pied by an elaborately equipped American bar and a small 
electric oven and hot-plate. The bar ought to have been 
at work and the machine could then certainly have been 
described as the success of the show. 

Ahead of the bar the cabin shown is fitted with sleeping 
bunks, in the bar section are seats and a settee which would 
accommodate four or five, and in the section behind are 
ordinary passenger seats. 

Despite this lavish equipment the machine is expected to 
carry 53 lbs. of pay load per h.p. to cruise at 100 m.p.h. and 
to fly on one engine approximately fully loaded It is de- 
voutly to be hoped that these estimates may be fulfilled. 

It is, of course, easy enough to make fun of the elaborate 
arrangements shown for the comfort of passengers in the 
case of a machine which looks so obviously impossible as an 
aeroplane, but it would be a thoroughly good thing if a few 
of the British designers and operators of passenger aircraft 
could be inoculated with a mild dose of the prevalent Conti- 
nental concern on this subject. Safety and economy are 
excellent slogans in their way, but they will not produce 
large quantities of passenger traffic particularly on long 
journeys if continuous acute discomfort accompanies them. 
WINGS.—Two bay biplane, top wing with large overhang. Normal 

wooden construction fabric covered. 

Bopy.—Oval section, monocoque type. 

Tat, UNnit.—Norural monoplane type, horn-balanced control surfaces. 
Rudder by no means large. 

UNDERCARRIAGE.—Cross-axle Vee type. Rear member of each Vee vertical 
with some form of telescopic springing device. Front member takes 
ground resistance loads in tension, and looks likely to fail if 
machine were towed from the tail-skid. 

POWER UNnIt.—Two Farman W type, 500 h.p. 1n tandem above top centre 
section, fitted with silencers. No information available as to fuel 
arrangements and other power plant details. 

AccomMMopaATION.—Side-by-side totally enclosed seats for pilot and assist- 
ant in nose of fuselage. Wireless cabinet immediately behind cock- 
pit. Cabin already described. Lavatory and luggage compart- 
ment behind cabin. 

DIMENSIONS.—Span 26 m. (85 ft. 4 in.), Length 18 m. (59 ft.), Height 
5.8 m. (19 ft.), Wing area 172 sq. m. (1,825 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 4,500 kg. (9,900 lbs.), Crew (3) 
200 kg. (440 lbs.), Fuel (for 500 km.—310 miles) 800 kg. (1,760 lbs.), 
Pay load 2,500 kg. (5,500 ibs.}, Loaded weight 8,000 kg. (17,600 Ibs.}. 

EstTIMATED PERFORMANCE.—Maximum speed 190 km.h. (118 m.p.h.), Cruis- 
ing speed 160 km.h. (99 m.p.h.), Ceiling, fully loaded 4,000 m. 
(13,120 ft.). 

THE FARMAN 190. 

This is quite a neat-looking cabin monoplane of the type 
made popular by American constructors and now spreading 
all over the world. It has no points of striking novelty, 
unless the absence of any provision for bracing the joint 
between the undercarriage leg and the front lift strut against 
fore-and-aft loads is to be so accounted. 

The machine is nicely finished and should fly excellently. 
WinGs.—Strut braced monoplane, uniform chord and section, of normal 

timber construction, fabric covered. Wing directly on top of body. 

FUSELAGE.—Deep rectangular section, spruce framed, three-ply covered. 

TAIL UNit.—Normal monoplane type. 

UNDERCARRIAGE.—Split-axle wide-track type. Axles hinged to bottom 
corners of body, supported by telescopic vertical legs to front lift 
strut. Joint of leg and lift strut braced by steel tube to top corner 
of fuselage. 

POWER PLANT.—One Bristol or Gnéme-Rhéne Titan engine of 230 h.p. 
Gravity tanks in wing. 

AccOMMODATION.—Pilot in totally-enclosed cockpit below leading edge 
of wing. Cabin with side entrance seating four below wing. 
DIMENSIONS.—Span 14 m. (46 ft.), Length 1o m. (32 ft. 10 in.), Wing 

area 39 sq. m. (410 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 750 kg. (1,650 lbs.), Fuel for 
500 km. (310 miles) 300 kg. (660 lbs.), Load (including pilot) 550 kg. 


(1,210 lbs.), Weight loaded 1,600 kg. (3,520 lbs.), Wing loading 
41 kg./sq. m. (8.6 Ibs. sq./ft.), Power loading 6.96 kg./h.p. (15.3 
Ibs. /h.p.). 


PERFORMANCE.— Maximum speed 185 km.h. (115 m.p.h.), Ceiling 5,000 m. 
(16,400 ft.). 


Fiat. 
Societa Anonima Fiat, Turin. 


THE Frat S.R. 

This machine was exhibited on the Italian official stand, 
and, as with other machines on the same stand, there was a 
total lack of information. It is a single-seater biplane, with 
rigid strut bracing between wings, in appearance almost 
exactly like its big bombing brother, the B.R.II. 

The machine is fitted with the 500 h.p. Isotta Fraschini 
engine, and it undoubtedly has a very high top speed. It 
also lands very fast. 


SF 


Apart from the Warren truss wing bracing, which is of 
streamline steel tube, and a wide track, axle-less under- 
carriage, the machine has no outstanding peculiarity. It js 
however, as well made and finished as are all Fiat products. 


Focke-Wulf, $ 
Focke-Wulf Flugzeugbau, A.G. Bremen. 
This firm show a scale model of their Méwe passenger 
carrier with the Jupiter engine. This machine was described 
in THE AEROPLANE of May 30, 1928. 7 


Fokker. 
N.V., Nederlandsche Vliegtuigenfabriek, Amsterdam. 
THE FOKKER C.V-D. : 

This two-seater general utility military machine has been 
manufactured for some considerable time, and the example 
shown differs little if it all in essentials from others of its 
type which have previously been described in this Paper. 
It is shown at the Salon in skeleton form, even to the 
extent of having the ply-wood covering left off considerable 
areas of the wings, and thus makes obvious the simplicity 
of Fokker construction, and the real excellence of the work- 
manship put into it. 

There are, of course, still people who doubt the reliability 
of the Fokker fuselage construction, and to attempt to 
convince these, there is provided on the stand a large anvil, 
a hammer, and an assortment of typical welded joints which 
the sceptic is invited to demolish. No one had succeeded 
in parting such a joint during the first week of the Salon, © 

In particular connection with the C.V-D there are to be 
seen three complete engines on interchangeable mounts, and 
these three engines are taking turns in the machine itself 
at regular intervals, so that the real interchangeability of 
different engines shall be put beyond doubt. The engines 
at the Salon are the 450 h.p. “‘ W ” Lorraine-Dietrich, the 500 
h.p. type 51 ‘‘ Vee’? Hispano, and the 450 h.p. Jupiter. 

Interchangeable wings may also be fitted, of larger surface 
to turn this into the C.V-E to carry a larger load or for 
longer range. | 
WinGs.--Cantilever biplane with lower wing of smaller chord and span 

than upper. One Vee interplane strut between upper and lower 

wing. Spruce and three-ply box-spars, three-ply ribs and three- 
ply covering. Ailerons on top wing only. 

FUSELAGE.—Fokker welded tube construction. Rectangular section. 

Tatil Unit.—Normal monoplane type, welded tube frame, fabric covered. - 
Tail plane strut braced from fuselage. Balanced rudder, adjustable 
tail plane. 

UNDERCARRIAGE.—Cross-axle Vee type. Front leg of each Vee is @ 
double tube and the axle is slung on rubber between the two. 
tubes. Steerable tail-skid with renewable shoe. 

POWER PLANT.—Almost any engine of 400 to 600 h.p.. (See note on. 
interchangeable engine mounts.) Underslung radiators used for 
water-cooled engines. Droppable fuel tank of cylindrical section | 
nee in front bay of fuselage. Alternatively wing tanks may be 
tted. 

ACCOMMODATION.—Two open cockpits in tandem behind wings, pilot in 
front. Military equipment may be arranged for almost any purpose. 

DIMENSIONS.—Span 12.5 m. (41 ft.j, Length 9.5 m. (31 ft. 14 in.), Height | 
3-3 m. (10 ft. ro in.), Wing area 28.8 sq. m. (310 sq. ft.). 

WEIGHTS AND LoaDINGs.—(500 h.p. Hispano-Suiza) : Weight empty 1,360 
kg. (2,997 lbs.), Crew 160 kg. (353 lbs.), Armament, etc., 160 kg. 
(353 lbs.), Fuel and oil 280 kg (617 lbs.), Total weight 1,960 kg. 
(4,320 lbs.), Wing loading 68 kg./sq. m. (13.9 lbs./sq. ft.), Power | 
loading 3 kg./lup. (6.6 lbs. /h.p.). } 

PERFORMANCE.—Maximum speed 250 km.h. (156 m.p.h.), Minimum speed 
95 km.h. (59 m.p.h.), Range at 207 km.h. (129 m.p.h.) and load as! 
above 500 km. (310 miles), Range with full tanks 7oo km. (440 miles), 
Climb to 3,000 m. (9,840 ft.) 7.8 min., to 6,000 m. (19,680 ft.) 27 min., | 
Service ceiling 6,540 m. (21,150 ft.). 


The Fokker tail-adjusting gear. 
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‘YHE FOKKER C.VIil. 
This is a three-seater long-range reconnaissance machine 
te Dutch military requirements, and with the exception of 
the well-known Fokker Universal, which it closely re- 
sembles in lay-out, it is the first braced monoplane built by 
Fokkers for many years. Standard Fokker practice is used 
throughout the construction, and the machine is decidedly 
businesslike in appearance. 
Wrincs.—Single piece monoplane, strut braced. 
ribs, three-ply covering. 
FuseLaGe.—Rectangular, welded steel tube construction. 
Tat, UNIt.—Normal monoplane type, welded steel frame, fabric covered. 
Adjustable tail plane, unbalanced control surfaces. 
UNDERCARRIAGE.—Wide track split-axle type. Shock absorber legs run 
to front lift strut, and joint braced upwards to top and forwards to 
bottom of fuselage. 
PoWER PLANT.—Hispano-Suiza type 12 LB 600 h.p. 


Box spars, three-ply 


Underslung retract- 


able radiator. Bullet-proof fuel tank in fuselage. Alternative 
engines may be fitted by changing the engine mount. 
AccoMMopDATION.--Pilot in open cockpit below leading edge. Open cock- 


pit for observer below trailing edge, with internal accommoda- 
tion for wireless operating, use of camera, etc. There is room 
below fhe petrol tank for this observer’s legs in a prone position 
using a bottom gun for tail defence. Behind is a rear gunner’s 
position with Scarff-ring. 

DIMENSIONS.—Span 14.03 m. (46 ft. 2 in.), Length 11.15 m. (36 ft. 7 in.), 
Height 3.15 m. (10 ft. 4 in.), Wing area 35 sq. m. (377 sa. ft.). 
WEIGHTS AND LOADINGS.—Weight empty 1,550 kg. (3,416 lbs.), Crew (3) 
270 kg. (595 lbs.), Fuel and oil 345 kg. (760 lbs.), Armament, etc., 
235 kg. (519 lbs.), Loaded weight 2,400 kg. (5,290 lbs.), Wing load- 
ing 68 kg./sq. m. (139 lbs./sq. ft.), Power loading 3.6 kg./h.p. 

(7.9 lbs./h.p.). 

PERFORMANCE.—Maximum speed 228 km.h. (142 m.p.h.), Minimum speed 
too km.h. (62 m.p.h.), Climb to 2,000 m. (6,560 ft.) 6.35 min., to 
5,000 m. (16,400 ft.) 25} min., Service ceiling 5,800 m. (19,050 ft.), 
Range at 187 km.h. (116 m.p.h.) 650 km. (410 miles.). 


Hanriot. 
Avions R. Hanriot, 2, Route de Bézons, Carriéres-sur-Seine. 
THE HANRIOT 431 

This is a two-seater advanced training machine shown in 
skeleton form to exhibit the metal construction. So far as 
the fuselage is concerned there is little to remark. Square 
duralumin tubes are used and flat plate joints not unlike 
those used by the Hawker Co. in England make a simple 
and sound assembly. 

The wing spars are rectangular duralumin tubes, drilted 
full of holes as is customary in France. The ribs are of 
ordinary three-ply and spruce type with a very elementary 
method of attachment. A strip of spruce about 5-16 in. 
X 7 in. is laid on top and bottom of the spar between each 
tib, The ends of this strip are halved to pass below the 
tib flanges, and butt against the similarly halved end of 
the next strip. Two brass brads are then driven through 
each rib flange one into each of the strip-ends. The brads 
project through lightening holes into the interior of the 
spars proper and inflicted a painful wound on the finger 
of one earnest enquirer into the details of the machine. 
WINGS.—Equal-winged biplane with one I strut of dural. plate per 

side. Duralumin tube spars, wooden ribs. 
FUSELAGE.—Rectangular section, of square 

braced. 
Tat, Unit.—Normal monoplane type, duralumin framed. Control sur- 
faces unbalanced. 
POWER PLaNt.—One falmson 9A.B. (air-cooled) 230 h.p. 
ACCOMMODATION.—Two open cockpits in tandem with dua! control. 
No data as to dimensions or performance available. 
, THE Hanriot Styx. 

This machine is officially described as an “ avion estafette,” 
or in other words ‘“‘ express messenger ’’ type. The French 
official specification for this type requires that it shall be 
Suitable also for the preliminary training of pilots, and for 
transporting a wounded man on a stretcher. 


duralumin tube, wire- 


Be ee 
‘THE HANRIOT STYX. 


An all-metal monoplane fitted 


It is further required to be easy to fly and land, of robust 
Sia aay. simple to maintain, and to have an engine of 
100 h.p. 

The name given to this particular effort to meet the speci- 
fication suggests some doubt on the part of the inventor as 
to whether the machine will satisfactorily meet the designed 
end. It might almost be more aptly termed “avion de 
transition,’ for it seems likely to ensure a rapid crossing of 
the river after which it is mamed. 

The fuselage is of rectangular section and is built of 
square duralumin tubes on very much the same lines as the 
type 431. Behind the wing over a length of at least six 
feet one side of the fuselage is entirely unbraced. This 
section is closed by a door hinged at the top longeron which 
when closed is held to the bottom longeron by three or four 
spring clips. It seems to be believed that this door when 
in place will serve as an effective bracing. ‘There is in the 
length covered by this open bay a large cockpit opening, 
and in the bay ahead of it there is another cockpit with a 
side entrance door. 

As*the machine is a cantilever monoplane with a wing 
supported entirely from the top rail of the fuselage the wing 
structure cannot in any way serve as an external bracing to 
the fuselage, and this multiplicity of unbraced bays starts 
at the main undercarriage attachment and extends about 
halfway to the tail. 

The fuselage is entirely covered in aluminium sheets with 
widely spaced stiffening corrugations rolled into them. 
These covers are in small sections, and are held on by 
multitudes of small screws with milled nuts. The fixing is 
not such as to warrant any reliance on the covering as a 
stress carrying member. The sole object of the arrangement 
is accessibility. 

The sight of a French mechanic searching for minute 
milled nuts after a field repair that called for the removal 
of one or two of these plates should provide endless enter- 
tainment to those in the neighbourhood. 

It is quite impossible to take this aircraft seriously. 


Heinkel. 


’ Ernst Heinkel Flugzeugwerke, Warnemiinde. 

The Heinkel exhibit consists of a float seaplane of the 
same type as that which won the German seaplane compéeti- 
tion in 1926. The competition machine was fitted with a 
Napier Lion engine, whereas one of the new B.M.W.VI 
engines is in the machine at Paris. 

WING.—Strut-braced low-wing monoplane “ formule Brandenburg.’ 
Wooden construction with steel tube N struts from float unde 
carriage. This machine is one of the few at Paris that ha 
ailerons of satisfying size. 

FUSELAGE.—Rectangular section, very considerably 
wards the tail. Wooden construction. 

Taw Unit.—Normal monoplane type. 

UNDERCARRIAGE.—Twin box-type floats of very wide beam and mainly 
three-ply construction.. Supported on two pairs of N struts from 
fuselage and two spreader bars. 

POWER PLANT.—One B.M.W.VI water-cooled Vee engine 500/700 h.p. 

ACCOMMODATION.—Three open cockpits in tandem. 

WEIGHTS._Empty 2,005 kg. (4,411 lbs.), Loaded 2,905 kg. (6,391 lbs.), 
Power loading 5.8 kg./h.p. (12.8 lbs./h.p.). 

PERFORMANCE.—Speed 230 km.h. (143 m.p.h.), Climb to 3,000 m. (9,840 
ft.) 12.6 min., Landing speed 88 km.h. (55 m.p.h.). 


© cocked-up ” ta 


Junkers. 
Junkers Flugzeugwerke A.G., Dessau. 
The Junkers exhibit is a machine of the W.33 type, with 
equipment similar to that fitted to the Bremen for the first 


successful East—West crossing of the North Atlantic, Photo- 
graphs and descriptions of this equipment were reproduced 


Salmson engine, which can be used as a two-seat 
touring or training machine or an ‘‘ Avion Sanitaire.”’ 


with a 


102 


in THE AEROPLANE of April 18, and that description applies 
with complete accuracy to the machine shown. 

The W.33 is a freight and baggage carrier. The space 
normally occupied by a passenger cabin is open for goods. 
In the Bremen a narrow gangway was left from the pilot’s 
cockpit aft and on each side a tank of 1,100 litres (500 
gallons) was installed. At the aft end of the gangway a 
hammock was slung. Otherwise the machine is perfectly 
standard. 

The general constructional features of Junkers machines 
are too well known to need recapitulation. The dimensions 
and so forth of the W.33 type are :— 

DIMENSIONS.—Span 17.75 m. (58 ft. 3 in.), Length 10.5 m. (34 ft. 5 in.), 

Height 3.5 m. (rr ft. 6 in.), Wing area 43 sq. m. (462 sq. ft.) 
WEIGHTS AND LOADINGS.—Weight empty 1,420 kg. (3,124 lbs.), Weight 

loaded 2,500 kg. (5,500 lbs.), Wing loading 58 kg./sq. m. (13 lbs. /sq. 

ft., Power loading 8.5 kg./h.p. (18.7 lbs./h.p.). 

(The fully-loaded weight of the Bremen at the start from Baldonncl 
was 3,700 kg. or 8,140 lbs.) 

PERFORMANCE.—Maximum speed 187 km.h. (116 m.p.h.), Ceiling 4,300 m. 

(14,100 ft.). 


Klemm-Daimler. 
Leichtflugzeugbau Klemm, Sindelfingen, Wurtemburg. 


This firm exhibit one of their well 
known two-seater light monoplanes with 
the two-cylinder 20 h.p. Mercedes 
engine with reduction gear, 


This machine is by now so well known 
that further description is barely neces- 
sary beyond saying that it is a low-wing 
cantilever monoplane, wooden-framed 
and three-ply covered, with tandem dual 
contro] seating. 


Despite its low power it has a dis- 
tinctly useful performance and has many 
notable flights to its credit. 


The machine is well made in all 
essentials, but is very crudely finished 
in respect to minor detail. 


PERFORMANCE.—Maximum speed 120 km.h. (75 
m.p.h., Landing speed 45 km.h. (28 m.p.h.’. 
Climb to 1,000 m. (3,280 ft.) 8 mins., Ceil- 
ing 6,500 m. (21,300 ft.). 


Levasseur. 


P. Levasseur, 17-21, Place Felix Faure, 
Paris 


This firm show their latest torpedo 
or bomb carrier for naval service. Like 
previous machines of this make a very 
large fuselage, built much as the hull of 
a flying-boat *s made, and fitted with a 
Vee bottom, is used to give flotation 


The Levasseur dropping undercarriage 


on ‘the torpedo-carrier, which when 
released permits the machine to alight 


on water. 


The Aeroplane 


THE HEINKEL HE.o.—A three-seat general-service seaplane fitted with the 500 h.p. B.M.W.VI engine. 
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in the event of forced landing at sea. Yo further this en 
the undercarriage may be dropped, and wing tip floats ar 
provided. ; } 


The machine is a three-seater, very large and rather ugly) 
but well made, and it is difficult to see how a much bette 
job could be made to meet the very complex requirements 
the French navy. . 


Wincs.—Single-bay biplane. Bottom wing of less span than top. Ove 
hang of top plane may be folded down, and the whole wing stru 
ture folded in the usual way. Wooden spars and ribs, steel fitting 
fabric-covered. ‘ | 

Fusriace.—Timber framed, three-ply covered with Vee bottom but r 
step. : ; 

Tar. Unit.—Normal monoplane type. Steel tube frame, fabric-covere: 

UNDERCARRIAGE.—Split-axle type, with compression rubber springin 
May be dropped from pilot’s seat for landing in water. 

POWER PLANT.—One 580 h.p. Renault engine with reduction gea 
Lamblin radiators on bottom centre section struts. | 

AccOMMODATION.—Three tandem cockpits. Pilot in front with torped 
release gear. Observer wireless operator who can also contr) 
torpedo next. Rear gunner aft. ae 

DIMENSIONS.—Span (top) 18.0 m. (59 ft.), Span (bottom) 13.6 tag { 
8 in.), Width wings folded 5.85 m. (19 ft. 4 in.), Length 11.68 1 
(38 ft. 9 in.), Height 4.9 m. (16 ft. r in.), Wing area 77.5 sq. 1| 

(Sa5Sqi tte) - : | 
{ 


| 


\\ 
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“FricHt” i hotogruph. 


The “Bristol” Single-Seater Fighter, a machine 

of exceptionally high performance embodying 

the latest “Bristol” practice in steel conz 

struction, will be exhibited on the “ Bristol” 

Stand at the Paris Aero Exhibition, June 29th 
to July 15th, 1928. 


‘THE TIMES,” 30th June, 1928: 
e . . a sirgle seater fighter shown by the Bristol 


Aeroplane Company . . . very considerably surpasses any 
other in the show in performance, ingenuity of design, work- 
manship and equipment .. .” 


Full details will be available on the ‘‘Bristol’’ Stands regarding ail types of 
“Bristol'’ Aeroplanes and ‘‘Bristol” Aers Engines. If you are unable 
to attend the Exhibition personally, write for full particulars to 


THE BRISTOL AEROPLANE CO., LTD., 
FILTON — BRISTOL. | 


Telegrams: ‘‘ Aviation, Bristol.” Telephone: 3905 Bristol. 


KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 
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WEIGHTS.—Useful load 1,000 kg. (2,200 lbs.), Weight fully loaded 3,650 
kg. (8,030 lbs.), Wing loading 47 kg./sq. m. (9.6 lbs./sq. ft.), 
Power loading 6.3 kg./h.p. (13.9 lbs./h.p.). 

PERFORMANCE.—No information obtainable. 


Liore et Olivier. 


Loiré et Olivier, 6-16, Rue de Villiers, Levallois-Perret.* 
THE LEO.20. 


This is a large twin-engined bomber, entirely built of 
duralumin except for the covering, and shown uncovered 
and with the wings detached and erected wing-root to wing- 
root, to make a kind of Hiffel Tower in the centre of the 
Grand Palais. he machine has most of its military equip- 
ment in place, and it is always interesting to observe the 
ingenuity normally displayed in stowing the very complex 
gear carried on these large French machines, and very 
particularly to contrast the real skill often shown in this 
respect with the remarkably off-hand improvisation in regard 
to essential details of the aeroplane and its control. 

This particular machine is rather a typical case of uneven 
quality in design and layout. Just behind the pilot’s cock- 
pit is an impenetrable mass of bomb-gears, tanks and other 
impedimenta. To get the controls for the tail past this, a 
really nicely designed control gear is coupled up by wires 
to a series of lay-shafts, and all control wires are thus 
brought to the top of the fuselage. 

Though a twin-engined job, the machine has but one 
central rudder and that not enormously large. To allow for 
uneven engine thrust, etc., the fin is arranged to turn, and 
this is effected through a substantial worm-gear cable 
operated from the seat. 


Throughout the fuselage solid wire bracing is used, but it 
is particularly pointed out that these are not piano wires, 
but have jumped-up conical heads, so that the usual trouble 
with piano-wire loop ends is avoided. 

Yet the wires from the rudder-bar to the rudder lay-shaft 
are ordinary piano-wires of about 14 gauge, and the whole 
of the engine control connections are made by using an 
immense amount of 20 gauge wire to couple-up enormous 
numbers of small bell-cranks. There must be at least one 
hundred short lengths of such wire, each with a turnbuckle 
between the engine control levers and each engine, and how 
on earth they can be expected to stay in correct adjustment 
heaven alone knows. 

This particular machine is really terrifying in this respect. 
In general layout it is quite reasonable, it is clean, and it 
has quite a good performance. Much ‘ingenuity has been 
spent on many of its details, many others of primary im- 
portance seem just to have happened, and are certainly not 
calculated to inspire confidence in British minds. 
Wincs.—Equal-winged unstaggered biplane, three rows of struts per 


side. Spars rectangular duralumin tubes full of lightening 
holes. Ribs of trough section duralumin, Warren girder type. 
Dural. tube drag struts and solid wire drag bracing. Usual 


small chord ailerons. 

FUSELAGE.—Rectangular section, of square dural. tube throughout and 
simple plate fittings. Most of the strut tubes have large numbers 
of small holes drilled through them for no apparent reason. 

Tau, Unit.—Normal monoplané type, except that fin is hinged to the 
stern post like a normal balanced rudder, and may be set over 
to trim. The rudder is then hinged to the fin trailing edge. 
Tail plane is adjustable in the air. All tail spars are tubes, 
rectangular for the tail plane. Ribs are pressed from sheet duralu- 
min. 

UNDERCARRIAGE.—One wheel (below each engine) is slung between 
two built-up duralumin boxes attached to the front and rear 
wing spars. The axle of the wheel works in horn-blocks on 
rubber cord. The whole undercarriage, except lower third of wheels 
enclosed in a sheet metal trouser. 

PowER PLANT.—Two Gnéme-Rhéne Jupiter engines on detachable 
mounts carried from lower centre section. Oil tanks in engine 
nacelles. Iarge bullet-proof fuel tank, droppable, in fuselage be- 
hind pilot. 

ACCOMMODATION AND EQUIPMENT.—Bomber in nose of fuselage with 
Scarff ring. Pilots’ seats with dual control (accessible to bomber). 
Rear gunner wireless operator well behind wings. This seat is 
provided with a lift, consisting. of a duralumin cage like a small 
bath, in which the gunner sits. This runs on four tube guides 
and is balanced by the pull of rubber cords stretching to the tail 
and back over pulleys. In the top position of this lift the occu- 
pant fights the top gun. At the bottom position the bath projects 
through the bottom of the fuselage and a tail defence gum can 


be used. Intermediately the wireless gear is accessible. Internal 
racks for 10 medium bombs are carried behind pilot. Racks for 
7 large bombs below fuselage and lower centre section. Wireless, 
camera, and sundry other equipment provided. 
DIMENSIONS.—Span 22.2 m. (73 ft. 8 in.), Iength 13.77 m. (45 ft. 2 in.), 
Height 4.26 m. (14 ft. o in:), Wing area 105 sq. m. (1,130 sq. ft.). 
WEIGHTS AND LOADINGS.—Weight empty .2,580 kg. (5,676 lbs.), Normal 


loaded weight 5,060 kg. 
5,600 kg. (12,320 lbs.), Wing loading 48.2 kg./sq.m. 
ft.), Power loading 6.02 kg, /.p. (13.6 lbs./h.p.). 

PERFORMANCE.—Maximum speed 196 km.h. (122 m.p.h.), Speed at 3,000 
m. (9,840 ft.) 189 km.h. (117 m.p.h.), Climb to 3,000 m. (9,840 ft.) 
18.6 min., Absolute ceiling 5,750 m. (18,800 ft.). 


(11,132 lbs.), Maximum permissible load 
(9.86 lbs./sa. 


| Tur LnO. Hr80o. 
This machine, of very simple design, is a little flying 
boat designed for shipboard use and for seaplane training 

It is not new, and seems more likely. to appeal to sportir 

private owners than to any naval service. | 

WING.—Single-piece wooden cantilever monoplane mounted direct 
on top of hull. 

HuLL.—Wide-beamed, flat-bottomed three-ply box with one deep ste; 
Wing-tip floats of duralumin carried on struts well below wii 
and fairly close in. 

Ta, Unit.—Normal monoplane type. Tail plane carried high | 
hull by fin and braced to hull by diagonal tubes. 

POWER PLANT.—One Salmson 9A.C. (air-cooléd) engine 120 h.p. cari 
in a streamline egg on struts above wings. Shaft drive throu; 
flexible couplings to a pusher airscrew over trailing edge. Fv 
in tanks in wings, pump-fed to carburettor, } 

ACCOMMODATION.—T wo silesby ai9s seats im enclosed cockpit elk 
leading edge. \ 

DIMENSIONS.—Span 11.2 m, (36 ft. 8 in.), Length 7.25 m. (24 ft. wi in 
Height 2.7 m. (8 ft. 10 in.), Wing area 17.2 sq. m. (185 sq. ft.), | 

WEIGHTS AND LoapINcs.—-Weight empty 680 kg. (1,495 lbs.), Weig 
loaded 960 kg. (2,112 lbs.), Wing loading 55.8 kg./sq. m. mc 
lbs./sq. ft.), Power loading 8 kg./h.p. (17.6 lbs./h.p.). | 

PERFORMANCE.—Maximum speed 170 km.h. (106 m.p.h.), Climb to 2, 
m. (6,560 ft.), 18 mins. Ceiling 3,500 m. (11,500 ft.). 


Macchi. 


On the stand of the Ministero Aeronautica of Italy 
shown’ the Macchi M.52 racing seaplane, which at prese 
holds the world’s speed record and took part in t) 
last race for the Schneider Trophy. It is a singularly nic 
looking machine, except that the lines of the rear end | 
the fuselage are a little devoid of grace. As no informati) 
that has not already frequently been published could 
obtained concerning it there is little to be said on t: 
subject. i 

Morane-Saulnier. a ‘| 
Société Anonyme des Constructions A éronautiques Morar. 
Saulnier, Rue Volta, Pateaux, Seine. 


THE MORANE 140. 


This is the famous Morane parasol monoplane with pial 
wire wing bracing that seems to have remained unaltet! 
since about 1914. During one’s stay in Paris the opp: 
tunity of seeing one of these machines handled by a gc! 
pilot occurred, and it was possible to understand the reas: 
for its continued existence. It is certainly one of the fin' 
acrobatic machines in existence, and one is further assu1’ 
that it is,one of the most stable and easiest to fly of traimni: 
machines. 

The present specimen is fitted with the new Lorraine fi, 
cylinder air-cooled radial of 100 h.p., instead of the us) 
rotary, but otherwise calls for no comment, 


THE MORANE 130. 


This again is a well-known type of advanced training r. 
chine. It has a thick wing, strut-braced to about half-v) 
out along the span, and may be fitted with almost ¢) 
engine of about 200 h.p., including the 180 h.p. Hispa) 
Suiza. The machine at the Salon has the 230 h.p. Salmi 
A.Bg radial, and thus equipped may be used for photograp. 
sutvey, or even for pe service against ill-equip): 
enemies. | 

This, like nearly all Morane products, is a sound, straigt 
forward job, and though no details of performances K 
available, it should be fast and climb well. | 


THE MORANE 121. 


A single-seat fighter, also of the parasol monoplane ty: 
strut- braced, and entirely of duralumin. The engine 1) 
400 h.p. Hispano- -Suiza. Being a new military type, ‘ 
secrecy being apparently acute in France at the moment,! 
information as to details are available. 

The machine looks very like many other Morane machi: 
externally, and it is unfortunate that no opportunity ih 
given to visitors to ‘the show to see what sort of a? 
Morane makes of duralumin construction. 
cedent, it should be above the average. 


Judging by if 


Mureaux. 
Ateliers des Mureaux, 49bis, Avenue Hoche, Paris. 


THE M.B. SHIP PLANE. 

This is a little float monoplane, designed to pack int 
small cylindrical case 7 m. (23 ft.) long by 2 m. (6 ft. 7» 
diameter, for stowage on board a submarine or other Sti 
seacraft. The original design was due to Marcel Besson, t 
the machine is now being built by the Mureaux works. 
The machine is a strut-braced low-wing monoplane, vt 
very thicx section wing, carried on a pair of box-type. fli 
and a very complicated system of struts to the under 
riage, all with quickly detachable fittings. 


| 
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ENDURANCE \< 
RECORD 


of 60 hrs. 7 mins, 32 ‘N 
secs. was made on a 


Siddeley 


PUMA 


engined D.H9 by 
Adjutant Crooy and 
‘Sergeant Groenen. 


\ The most economical, efficient 
A and reliable engine for light 
N aircraft. “ans ra epee ae | 


. Se cee 
a. MOTORS LIMITED 
m COVENTRY., ENGLAND, 
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= yao UN and 10 OLD BOND ST. 
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with Potez machines, and it has an undercarriage with reason- 

able shock-absorbing qualities, which is unusual in France. 

WinGs.—Strut braced high wing monoplane. Uniform chord and 
section. Wooden frame, fabric covered, fixed direct to top cabin. 

FUSELAGE.—Spruce frame, three-ply covered. Rectangular section. 

Tal, Unit.—Normal type, balanzed rudder and elevator, adjustable tail 
plane. 

UNDERCARRIAGE. tonomual Vee type, 
below fuselage. 
of Vees. 

POWER PLANT.—Salmson AB, 230 n.p., Lorraine 7-cylinder 230 h,p.. 
Wright Whirlwind, or other radial air-cooled engine of appropriate 
power. Fuel tanks (droppable) apparently in wings. 

ACCOMMODATION.—Side-by-side seats with dual control totally enclosed 
under leading edge. Spacious cabin with two staggered rows of 
two seats each. Baggage space ahead of pilot, lavatory behind 
cabin. Large side entrance door. 

DIMENSIONS.—Span 14.5 m. (47 ft. 8 in.), Length 10.15 m. (33 ft. 3 in.), 
Height 4.0 m. (13 ft. 14 in.), Wing area 35 sq. m. (376 sq. ft.). 
WEIGHTS AND LoaDINGS.—Power Plant 430 kg. (946 lbs.), Aeroplane 
structure 520 kg. (1,144 lbs.), Empty weight with equipment 1,050 kg. 
(2,310 lbs.), Fuel 200 kg. (440 1bs.), Disposable load, including crew 
but not fuel, 500 kg. (1,100 lbs.), Loaded weight 1,750 kg. (3,850 lbs.), 
Wing loading 50 kg./sq. m. (10.3 lbs./sa. ft.), Power loading 

y Keophip: (154 1bs:/-p.). 


with divided axle hinged to cabane 
Compression rubber shock absorber in front legs 


PERFORMANCE.—Maximum speed 1go km.-h. 
(14,750 ft.), Range 800 km. 


(118 m.ph.), Ceiling 4,500 m. 


(500 miles.) 


( 


One half of the undercarriage of the Potez 35. 


DHE -POTEZ 35. 


The main exhibit on this stand is a monoplane bomber 
known as the Potez 35, fitted with two ungeared 450 h.p. 
Lorraine engines. Being a new military type no data were 
obtainable except such as could be obtained by observation. 
WInG.—Strut braced high wing monoplane. Fabric covered and prob- 

ably normal timber construction. Bracing struts from bottom of 

fuselage to wing via engine nacelles. 

FUSELAGE.—Rectangular section, timber frame, three-ply covered. 

Tai, UNit.—Normal monoplane type, apparently steel tube framed. 
Balanced rudder which appears to be interchangeable with that 
of the much smaller single-engined Potez 32, which is no more 
than adequately ruddered. (It seems to be considered almost un- 
necessary to have rudders on twin-engined machines in France. 
Presumably tmey can be steered on their engines. 

UNDERCARRIAGE.—Axles hinged to fuselage and supported by a tele- 
scopic leg running to front lift strut under engine nacelles. Rubber 
compression and oleo shock absorbing with a reasonable travel. 

POWER PLANT.—Two Lorraine W type 450 h.p. engines in nacelles below 
wings and above undercarriage legs. 

ACCOMMODATION.—Bomber observer in nose of fuselage. ‘Two pilots’ 
seats in tandem behind observer with a gangway past them on 
starboard side. Internal bomb racks for ten medium bombs, wire- 
less, camera, etc., behind pilots. Rear gunner’s cockpit behind 
wing. There is a sort of duralumin basket below the bottom of 
the fuselage in which the rear gunner may lie to use a tail 
defence gun. 

DIMENSIONS, WEIGHTS AND PERFORMANCES.—Not available. 


Rohrbach. 
Rohrbach Metall-Flugzeugbau G.m.b.H., Berlin. 

Dr. Rohrbach shows only one section of the central portion 
of an all-duralumin wing, and the side float from one of the 
smaller of the Rohrbach seaplanes. 

The Rohrbach type of wing consists of a central box, 
whose front and rear edges are built up I-section girders 
corresponding more or less to the usual front and. rear 
spars. These are tied together by flat-sheet formers, which 
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serve as ribs, and the whole is covered with sheet duralu- 
min. 
Removable leading and trailing edge sections—not shown | 
—are attached to the box. 
_ The side float is a perfectly ordinary piece of float-bame. | 
ing. 
Savoia. 


Also on the stand of tke Italian Ministero Aeronautica 
there is shown a specimen of the Savoia §.55, used by the 
Marquis de Pinedo on his American tour and on many other! 
famous flights. This curious twin-hulled, tail-boomed, tan- 
dem-engined flying-boat, with its vast cantilever monoplane 
wing, is decidedly an interesting machine. 

It does not look w ell, it is difficult to believe that it can 
be nice to handle in anything of a seaway, but there is 
conclusive evidence that it flies well. It was only possible 
to obtain exterior views of it at Paris, and no information 
as to its characteristics could be found on the stand. As 
it has often been described previously this reticence is not 
very important. 


Schreck. 


Hydravions Schreck F.B.A., Quai de Seine, Argenteuil, 
Seine- et- Oise. 


THE SCHRECK 21. 

This machine is a single-engined flying-boat, of character- 
istic F.B.A. type equipped for mail or goods anu It is 
a perfectly normal biplane, with a 450 h.p. Lorraine W. type 
engine in a nacelle close to the top wing, driving a tractor 
airscrew. 

The hull is a three-ply box, with a wide, nearly flat 
bottom and a single step well aft the C.G. Two side-by- 
side seats with dual control are ahead of the wing, with 


- behind a large empty compartment for freight. 


DIMENSIONS.—Spati 15.4 m. (50 ft. 7 in.), Length 10.6 m. (34 ft. 9 in),) 
Height 4.2 m. (13 ft. 8 in.), Wing area 53.25 sq. m. (572 sq. ft.). 

WEIGHTS AND LoaDINGS.—Weight empty 1,985 kg. (4,370 lbs.), Fuel and 
oil 350 kg. (770 lbs.), Load 450 kg. (990 lbs.), Fully loaded 2,785 kg.’ 
(6,140 lbs.), Wing loading 52.2 kg./sq. m. (10.7 Ibs./sq. ft.), Power 
loading 6.2 kg./h.p. (13.6 lbs./h.p.). 

PERFORMANCE.—Maximum speed 190 km.h. (118 m.p.h.), Landing speed 
96 km.h. (60 m.p.h.), Ceiling 4,400 m. (14,400 ft.). 


S.E.C.M. 


Société d’Emboutissage et de Constructions Mécaniques, 
177, Boulevard du Havre, Colombes, Seine. 


The products of this firm, originally known as S.E.C.M. 
types, are now named after the company’s chief designer, 
M. Anmiot. 

The firm shows a large, very ugly, single-engined 
bomber with a 650 h.p. eighteen-cylinder W type Lorraine 
engine, which, being a new military machine, is exposed 
ee freely, but for which numerical data were not ayail- 
able 

The machine is of biplane type, bottom wing smaller than 
top, has a single row of interplane struts, and a heavy 
back stagger. The fuselage—a two-storey affair, with upper 
and lower positions for the rear gunner, is entirely of round 
duralumin tubes, with the S.E.C.M. type split fittings 
stamped from sheet duralumin, or occasionally steel. There 
are racks for bombs all over the machine, and a slot 1o ft. 
long by one ft. wide in the bottom of the body. Whether 
this is for bomb-sighting from the rear seat, or merely for 
downward defence, or both, is not clear. The wing con: 
struction is all duralumin,- but is not revealed. ’ 

The same firm show a “ Jockey” type fighter. This ix 
a high wing, strut-braced monoplane, with what look like 
absurdly small stub wings in the bottom of’the fuselage, bu! 
are actually petrol tanks. . 

The undercarriage is of the split-axle type, very narrow 
with an absurdly small bracing angle between the legs anc 
the bracing struts, and about two inches of travel to the 
wheels, provided inside the hubs. 

No data are available for this machine, as it is also secret 


Wibault. ) 
Société Anonyme des Avions Michel Wibault. 


M. Wibault has on his stand an example of his lates’ 
single-seat fighter—of the Jockey class—and of a very simi 
lar high-performance two-seat fighter. 

Both machines are high-wing strut-braced monoplanes 
of the characteristic Wibault all-duralumin construction, it 
which a slightly corrugated duralumin skin is used through 
out as a stressed member. 

This form of construction was fully described in THI 
A®ROPLANE in connection with the Wibault fighters built fo: 
the Chilean Government by Vickers Ltd. about a year ago 
Minor modifications have since been introduced, but - it 
essence the structures are similar. 
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The Amiot single-seat fighter split-type undercarriage 
and wing-stub petrol tank. 


The two-seater is known as the type 121, and has both 
seats behind the wing. 


° SINGLE-SEAT FIGHTER. 


DIMENSIONS.—Span 9.16 m. (30 ft. o in.), Length 6.92 m. (22 ft. 8 in.), 


Height 2.8 m. (9 ft. 2 in.), Wing area 16.7 sq. m. (179 sa. ft.). 
WEIGHTS AND LOADINGS.—Weight empty 965 kg. (2,023 lbs.), Fuel and 
oil 207 kg. (455 lbs.), Load (including pilot) 178 kg. (392 lbs.), Loaded 
weight 1,350 kg. (2,970 lbs.), Wing loading 80.5 kg./sq. m. (16.6 lbs./ 
sq. ft.), Power loading 2.3 kg./h.p. (5.1 lbs./h.p.). 
PERFORMANCE.—Speed at 3,000 m. (9,840 ft.) 276 km.h. (172 m.p.h.), at 
6,000 m. (19,680 ft.) 270 km.h. (167 m.p.h.), Climb to 3,000 m. 
(9,840 ft.) 4 min. 20 sec., to 6,000 m. (19,680 ft.) 12 min. 23 sec., 
Ceiling 9,600 m. (31,500 ft.), Endurance at 5,000 m. (16,140 ft.) 3 
hours, Landing speed roo km.h. (68 m.p.h.). 
TWO-SEAT FIGHTER. 

DIMENSIONS.—Span 12.7 m. (41 ft. 8 in.), Length 8.95 m. (29 ft. 4 in.), 
Height 3.2 m. (10 ft. 6 in.), Wing area 29.5 sq. m. (316 sq. ft.). 
WEIGHTS AND LoaDINGsS.—Weight empty 1,145 kg. (2,519 lbs.), Fuel and 

oil 262 kg. (576 lbs.), Load (including crew) 609 kg. (1,340 lbs.), 
Loaded weight 2,016 kg. (4,435 lbs.), Wing loading 68.5 kg./sa. m. 
(14 lbs./sq ft.), Power loading 4.03 kg./h.p. (8.87 lbs./h.p.). 
PERFORMANCE.—Maximum speed 242 km.h. (150 m.p.h.), Speed at 3,000 
m. (9,840 ft.) 237 km.h. (147 m.p.h.), Climb to 5,000 m. (16,400 ft.) 18 
‘min., Ceiling 7,500 m. (24,600 ft.), Landing speed 95 km.h. (59 m.p.h.). 


THE ITALIAN POLAR EXPEDITION. 


On July 6, the Swedish Ministry of Defence was notified 
that Lieut. Lundborg of the Swedish Italia Relief Expedi- 
tion had been rescued by Lieut. Schyberg flying a D.H. Moth 
belonging to the expedition. 

On June 24 Lieut. Lundborg rescued General Nobile and 
flew him to Whale Island, thereafter returning to en- 
deavour to pick up the other members of the marooned party 
of five Italians under Lieut. Viglieri. On landing on the 
ice he damaged his machine and he has since been marooned 
with that party. 

Two other Swedish machines accompanied the D.H. Moth 
and these succeeded in dropping batteries and provisions for 
the marooned party but were unable to get near enough to 
take anybody off the ice. 

Another machine returned to the base in Spitzbergen on 
July 6 having thus completed a detailed survey of North 
me Land without having seen any trace of the other Italian 

y: 

Search for Capt. Amundsen, Commandant Guilbaud and 
Lieut. Dietrichson, who set out to search for General Nobile 
In a Latham seaplane on June 18, has so far been fruitless. 
Re British Government offered to place two, three or four 
me Moths at the disposal of the Norwegian Government 
© assist in the search for Capt. Amundsen, but owing to the 
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The Wibault single-seat fighter split-type undercarriage. 


fact that the relief ship was due to leave Tromis6 before the 
machines could be delivered by air to Norway the Norwegian 
Government was unable to accept the offer. 


A NEW AUSTRALIAN MAIL SERVICE. 


On July 3 Sir Thomas Glasgow, the Australian Minister of 
Defence, announced that the contract for the operation of 
the proposed Perth—Adelaide mail and passenger air route 
has been let to West Australian Airways Ltd., the operators 
of the Perth—Derby air line. 

The new service will begin operations in April, t929, and 
will be maintained once weekly in each direction, running 
in connection with the incoming and outgoing English mail- 
boats from Perth. 

The route will be equipped with night-flying beacons and 
a commodious restyhouse will be erected at Forrest, in the 
centre of the Nullabor Plain. The type of machine to be 
used is the D.H.66 or Hercules (three 450 h.p. Bristol Jupiter 
engines) which has accommodation for fourteen passengers 
and has a maximum speed of 125 m.p.h. 

The company will be guaranteed a mail load of 600 Ibs. 
per trip and the guarantee will be doubled when the mail 
load exceeds 800 lbs. per trip over a period of four months. 
Two days each way will be saved in the transmission of mail 
between Great Britain and Australia. The passenger fare 
from Adelaide to Perth or vice versa will be £18 as compared 
with £12 by rail. 


THE SOUTH AFRICAN SPEED RECORD. 


In a recent reference to the South African speed record 
put up by Colonel Sir Pierre van Ryneveld, with a Jupiter 


‘ engine in a D.H.9, the speed claimed was 138 m.p.h. This 


actually indicates a performance which is a good deal more 
than the mere figures represent. In the first place Swartkop 
Aerodrome is about 5,000 feet’ above sea level. Consequently 
the conditions were those which would exist at that height 
instead of at sea level. Secondly the speed quoted was un- 
corrected A.S.I. Therefore the performance. represents a 
speed of about 150 m.p.h. at sea level, which is uncommonly 
good for the type of machine. 


The Aeroplane 


JULY 11, 1928 


THE ROYAL AIR FORCE, 


The London Gazette. 

GENERAL Duties BraNcH.—The following Plt. Offs. are promoted to 
the rank of Fig. Off.:—B. H. Ashton (Jan. 14); D. J. R. Hylton 
(May 1); V. Q. Blackden, P. M. Watt, A. M. Watts-Read, P. C. I. 
Elderton, W. N. Blain, G. Francis, G. I. L. Saye, W. J. H. Lindley, 
J. Marson, P. L. P. Marett, A. R. Sarel (June 112). 

Lt. M. Cursham, R.N., Flg. Off., R.A.F., ceases to be attached to 
the R.A.F. on return to Naval duty (June 17). 

The S.S. comns. of the following Plt. Offs. on probation are ter- 
minated on cessation of duty:—M. V. Dyas (June 23); V. B. Lintott 
(July 1). 

MEDICAL BRANCH.—Flg. Off. L. Freeman is promoted to the rank of 
Fit. Lt. (July 1); Fit. Lt. EK. EH. Isaac, M.C., relinquishes his temp. 
comn. on completion of service and is permitted to retain his rank 
(July 3). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DUTIES BRANCH.—The follow- 
ing are granted comns in Class A.A. (ii) as Plt. Offs. on probation :— 
T. McDonald, G. Williams (June 15). The following Plt. Offs. 
on probation are confirmed in rank:—F. A. B. Fawsett (June 20) ; 
G. V. Kibblewhite (June 20); G. J. G. Paul (June 20); R. D. 
Crofton (June 30); P. G. Thomson (July 1). The following Flg. Offs. 
are transferred from Class C to Class A:—G. Terrell (June 26); J. M. S. 
Taylor (June 18). Plt. Off. on probation M. B. Barclay is transferred 
from Class A.A. to Class C (June 24). The following Flg. Offs. resign 
their comns. (April 1):—G. R. Stafford, W. F. Shaylor, V. J. Hatton. 

AUXILIARY AIR FORCE.—GENERAL DuTIES BRaANCH.—NO. 600 CITY oF 
I,ONDON (BOMBING) SQUADRON.—The following Plt. Off. to be Flg. Off. :— 
G. de H. Vaizey (May 16). 

Errata.—For ‘‘ No. 601 (City or. LONDON) (BOMBING) SQUADRON” in 
the Gazetté of June 26, read “ No. 601 (COUNTY oF LONDON) (BOMBING) 
SQUADRON.” The name of Pit. Off A. P. de Woulf de Wytt 1s as now 
described and not as stated in the Gazette of June 26. 


Appointments. 
Week ending July o. 

GENERAL DutIrs BRANCH.—Flight Lieutenant H. Hackney, to R.A.F. 
Depot, Uxbridge, 19/6. : 

Pilot Officers S. Hatton, to No. 422 Flight, 18/6. R. David, to No. 405 
Flight, Donibristle, 21/6. P. D. Cracroft, to No. 406 Flight, Donibristle, 
21/6. The undermentioned Plt. Offs. are posted to the R.A.F. Depot, 
Uxbridge, on appointment to S.S. Comns. (on probation), with effect 
from 29/6:—J. R. Ayling, T. F. Balfour, R. L. Bennet, A. K. H. 
Binley, J. H. Brown, R. J. Clare-Hunt, J. Cc. L. Claxton, A. G. Cole, 
R. H. Coupe, S. A. Davis, F. C. Edney Hayter, R. C. W. Ellison, 
D. 1. Iremonger, J. M. Israel, E. G. James, G. W. J. Jarrett, G. R. O’C. 
Lempriere, C. N. McLoughlin, W. C. Garrett-Petts, J. G. Reiss, J. D. 
Robertson, H. K. Sales, I. M. Smith, R. H. Spurrier, W. G. Stevenson, 
K. G. Vandyck, F. K. Wood. 


Fatal Accidents. 

The Air Ministry regrets to announce that as the result 
of an accident at Quetta, India, to a Bristol Fighter machine 
of No. 31 (Army Co-operation) Sqdn., Quetta, on July 3, 
Fig. Off. Clarence Reginald McEvoy, the pilot of the aircraft, 
and 363249 L-AC. James Leslie Mason, were killed. 

The Air Ministry regrets to announce that as the result of 
an accident at Mosul to a Bristol Fighter machine of No. 6 
(Army Co-operation) Sqdn., Mosul, on July 4, Flg. Off. 
Alexander Bruce Kay, the pilot of the aircraft, died from in- 
juries, and the passenger, 357613 L-AC. Alfred Harry Bolton, 
was slightly injured. 

A message from Mosul in The Times of July 7 states that Flg. Off. 
A. B. Kay’s machine was flying low over the bridge across the Tigris 
and came into collision with telegraph wires and fell into the river. 

The Air Ministry regrets to announce that as the result 
of an accident at Corstorphine to an Avro machine of No. 
603, City of Edinburgh (Bombing) Sqdn., Auxiliary Air 
Force, on July 7, Plt. Off. John Temple Lyall Shiells, 
Auxiliary Air Force, the pilot and sole occupant of the 
aircraft, was killed. 


Vacancies for Apprentice Clerks. 

The Air Ministry announces that sixty vacancies exist in 
the Royal Air Force for well-educated boys, between the 
ages of 153 and 17, to enter as apprentice clerks. Approxi- 
mately 30 of the posts will be filled by means of an open com- 
petition which will be held by the Civil Service Commis- 
sioners in October at various centres and the remaining 30 
by direct entry of boys who have obtained an approved school 
certificate. 

Successful candidates will be required to complete a period of 12 
years’ Regular Air Force service after reaching the age of 18, in 
addition to the training period. At the age of 30 they may return 


to civil life or may be permitted to re-engage to complete time for 
pension. 


Detailed information regarding the apprentice clerk scheme can be 
obtained from the R.A.F., Gwydyr House, Whitehall, S.W.r. 


Permanent Commissions in the Medical Branch. 

An Air Ministry Order states that the following medical 
officers have been accepted provisionally for permanent 
commissions :— 

Flight Lieutenant :—H. W. Corner, M.B. 

Flying Officers :—J. Twohill, M.B., KE, A. Rice, M.B., J. Hutchieson, 
M.B. 

The ‘Iraq Command. 

The Air Ministry announces that Air WVice-Marshal Sir 
Robert Brooke-Popham, K.C.B., C.M.G., D.S.O., A.F.C., has 
been selected to succeed Air Vice-Marshal Sir Edward L. 


Ellington, K.C.B., C.M.G., C.B.E., as Air Officer Command- _ 


ing the ‘Iraq Command towards the middle of November 


next, on completion by the latter officer of two years 
service in ‘Iraq. 

Air Vice-Marshal Sir Robert Brooke-Popham was born a 
Mendlesham, Suffolk, in 1878, the son of the Jat 
Henry Brooke, of Wetheringsett, and was educated at Hailey 
bury and Sandhurst. He assumed the additional surnanx 
of Popham by Royal Licence in 1904. 

He was appointed to a commission in the Oxford anc 
Bucks Light Infantry in 1898 and was promoted Lieutenan 
in 1899 and Captain in 1904. 

In i1g10-11 he successfully completed a course at the Staf 
College, Camberley. . 

He learned to fly on a Bristol biplane at Brooklands, anc 
his Royal Aero Club certificate, No. 108, is dated July 18 
igi1. He joined the Air Battalion, R.H., in March, 1912 
and in April, 1912, he took over the command of the Aero 
plane Company on Salisbury Plain from Captain Fulton 
On May 13, the date of the formation of the R.F.C., thi 
company became No. 3 Squadron of the new formation. 

In September, 1912, No. 3 Squadron, R.F.C., under hi 
command, took part in the Army manceuvres, assemblins 
such strength as it could muster near Cambridge. I 
August, 1913, a flight of No. 3 Squadron became the base o 
the new No. 5 Squadron. 

Sir Walter Raleigh, in The War in the Air, Volume I 
wrote :—‘‘ Among the many suggestions made by Majo 
Brooke-Popham for improving the efficiency of the corps 
some of the most important have been vindicated by thi 
subsequent experience of the war.’’ Sir Walter Raleig! 
also wrote :—‘‘ The work of Major Brooke-Popham’s squad 
ron during these years of preparation included a grea 
diversity of experiment.” 

On the outbreak of war in August, 1914, he went t 
France as Deputy-Assistant Quartermaster-General on thi 
Headquarters Staff of the R.F.C. In November, 1914, hi 
was promoted to be temporary Lientenant-Colonel and ap 
pointed to form and command the 3rd Wing, R.F.C. Hi 
was made an Officer of the Legion of Honour in November 
1914, for gallantry during the operations between Aug. 2 
and Aug. 30, 1914. : eee | 

He was appointed G.S.O., with the rank 9f Wing Com 
mander, in May, 1915, and in June, 1915, he was made ; 
Companion of the Distinguished Service Order for distin 


‘guished service in the field. 


-On the reorganisation and expansion of the R.F.C. i 
March, 1916, Lieut. Col. Brooke-Popham was appointed t 
the newly sanctioned post of Deputy-Adjutant and Quarter 
master-General, with the rank of Brigadier-General. | 

He was awarded the Air Force Cross in the New Year’ 
Honours of 1919, and the London Gazette of Jan. 31, I9I¢ 
announced that he had been appointed a Companion of St 
Michael and St. George in recognition of distinguished set 
vices in the field in France and Flanders. He was made | 
Companion of the Bath in the King’s Birthday Honours o 
I9IQ. | 
see July, ror9, he was appointed Director of Research a 
the Air Ministry. ; 

In April, 1922, he was appointed ‘first Commandant of 4 
newly-formed R.A.F. Staff College at Andover. | 

He was promoted to the rank of Air Vice-Marshal i: 


: = | 
January, 1924, and in May, 1926, he was appointed to com 


mand the Fighting Area, a new command under the Ai 
Defence of Great Britain. In the King’s Birthday Honour 
of 1927 he was appointed Knight Commander of the Orde 
of the Bath in recognition of his distinguished services 1 
the three last mentioned appointments. ' 


The 1929 Staff Course. 

The seventh course at the R.A.F. Staff College, Andovei 
will begin on Jan. 21, 1929. mt 
The following officers who have passed the qualifyim 
examination have been selected for the seventh course :— 
Wing Commanders :—E. W. Havers (Stores Branch), H. J. F. Huntei 
Mic Hand iy... sNeGoulds ere: ] 
Squadron Leaders:—J. H. D’Albiac, D.S.O., KE. L. Howard-William; 
M.C., I. IT. Lloyd, and W. E: G.. Bryant, M:B.E: : 
Flight Lieutenants :—lL. O. Brown, D.S.C., A.F.C., D. Colyer, A.F.C 
H. G. Crowe, M.C., E. D. Davis, L. EK. M. Gillman, R. U. Goddar« 
F. L. Hopps, A. P. Ledger, M.B.E., J. A. McDonald, F. H. E. Reevi 
H. W. L. Saunders, M.C., D.F.C., M.M., F. N. Trinder, J. G. Walse; 
M.C., W. M. Yool. 


Air Action Against the Imam of Yemen. | 

A reply by the Secretary of State for the Colonies to 
number of questions in the House of Commons on July 
revealed the fact that Air action has recently taken plac 
against the Imam of Yemen. : f 
Mr. Amery said that, following the Air action last Febrr 
ary, the Imam had requested a truce of thirty days fc 
general negotiations. His request was granted, and th 
truce took effect from March 25. The Acting Resident é 
Aden had proceeded to Taiz in Yemen territory to ope 
negotiations, but had found that the Imam’s representativ 
there was not empowered to negotiate a treaty. Subs 
quently the Imam had been informed that His Majesty 
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AERO ENGINES 


The Rolls-Royce ‘F’ Aero Engine (490 h.p.) successfully 
passed the British Air Ministry's 100-hour test at the first 
attempt. This noteworthy achievement is a further 
tribute to the reliability of Rolls-Royce Aero Engines 
for which, since their inception, they have always been 
renowned. 

Atthe RAF; Display, at Hendon, the Fairey ‘Fox’ and 
Westland ‘Wizard’ were both fitted with Rolls-Royce 
‘F’ engines. 
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Government were prepared to conclude immediately a brief 
treaty, confined to (1) recognition by His Majesty’s Govern- 
ment of the Imam’s independence in the Yemen; (2) recog- 
nition by the Imam of the frontier of the Aden Protectorate, 
with certain modifications in his favour; and (3) a promise 
to the Imam of such assistance as His Majesty’s Govern- 
ment could render him within the limit of their international 
obligations. 

The truce had been extended to June 1 to give the Imam 
time to consider this proposal, On the Imam asking for a 
further extension to July 17 he had been informed that this 
extension would be given provided that, as ‘an earnest of 
good faith, he evacuated the town of Dhala by June 20. 
This he had failed to do. Consequently demonstration 
flights had been made and warnings dropped giving four 
days’ notice, and on June 25 air action had been recom- 
menced. Air action had been taken in all on 14 several 
days, including one on which an attack had been delivered 
on Taiz. The R.A.F. had suffered no casualties during such 
action. 


Short Service Officers in the R.A.F. 

The arrangements made for assisting short service officers 
of the R.A.F. to obtain employment at the end of their 
service on the Active List, were described in the House of 
Commons on June 28 by the Secretary of State for Air in 
reply to a question by Sir R. Thomas. : 

Sir Samuel Hoare said that a special organisation which 
was worked in connection with the R.A.F. Educational Ser- 
vice and was based on the lines of the Universities Appoint- 
ments Boards had been set up for the purpose of assisting 
short service officers to obtain suitable appointments when 
they left the Service. The results so far achieved indicated 
that apart from posts in connection with aviation there were 
a number of openings in industry and commerce for which 
the experience gained in the Air Force in initiative, power 
of command, savoir faire organisation, and knowledge of life 
and work overseas provided a valuable training when com- 
bined with the educational facilities of which an officer might 
take advantage while still in the Service. 


R.A.F. Machines for Spitzbergen, 

The Secretary of State for Air, replying to questions by 
Lieut.-Cmdr. Kenworthy in the House of Commons on 
June 28, said that the possible co-operation of British Service 
aircraft in the rescue of the crew of the Italia had been 
carefully considered by the Air Ministry in consultation with 
the Admiralty, and it had reluctantly been decided that, 
naving regard to the icebound condition of the sea in the 
neighbourhood, there was no likelihood of effective aid being 
afforded at this juncture by the R.A.F., either by means of 
aircraft based on a carrier or by flying-boats. Sir Samuel 
Hoare added that he had placed himself in communication 
with the Italian authorities and invited them to call upon 
the R.A.F. if there was anything that they could do to 
assist in the rescue operations. 

In the House of Commons on July 2 the Under-Secretary 
of State for Air, adding to Sir Samuel Hoare’s statement, 
said that the Italian Government had replied that if occa- 


MIDDLE EAST CHAMPIONS. 


A sports group from No. 4 Flying Training School, R.A.F., Abu Sueir, Egypt. 
This Unit has won the Sudan Shooting Trophy, the Command Rugby Football 
Championship, and the Middle East Inter-Unit Challenge Cup (Athletic Championships). 


sion arose they would most certainly avail themselves of 
the offer of the services of the R.A.F. On June 30 a tele- 
graphic request had been received from Norwegian sources 
from the committee for the relief of Amundsen, asking 
whether we could lend two small float seaplanes, which 
could be refitted with skis in Norway. Sir Samuel Hoar 
had replied that if any of our available types could be 
utilised by the Norwegian authorities after this modification 
the R.A.F. would be happy to furnish these aircraft forth- 
with. an 
On July 5, in the House of Commons, Sir Philip Sassoon, 
replying to Rear-Admiral Sueter, said that on Monday after- 
noon (July 2) an answer had been received to the effect that 
the machines required were not float seaplanes of Service 
type, but Moth light aeroplanes. An offer was at once made 
that the R.A.F. should fly up to four machines of this type 
to Norway and there hand them over to the Norwegian 
authorities for use in such manner as they thought fit since 
delivery by air appeared to be the quickest method avail- 
able. The Norwegian Government replied on Tuesday that 
under the latest arrangements made for the sailing of the 
relief vessel from Tromso the machines could not arrive in 
time. They warmly appreciated this ready offer of assist- 
ance, but in the circumstances could not avail themselves 
of it. 

Serjeant-Pilots in the R.A.F, 4 

Replying to a question by Mr. Hore-Belisha in the House 
of Commons on July 4, the Under-Secretary of State for Air 
made the following statements :— 5 

When a serjeant-pilot reverts to his former trade employment on 
completion of five years’ flying service, he retains the rank of serjeant 
and receives the pay of that rank, but not, of course, the additional 
pay as pilot. He receives, however, a bounty of £10 a year conditional 
upon his continuing in flying practice. I have no reason to regard 
this arrangement as unsatisfactory. 

The rule that airmen pilots must revert to trade employment after 
five years’ flying service has been obligatory since Jan. 1, 1927, and 
all men who have commenced training as pilots since that date have 
volunteered on that understanding. ‘The rule is necessary in order to 
maintain the reserve. Airmen who commenced training as pilots 
before that date were offered the option of continuing under the old 
system or coming under the new rule and the majority chose the 
latter alternative. I am not aware of any discontent and do not see 
on what grounds it could exist. "i 

[The question of what flying practice an N.C.O. pilot gets 
after he has passed to the Reserve has still to be asked and 
answered.—C. M. McA. ] a 


Slotted Wings in the R,A,F, 

According to a statement by the Secretary of State for 
Air in the House of Commons on July 4, in reply to a 
question, the number of Service aircraft which have been 
fitted with the automatic slot to date is 108, and contracts 
for the fitting of a further 478 machines are in hand. In 
addition, 40 sets of slot components have been despatched 
for fitting to aeroplanes overseas, and a further 4o sets are 
awaiting shipment. fd 
In reply to a supplementary question by Captain Gunston, 
Sir Samuel Hoare said that he was afraid there had been one 
or two accidents to machines fitted with the slotted device. — 


i 
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The Inter-Club Members Handicap Race 
{Final} 

Ist. Dr. Dixon, (Newcastle Aero Club). 
3rd. W. J. Brighton, (Midland Aero Club). 
Owner Pilots’ Handicap Race (Final) 

Ist. Norman Jones. 


3rd. Fit-Lt. Soden. 
DAILY DISPATCH NOMINATION 
HANDICAP (Final) 
Ist. Miss O’Brien. 
INTER-CLUB RELAY (Final} 
Ist. Midland Aero Club. 


All won on PRATTS 
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THE BLACKPOOL PAGEANT, 


The Lancashire Aero Club and the Blackpool Corporation 

alike deserve the heartiest congratulations on the success 
of the Blackpool Pageant on July 6 and 7. Owing to the 
bad weather on Friday the gate for the two days was pro- 
bably not as big as the promoters had hoped. But certainly 
there was a colqssal crowd on the aerodrome, and so some- 
thing in the region of 100,000 of the holidaymakers of Black- 
pool must have been made considerably more airminded 
than they were before. : 
_ Blackpool held the first official flying meeting in England 
in 1909 (Doncaster held one unofficially and began three days 
earlier); and held another in 1910. So Blackpool may fairly 
claim to be the pioneer of North Country Aviation. 

So far as mere money is concerned, Blackpool never seems 
to mind losing a lump on one attraction, for it knows it 
will make it up on another, “‘ and then sdme.’”’ Being essen- 
tially a holiday resort, it exists on the principle that what 
you lose on the swings you make on the roundabouts. If 
the city lost money on the Air Pageant it made it in hotel 
bills and drinks and dance-halls and amusement-parks out 
of the people who were particularly attracted from the sur- 
rounding country by the lure of the air. 

The aerodrome itself was bad. Seen from above, even on 
the Saturday, it looked like a series of small ponds, or even 
rather like a large lake with islands in it. And when the 
Handley Page W.10s. which Imperial Airways had sent 
down to do joy-riding were taking-off, with a full load of 
fourteen passengers every time, they looked like seaplanes. 

What used to be the racecourse had been turned into 
an aerodrome, and it struck one as being rather badly 
arranged, but probably that could not be helped, owing to 
the shape of the place. Between the grand-stand and the 
actual aerodrome there was an enormous expanse, which 
was the is. enclosure. Consequently the people who paid 
high prices to sit on the grand-stand were further away from 
the aerodrome than any other spectators. 

The somewhat cheaper enclosures were right away from 
where there was anything doing, and the people in the Is. 
enclosure had by far the best of the flying. The people in 
what was, one believes, the 3s: enclosure, had the sun in 
their eyes the whole afternoon, and the attendance there 
was so poor that the refreshment contractors packed up 
because business was so bad. ; 

In discussing meetings of this sort there seems good 
reason to put criticisms first instead of ending on a note of 
criticism. Therefore one may add to the foregoing the fact 
that in one respect the Press arrangements were indis- 
putably bad, although the members of the Press were extra- 
ordinarily well and hospitably treated by the promoters of 
the meeting. Getting the results of the heats of the races 
and even of the finals was practically impossible unless one 
either sat with the judges and timekeepers, who naturally 
did not want to be bothered with questions while they were 
at work, or unless one sat in the Press. room underneath 
the grand-stand a quarter of a mile away and took down 
the results from the notice board as they were telephoned 
from the aerodrome. And then, of course, one saw nothing 
of the racing. 

Another most irritating thing both from the public and 
the Press point of view was that instead of putting the 
machines in the programme according to their lettering, 
which can always be seen if anything is visible at all, the 
organisers gave each machine a number, which was printed 
in red on a piece of white paper and stuck on the rudder. 
Frequently the paper blew off, and at no time was it as 
easily read as the lettering on the sides of the machines. 


The result was that if one wanted to identify any machine 
in the programme one had to pick out the lettering and 
then search through the key list of competing aircraft to 
find out what the machine really was. 

Apart from those criticisms the meeting was very well 
run indeed. Mr. Alan Goodfellow, as Clerk of the Course, 
and Mr. J. ©. Cantrill, as Chief Marshal, both of the Lan- 
cashire Aero Club, ran their part of the show like clock- 
work. Events were well up to time all the way through, 
and the organisation for getting machines on the starting- 
line, and so forth, was excellent. 

The speeds returned for the various races may be neg- 
lected. The course was obviously less than the distance 
stated, for in spite of a high wind on both days every 
machine was logged as travelling at a speed of which it was 
known to be incapable. 

The lst ot officials to whom the credit is due, from the 
Air Pageant Executive Committee, headed by His Worship 
the Mayor (Councillor T. G. Lumb), downwards, is too lon 
to be given here, but everybody did his duty faithfully and 
well. Incidentally, in this list one notices that the handi- 
cappers and the starters, who were also the timekeepers, 
are given a singular distinction in the programme. They 
are set down simply as Goodman Crouch, Dancy, Reynolds, 
and Dutton. Everybody else is Alderman This or Councillor 
That, or Colonel the Other, or Something Esq., or at any 
rate they have their Christian names or initials or their 
professional titles. Without suggesting that the officials 
mentioned by name quite deserve a peerage apiece, one 
must say that the handicapping must have been very good, 
in spite of the mis-measurement of the course, for nearly 
all the finishes of heats and races were very close indeed. 


FRIDAY’S EVENTS. 

One cannot say anything of Friday’s performance from 
personal experience, as one was unable to get to Blackpool 
from Paris before Friday night, but one gathers that the 
level of flying was very good. The racing consisted of heats 
of the various competitions. 

There was also an exhibition by Mr. Neville Stack on the 
Moth belonging to A.D.C. Aircraft Ltd. There was a fly- 
past of famous pilots and machines (some of the famous 
pilots of the olden days travelling as passengers with 
modern pilots). [here was an exhibition of aerobatics by 
Mr. H. A. Brown (the Avro test pilot) and Mr. J. C. Cordes. 
(deputising for Mr. Broad, who had to be at Stag Lane 
doing some test work). 

There was a parachute descent by a woman parachutist, 
who was carried by the wind just over the fence of the 
enclosure and alighted in the crowd, stepping lightly on the 
face of an old lady spectator. The injured party was ap- 
peased, one gathers, by being presented with an auto- 
graphed photograph of the parachutiste. 

There was a display on the Avro Avenger, not exactly of 
the kind which was expected. Sq. Ldr. Noakes took the 
machine up, but somehow or another the wrong tap had 
been turned in the petrol supply, with the result that the 
engine ran out of fuel soon after getting off the ground. 
Sq. Ldr. Noakes skilfully put it down on the golf course 
outside the aerodrome, dodging several bunkers and coming 
to rest on the club’s pet green, which was not built to stand 
the wear and tear of the tail-skids, especially on a wet day. 
Rumour says that when he had landed safely Mr. Lamplugh, 
of the British Aviation Insurance Group, sang ‘‘ My Heart 
Stood Still.’ History does not recall whether Sq. Ldr. 
Noakes replaced the divots. Anyhow, he flew the machine 


AT BLACKPOOL, 1909.—Henri Farman on his own biplane. 
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SOME OF THE WORLD'S GREATEST FLIGHTS 
FOR WHICH 


“TITANINE” DOPE 


WAS EMPLOYED 


SIR ALAN COBHAM LIEUT. BENTLEY 
London-Rangoon-London. London-Capetown-Londcn. 
London-Capetown-London. 

London-Australia-Londcn. Mr. BERT HINKLER 

MARCHESE DE PINEDO spider Austtaue, 
Rome-Tokio-Rome. EADVGRATE ESN 

COMMANDANTE FRANCO SOE TS TS ON Set 
Trans-Atlantic Flight. LADY HFATH 

COMMANDER BYRD Capetown-London. 


North Pole Flight. 


COLONEL LINDBERGH 


Meee YVork-Paris. UPPLIED ALSO TO IMPERIAL 
AIRWAYS AND NUMEROUS 
Mr. C. CHAMBERLIN FOREIGN GOVERNMENTS. 


New York-Germany. 


“TITANINE” DOPE IS ALSO USED ON THE 
MAJORITY OF THE MACHINFS CONSTRUCTED 
FOR THE ROYAL AIR FORCE. 


IN ALL CLIMATES 


Factor Telephones:— 


Hendon London N NW9) Regent see 
fork nae 
Milan (italy ) Tele egrams & Cabl 


Gremen (Germany) “Tetrafree, Picty, ‘London’ 


TITANINE- EMAILLITE. ro.,175, PICCADILLY. LONDON.W.1. 
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AT BLACKPOOL, 


back to the aerodrome off the golf course after the mistake 
about the petrol had been discovered. 

There was an aerobatic contest between the instructors 
of the various clubs. And the great event of the day was 
the exhibition by Herr Gerhard Fieseler, of whom one will 
have something to say in describing Saturday’s events. 


SATURDAY’S FLYING. 

The first part of Saturday’s performance consisted chiefly 
of heats of the various races. The only exciting incident 
in this was a collision. Mr. Downes-Shaw, of the Bristol 
Club, arrived on a Moth, and seeing an official-looking tent 
on his starboard bow taxied over to it. It happened to be 
the judges’ and timekeepers’ tent, and the machine stopped 
so that it eclipsed their view of the starting line. Mr. 
Downes-Shaw was asked to taxi up to the machine park, 
and did so just when Flt. Lt. Bonham-Carter was starting 
on the Parnall Imp. 

Mr. Shaw was naturally taxying looking over the left- 
hand side of his machine, and Flt. Lt. Bonham-Carter, 
taking off, was equally naturally looking over the left-hand 
side of his machine, consequently neither saw the other. 
The result was that just as the Imp had cleared the ground 
nicely her undercarriage caught the starboard wing of the 
Moth. The Moth’s airscrew chewed bits out of the Imp, 
and the Imp’s airscrew helped to chew up the wings of the 
Moth, but fortunately the Imp got down more or less on an 
even keel. Instead of pitching straight onto her nose she 


Aeroplane 


AT BLACKPOOL, 1939.—Henri Rougier on his Voisin. Notice the front elevator, the swivelling 
and the side-panels between the wings, supposed to give lateral stability. 


1909.—Hubert Latham’s Antoinette. 


just tilted onto the engine, and then fell back again on the 
wreck of the abolished undercarriage. 

The total result was a damaged nose to the Imp’s pas: 
senger, and two very much written-off aeroplanes. Ther 
are hopes that the Imp may be rebuilt in time for the King’ 
Cup Race on the 2oth. 

Also, in the first part of the programme there was a very 
pretty display of flying with slotted wings by Sq. Ldr 
Noakes and Mr. J. C. Cordes on Moths. There was a gooc 
show of upside-down flying on a Blackburn Bluebird by 
Mr. Lowdell, of the Suffolk Club. Mr. Leslie Irvin, th 
inventor of the Irving parachute; whom one would haye 
expected to have given up such frivolities now that he is < 
business man on a big scale, did a parachute drop in on 
of his own parachutes, presumably just by way of showing 
that he had not forgotten how to do it. Messrs. Martin 
Rose, Baker, Beck and Matthews also performed aerobatic: 
in the competition for club instructors. 


HERR FIESELER. 

Then Herr Fieseler came out and did a show which wa: 
not in the programme. He had been booked for. Friday 
only, but very sportingly consented to give a show or 
Saturday also, for a comparatively small increase in his fee 
That he should do so was a good thing, because it not only 
gave an opportunity of seeing his performance to thousand; 
of people who were not there on Friday, but to those more 
experienced in flying it also gave an opportunity of com: 


\ 
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undercarriage, 
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AT BLACKPOOL, 


short intervals his 
Genet-Moths from 


aring at comparatively 
ith that of the famous 
lying School. 

There is no doubt about the fact that Herr Fieseler is an 
<traordinarily fine pilot. His machine, a Raab-Katzenstein 
shwalbe, with 120 h.p. Siemens engine, is naturally 
vecially rigged for this kind of flying. And he has special 
etrol arrangements to keep his engine running when he is 
pside-down. Apart from being a fine pilot, he is a skilful 
1owman. He did all his stunts so nearly inside the limits 
the aerodrome that he could be seen without much 
ibber-necking, and he kept on doing things so that there 
as no wait between one trick and the next. 

With his specially rigged machine and his spare power 
> was able to do a series of rolls without losing height, so 
iat his path across the aerodrome was practically a hori- 
mtal corkscrew. His famous outside loop is nothing like 
) thrilling as one might expect. That, perhaps, is because 
= does it so neatly. But one noticed that he did not come 
> absolutely square at the end of the loop. He seemed to 
ave a tendency to get off his line somewhat. 

He does nearly all his manceuvres slowly, and with that 
rious appearance of ease which was so characteristic of 
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1928.—Miss Winifred Brown on her Moth 


1928.—Herr Fieseler on his Raab-Katzenstein Schwalbe 


Open Handicap. 


—\'' Aeroplane ” photograph.) 


(Cirrus) winning the 


the late Sq. Ldr. Longton’s flying. In fact, never since 
Sq. Ldr. Longton’s performances on the Camel has one seen 
aerobatic flying done with quite such neatness and finish. 

Herr Fieseler goes about his work with true German 
thoroughness. An example of this is seen in the fact that 
in front of him in the cockpit he has a notice-board on 
which is typed the order of each trick, the time which each 
manoeuvre should take, and the height at which it should 
be performed, so that instead of just throwing himself about 
the sky he works to a fixed programme. 


THE R.A.F. DIspiay. 

From 15.00 to 17.00 hours the crowd was entertained 
by a not very miniature R.A.F. Pageant,—some 75 machines 
and hundreds of airmen having been sent up from Hendon. 
Of this display there is little need to write, for it was all 
described in last week’s Issue of THE AEROPLANE. 

Five machines of No. 25 (Fighter) Squadron on Gloster 
Grebes did a converging bombing attack on a group of tents. 

Fit. Lt. Horniman, on a Gloster Gamecock, gave his 
exhibition of aerobatics. 

No. 32 (Fighter) Squadron on Armstrong Whitworth Sis- 
kins gave a demonstration of fighting formations. One mrst 


(120 h.p. Siemens). 


(“ Aeroplane ” photograph.) 
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say that this was exceptionally well done. Although there 
was a good breeze the air was steadier than it was at 
Hendon, so the formations were better. The squadron did 
one formation which one cannot recollect ever having seen 
at Hendon. The machines came over the aerodrome in 
ordinary Vee flights-astern formation, but with the second 
flight lower than the leading flight, and so close to it that 
the leader of the second flight was about level with the wing 
machines of the first flight. The third flight was again 
lower, in the same position in relation to the second flight, 
so that the whole formation had the effect of a flight of 
Vee-shaped’ steps. Probably this has no fighting value, 
but it is very pretty to watch. 

The fourth event was a fight between two pilots of No. 25 
(Fighter) Squadron on Gloster Grebes, supposed to be 
between a novice and an expert. But this time the novice 
was a great deal too good for the expert, and got away 
with it every time. 

No. 5 was an exhibition of battle squadrons taking off, 
the machines being No. 3 and No. 17 (Fighter) Squadrons 
on Hawker Woodcocks, No. 11 (Bomber) on Hawker Hors- 
leys and No. 99 (Bomber) on Hyderabads. 

No. 6 was a demonstration of manceuvring by radio-tele- 
phony by. No. 56 (Fighter) Squadron on Armstrong Whit- 
worth Siskins. 

No. 7 was a display of aerobatics by two pilots of No. 33 
(Fighter) Squadron on Hawker Woodcocks. This was a 
very good show of flying, but it might just as well have 
been cut out, because what with the Club Instructors’ aero- 
batics and Herr Fieseler’s aerobatics and Flt. Lt. Horni- 
man’s aerobatics we had all seen quite enough to know 
that a good pilot can put an aeroplane into any position he 
likes and put it back again. 

No. 8 was an Air Battle by the squadrons which had got 
off in event No. 5. It was very well done, there was any 
quantity of smoke and flame and noise and the crowd en- 
joyed it. By that time we had reached the British Workang 
Man’s Tea Time, and about 50,000 of the crowd faded away 
tea-wards, evidently thinking that the battle ended the show. 
Consequently they missed what was, at any rate to the ex- 
perienced, the best event in the programme. 

THe C.F.S. MOTHS. 

This was an exhibition, which did not appear in the 
programme, of aerobatic flying by the two Genet-Moths from 
the C.F.S. piloted by Messrs. Atcherley and Boyle. To the 
aviation people this was particularly interesting after having 
seen Herr Fieseler’s show. 
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Considered purely as a show it did not compare with FE 
Fieseler’s. But then of course an officer in the King’s { 
vice is not supposed to be a showman. So much the we 
for him if he is. Also the beginnig of the turn was spo; 
by the fact that the Moths had had to go up before the. 
Battle started, and when their turn came to begin they y 
at a height of about 3,000 feet a mile or two out at sea. ( 
sequently there was quite a long wait, or rather it seer 
long, before they came in over the aerodrome and got 
work. 

To the experienced eye their performance certainly » 
extraordinarily good. It was better than it was at Hen) 
because the wind was steadier. Their outside loops 4 
perfectly clean and fetched up exactly on the vertical pl 
on which they started. The thing which impressed the ot 
pilots, and what in America would be called the ‘‘ air far 
generally was their low rolling. In fact some of the o] 
hands remarked that it was quite naughty of them to di 
so low. | 

One imagines that a Moth with 120 h.p., instead of 
60 h.p. which these machines have, and with the top pl 
rigged flat, instead of with a dihedral angle, in the hand; 
any of the R.A.F. pilots who are as good as these two, cc 
put up a show which would outshine even Herr Fieseler, | 
the credit of Herr Fieseler be it said that he watched | 
Moth show with intense interest and admitted quite fri 
that he himself could not hope to do better. | 

Incidentally there was quite a good deal of discus: 
among the aviation crowd at Blackpool about bringing F 
Fieseler there at all. Some of the old die-hards objectec: 
him because he is a German pilot. Some objected to | 
organisers of the Pageant spending money on bringin, 
foreigner of any kind to fly. Some said that it was | 


F 


form to put him up on the same day as the C.F.S. Mo: 
One’s own personal point of view is that as Herr Fies: 
was the first man. to do an outside loop the Blackpool pei 
were quite justified in bringing him over to show us | 
he does it. As for his being a German, most people » 
have had anything to do with Germany since the War}; 
discovered what one personally preached right through : 
War, namely that the Germans are a kind-hearted 

pleasant people with whom an Englishman finds it easie 
get on than almost anybody in the World. And in | 
case they showed that they are first-class fighting men | 
worthy of our most sincere respect. As for having the | 


shows on the same day, that, as one has said before, | 


ging bombing. 
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“Metal propellor has given perfect  satis- 
faction under trying conditions wooden 
propellor would have been useless.” 


LANCASTER, 
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a number of people a chance of comparing the relative skill 
of Herr Fieseler and our own pilots. 

_ The R.A.F. part of the show ended with the usual set piece 
in which a fort was blown up with much noise and smoke 
to the joy of the remaining portion of the crowd. After 
that, from 17.30 to about 19.00 hours, the finals of various 
races were flown. 

THE RACE RESULTS. 


Unfortunately as one has already said, one could find no 
traces of who competed in what events or who won which 
heats on the Friday. Consequently one is taking the liberty 
of publishing the results acquired with infinite patience 
and zeal by Mz. Colebrook of The Times, as follows :— 


FRIDAY’S EVENTS. 

Owner Pilots’ Handicap.—First Heat.—1, Mr. Norman Jones, Moth; 
2, Mr. H. Brooklyn, Widgeon, Genet engine; no third place. Winner’s 
speed, 77 m.p.hr. Second Heat.—1i, Fit. Lt. F. O. Soden, Moth, Genet 
engine; 2, Mrs. W. S. Brown, Avian; 3, Mr. R. J. Cazalet, Widgeon. 
Winner’s speed, 911 m.p.hr. Final._1, Mr. Norman Jones; 2, Miss 
Brown; 3, Fit. Lt. Soden. Winner’s speed, 97 m.p.hr. 

Blackpool Business Houses’ and Hotels’ Nomination Handicap.—First 
Heat.—1, G. Hall, Avian; 2, Mr. G. R. Beck, Blackburn Bluebird. 
Winner’s speed, 86 m.p.hr. Second Heat.—1, Flt. Lt. H. Bonham 
Carter, Imp; 2, Mr. F. O. Thorne, Avro Avian; 3, Mr. J. Oliver, Avian. 
Winner’s speed, 96 m.p.hr. Final.—1, H. Bonham Carter; 2, G. Hal.; 
3, J. Oliver. Winner’s speed, 100 m.p.hr. 

Inter-Club Members’ Handicap.—1, Dr. Dixon, Moth (Newcastle-upo7- 
Tyne Club); 2, Mr. K. Twemlow, Avian (Lancashire Club); 3, Mr 
W. J. Brighton, Moth (Midland Club). Winner’s speed, 95 m.p.hr. 

Open Handicap Race.—First Heat.—1, Flt. Lt. Rose, Moth; 2, Miss 
S. O’Brien, Moth; 3, Mr. F. L. Turnbull, Moth. Winner’s speed, 844 
m.p.hr. Second Heat.—1, Flt. Lt. Bonham Carter; 2, Miss C. Leathart, 
Grasshopper; 3, Mr. J. D. Parkinson. Wimnner’s speed, 110 m.p.hr. 
Third Heat.—1, Mr. H. V. Baker, Avian; 2, Mr. G. Bartlett, Moth; 
3, Mr. H. Brooklyn, Widgeon. Winner’s speed 994 m.p.hr. Fourth 
Heat—1, Flt. Lt. Bruce, D)H.53; 2, Miss» Brown, Avian; 2,°°Mr. ©. 
Martin, Moth. Winner’s speed, 85} m.p.hr. Bruce was disqualified for 
not passing a corner. Fifth Heat.—1, Fit. Lt. Iuxmoore, Avian; 2, 
Fit. Lt. S. N. Webster, Avro Avenger. Winner’s speed, 97} m.p.hr. The 
Avenger was annoynced as having done one lap at an average speed 
of 197 m.p.hr., and the course of 29 miles at an average speed of 
180i m.p.hr. Sixth Heat.—1, Mr. C. F. Uwins, Bristol training 
machine; 2, Flt. Lt. le Poer Trench, Halton monoplane; 3, Flt. Lt. 
Soden, Moth. Winner’s speed, 1173 m.p.hr. Final.—1, Miss Brown, 
Avian; 2, Mr. Baker, Avian; 3, Flt. I.t. Rose, Moth. 

“Daily Dispatch’? Nomination Handicap.—First Heat.—x1, Miss 
Leathart, Grasshopper; 2, Mr. Summers, Avian;.3, Mr. F. O. Thorne, 


Avian. Winner’s speed, 80 iwn.p.hr. Second Heat.—1, Miss O’Brien, 
Moth; 2, Sq. Ldr. Noakes, Avian; 3, Fit. Lt. Rose, Moth. Winner’s 
speed, 841 m.p.hr. Third Heat.—1, Miss Winifred Brown, Avian; 2, 


Mr. EB. V. Baker, Avian; 3, Major Veal, Moth. Winner’s specd, 
94 m.p.hr. Final.—1, Miss O’Brien; 2, Mr. Baker; 3, Miss Brown. 

Inter-Club Relay Race (for team of three members).—1, Midland Aero 
Club; 2, Yorks Aero Club; 3, Newcastle Aero Club. Winning team— 
Willis, Jackson, and Brighton. In this contest the landings by the 
Newcastfe members were particularly good. 

Club Instructors’ Aerobatic Contest.—1, Mr. G. Bartlett, Bristol, 
Wessex Club (37 points); 2, Flt. Lt. Rose, Midland Club (36 points) ; 
3, Mr. G. BK. Lowdell (29 points). 

Bal’oon Bursting.—Flt. Lt. Bruce, Mr. Summers, Mr. Lowdell, 
Mr. Lacayo all tied for the first four places. 


OTHER EVENTS. 
Somewhere in the, course of the day, either when one was 


having lunch or tea, a Mr. F. Ford’ with a Russell parachute 
did a delayed drop from 4,oo0 ft., not pulling the cord until 


and 


ttf 3 


AT BLACKPOOL, 1928.—Part of the shilling enclosure, the starting-end 
formation. —(“ Acroplane ” photograph.) 


he had fallen 1,500 ft. Probably when he did pull the co; 
some members of the crowd were disappointed. 

So far as the competitions were concerned there is ju 
one criticism which one would like to make. That 1s ¢ 
the impropriety of what is called a Nomination Handica: 
Events of this kind were one believes invented at a meetin 
at Bournemouth. Some local paper or hotel or tradesma 
pays an entry fee for the privilege of having one of tl 
machines in the race entered in its or his name and for tl 
right to nominate a passenger to fly in the machine. ( 
course the whole thing is purely and simply an adyertis 
ment for the local shopkeepers and so forth. 

There is really no objection to such a form of advertisin, 
or to such an event, so long as the piloting is confined | 
professional aviators. They have their livings to make lil 
the rest of us. There is in fact no real objection to own 
pilots letting themselves out for such an advertisement. B; 
one does hold most emphatically that serving officers in tl 
Air Force ought not to compete in such events. 


It is not seemly that an officer’s name should be linke 
on the programme with that of some local café or tailor | 
provision merchant. It may sound snobbish, and the afor 
said local shopkeeper may be a wholly estimable individu< 
while on the other hand the serving officer may in mat 
ways have a blemished character. But one merely sugges 
that such things ought not to be as done. There is 1 
need to make any rules or regulations about it. All that 
necessary is for serving officers in the R.A.F. not to do: 


On general principles one objects to the whole thin, 
It is only one step between that and making the machin 
fly in such races with a banner streaming from their tat 
advertising the particular emporium which has hired the 
for the occasion. Motor-car racing is not supposed to be : 
the same class as horse racing or certain other sports whic 
are looked upon as the property of the nobility and gentr 
But eyen at Brooklands cars do not race carrying advertis 
ments of Coleman’s Mustard or Heinz Baked Beans. Art 
that is the class of thing to which these Nomination Re 
belong. | 


Joy-RIDING. ' 


| 
After the last race several thousands of the crowd still hur 
around the railings watching the joy-+ride machines t 
dark. The two Handley Page W.1os, piloted by Mr. O. | 
Jones and Mr. Robinson, were carrying joy-riders at ros. 6 
a head, as fast as ever they could be loaded into the machin 
and out again, every minute of the day when joy-ridit 
could be permitted. 800 passengers were carried in the bh; 
weather on Friday and up to the beginning of the R.A. 
Display in the afternoon of Saturday, 400 passengers had be 
carried in the intervals between races. One gathers th 
altogether between 2,000 and 2,500 passengers were caffil 
on the two days. How many were carried on the Sunday 
well one has yet heard. Anyhow the two machines ce 
tainly did good work in making the Blackpool visitors ai 
minded. 
After the whole meeting was over the prizes were p1 
sented by the Lady Mayoress on the dance floor of the Tov 
Ball-Room. Something like 3,000 people who had paid 
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go there to dance were turned off the floor during the cere- 
mony. But the Lancashire people are always good sports- 
men and they cheered the prize-winners enthusiastically. The 
speeches by the Lord Mayor and Sir Sefton Brancker were 
commendably brief. 

After that the aviating visitors proceeded to make up 
parties of their own, which one gathers lasted till the small 
hours of the morning. At any rate one pilot was met at 
breakfast-time still in evening dress having taken a partner 
down to the aerodronte for a joy-ride. The R.A.F. machines 
were to have flown home to their respective aerodromes on 
Saturday night, but a kind-hearted High Authority gave thein 
leave to stay over till Sunday morning. So the airmen who 
worked so hard had a Saturday night out in Blackpool. One 
hopes they enjoyed it. 

Coming up to Town by train on the Sunday morning, hav- 
ing joined the Ulster Express at Preston, we overtook three 
machines flying in formation somewhere near Warrington 
against a strong Southerly wind. They appeared to be night- 
bombers and have probably got home by now. 

The general level of the flying at the show was extremely 
good. Owner pilots, pupils trained ab initio by the Club, 
Club instructors and the professional pilots of the various 
firms all showed a very high level of skill. Occasionally 
competition regulations were ignored, as for example on the 
Friday when the competitors flew high with the wind and 
hedge-hopped ayainst it, in spite of the regulation that they 
must not come below 200 feet owing to the proximity of high- 
tension wires,—the kindly producers of the regulation add- 
ing that flying low near these wires might lead to dis- 
qualification or incineration or both. 


FEMINISM. 


One of the few unpleasantnesses of the meeting concerned 
a woman pilot who lodged a written protest with the Royal 
Aero Club officials against being disqualified from competing, 
in spite of the fact that her disqualification was due to her 
not having produced her machine in time for official verifica- 
tion, a trifling omission on her part which appears to have 
been due to her not having attended the meeting of pilots 
at which the officials explained the regulations of the meet- 
ing. 

One is all in favour of the feminist movement, but when 
women impose themselves as competitors with mere men they 
must stand by the regulations which mere men have to 


AT BLACKPOOL, 


1928.—The Parnall Imp (Armstrong Siddeley Genet) coming in over the Eastern end of the 
aerodrome. —(“ Aeroplane ” photograph.) 


obey. They cannot insist on masculine rights and then claiy 
feminine privileges. : 

All the same, one must say that most of the aviatresse 
in this country are thorough good sportswomen and all th 
men pilots were thoroughly pleased to see Miss Winifre 
Brown rake in so many prizes. And they were all glad th: 
Miss O’Brien, after trying so hard for so long, should als 
win a decent prize. And they were just as sorry that Mis 
Leathart after winning her heat so well in one race did m 
get into the first three in the final. Aviatresses of that typ 
are always welcome. ‘Those who compete on the ‘“‘ win, t 
or wrangle ”’ principle are not likely to be popular. — 

Apropos feminine pilots. there was some little chat abor 
the proposed so-called scholarships which the Women’s Se 
tion of the Air League is offering. A medical member , 
the Newcastle Club made the brilliant suggestion that 
imagined these scholarships to be part of a scheme for gettin 
rid of the superfluous women of this country. | 

ENVOI. : 

Among the pilots themselves balloon-bursting seemed { 
be a particularly popular sport, though it is certainly mK 
spectacular so far as the gate is concerned. Some brilliar 
ideas were suggested for making machines <nore effectiy 
as balloon-bursters. One was to set a series of pitot tube 
along the leading edges of the wings and along the strut 
with the hind end of the tubes open to create suction an 
so suck the balloons onto the wings. Somebody else sus 
gested that a couple of vacuum cleaners on the wing-tig 
driven off the engine might be better. Another suggestio 
was that the best way to catch the balloons was to stall th 
machines on top of the bunch and prick them with a pir 
Yet another competitor, evidently more accustomed to nigt 
clubs than aerodromes, suggested that a burning cigarett 
end is a good thing. Re 

Altogether the aviating people at Blackpool quite enjoye 
themselves. On their behalf one feels justified in thankin 
the Mayor and Corporation of Blackpool for all that was don 
to make the visit pleasant. “lp 

One gathers that the intention of Blackpool is to ‘ave 
really big municipal aerodrome about half a mile due Ha: 
of the Tower, which is the level of the middle of the tow: 
taking it from North to South. jfhe existing aerodrome : 
far away to the South of the town and not nearly so accessibl 
as the suggested site would be. One hopes that this proje 
will be put into practice. 
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‘SALVATOR” PARACHUTE 


CINISELLO (Milan): Lieut. Ferrarin jumped with a delayed 
opening of 300 metres. 


TORINO: Record of height—Pilot Donati. 


MONTECELIO (Rome): Record of distance—Pilots Ferrarin 
—Del Prete. 


CENTOCELLE (Rome): Major Cuntry, although burned and 


with the aircraft on fire, was saved. 


NOBILE: Maddalena and Penzo dropped supplies with the 
Salvator parachutes. 


MONTECELIO — PERNAMBUCO : World’s record — Pilots 


Ferrarin—Del Prete. 
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Certainly Blackpool appeals to the working classes more 
than to the class of person who is a private owner of aero- 
planes, and there is very little hotel accommodation in Black- 
poo: for the owner-pilot type of person. But at the same 
time Blackpool is a very healthy place and it is far enough 
from London to make a really good air journey, so a good 
aerodrome plus a good hotel or two might attract a good 
many aerial visitors,—in time to come when flying is a trifle 
more popular. At the present time all the owner-pilots to- 
gether would hardly keep an hotel or an aerodrome going. 

However, Blackpool has always been noted for being a 
long way in front of most seaside places in its organisation 
of attractions, and what Lancashire thinks to-day England 
thinks to-morrow, so no doubt the airmindedness of the Black- 
pool in the Year of Grace 1928 will bear deserved fruit in 
years to come.—c. G. G. 


THE KING’S CUP RACE. 


The following particulars have been issued concerning the 
course for the King’s Cup Race on July 20 and 21 :— 

The course is 1,0963 miles, starting at Hendon Aerodrome 
and finishing at Brooklands Aerodrome. 


SECTION 1.—Friday, July 20. 
London (Hendon Aerodrome), Start. 


Controls : Norwich (Mousehold Aerodrome), 99 miles; 
Birmingham (Castle Bromwich), 132 nviles; Nottingham 
(Hucknall Aerodrome), 433 miles; Leeds (Sherburn-in-Elmet 
Aerodrome), 514 miles; Newcastle-on-Tyne (Cramlington 
Aerodrome), 94 miles; Glasgow (Renfrew), 121 miles. 

Total Section 1, 5403 miles. 

SECTION 2.—Saturday, July ar. 
Glasgow (Renfrew Aerodrome), Start. 
Turning Points :—Silloth (Solway Firth), 79} miles. (White 


Cross on ground close to Lighthouse. Approaching Silloth 
from the north. Competitors must pass the White Cross 
leaving it on their right at a distance not exceeding 300 
yards and at a height of not more than 5,000 feet.) Blackpool 
Tower (Blackpool), 74; miles. (Approaching Blackpool from 
the north, Competitors must pass Blackpool Tower leaving 
it on their right at a distance not exceeding 300 yards and 
at a height of not more than 1,000 feet.) 

Controls :—Liverpool (Hooton Park), 36 miles; Bristol 
(Filton Aerodrome), 1243 miles; Southampton (Hamble Aero- 
drome), 71 miles; Lympne (lympne Aerodrome), 1033 miles; 
Brooklands Aerodrome (Finish), 67} miles. 

Total Section 2, 555% miles. 

Finish of the Race.—The finish of the Race is at Brook- 
lands Aerodrome. 

The following are the competitors. The racing number of 
the machine is followed by the name of the entrant, after 
which comes the name of the pilot, and then the aeroplane 
oe engine. == 

, Will Hay, F. R. Matthews, S.E.5a, Airdisco. 

if Lieut. L. G. Richardson, R.N., Lieut. L. G. Richard- 
son, D.H. Moth, Cirrus Mark II. 

3, Air Commodore J. G. Weir, C.M.G., C.B.E., A. C. H. A. 


Rawson, Autogiro C.8.L.2, Armstrong-Siddeley Lynx Mark 
NV) 220 ap. 
4, + WangGdes-C. “D. Breese, AvF.C, BRE At, Boe 


Poer Trench, H.A.C.11, Bristol Cherub, Mark III. 
me Alan Samuel Butler, A.-S. Butler, DEE Moth Se sr: 
ipsy. 

6, Sir Charles Wakefield, Bart., 
Moth G, D.H. Gipsy. 

7, W. Lawrence Hope, W. Lawrence Hope, D.H. Moth G, 
D.H. Gipsy. 

8, Norman Jones, 
Mark ING 

QebltsikA.oF. O: Soden, ‘DiEICyaFitist wi Os asodem 
DEC. DH. Moth; Armstrong-Siddeley Genet I. 

10, is Parkinson, J. C. Cantrill, Avro. Avian IIIa, 
Mark ITI. 

11. A. C. M. Jackaman, A. C. M. Jackaman, D.H. Moth X, 
Cirrus Mark II. 

12) Alanis Butler, 
Mark II. 

13, ‘‘ Harold Brooklyn,” ‘‘ H. Brooklyn, »” Westland Wid- 
geon III, Armstrong-Siddeley Genet II. 

TA EN A. Bruce, Colonel The Master of Sempill, Westland 
Widgeon, Cirrus Mark ele 

15, Major A. A. Nathan, Wing Cdr. S. W. Smith, D.H. 
Moth X, Cirrus Mark IT. 

16; AN Whitehead, R. A, ABEL Sean Baby Avro, Cirrus 
Mark 1b; 

1734.P. Ne G, -Peters; 
Avian, Cirrus Mark II. 

18, G. C. Parnall, Flg. Off. D. W. Bonham-Carter, Parnall 
Imp, Armstrong-Siddeley Genet II. 

19, T. O. M. Sopwith, C.B.E., Flt. Lt. P. W. S. Bulman, 
M.C., A.F.C., Hawker Heron, Bristol Jupiter VI. 


Capt.-Eee Ss Broadway EHe 


Norn.an Jones, 


D.H. Moth X, Cirrus 


Cirrus 


AS *S:9 Butlers Daher Vothimex@iinis 


Fit Ctx Roi eRees, AE.C. Avro 
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‘“‘multi-place ’? Avro. —\‘ Aeroplane ” photograph.) 


20, H. J. Thomas, Sq. Ldr. A. G. Jones-Williams, Bristc 
83E, Bristol Titan Mark I. 

21, Sir George Stanley White, C. F. Uwins,’ 
Bristol Jupiter Mark VIa. 

22, H. J. V. Ashworth, Bernard Martin, Avro Avian, Cirru 
Mark Tae 

23, D. Longden, Flg. Off. R. L. R. Atcherley, RAF 
Gloster Grebe, Armstrong-Siddeley Jaguar. 

TAGs Gas Warwick, G. N. Warwick, ASN.E.C. IV, Arn 
strong-Siddeley Genet. 
25, M. A. Lacayo, M. A. Lacayo, D.H. Moth, Cirrus 7 


26, Robert Blackburn, Sq. Ldr. J. Noaties: ASE CS M.M 
Blackburn Lincock, Armstrong-Siddeley Lynx IV. 

27, O. E. Simmonds, Flt. Lt. S. N. Webster,. A.F.C 
Simmonds Spartan, Cirrus Mark II. | 
28, R. lL. Preston, Flg. Off. Ly. S. Birt, Blackburn Blu 
bird, Genet II. 
29, R. G. Cazalet, R. G. Cazalet, Westland Widgeon II’ 
Cirrus Mark II. 

30, H. M. Yeatman, H. M. Yeatman, D.H. Moth, Cirre 
Mark I 

31, W. Newton, G. EH. F. Boyes, ae Avian IIIa, Acrinstales 
Siddeley Genet Tie 

By, AS Vis Roeser lta siti be I: Luxmoore, D.F:C., Ait} 
Avenger, Napier Lion Mark IX. 

33, A. V. Roe, Capt. E. W. Percival, Avro Avian, Cire 
Mark II. | 
24, Aen Vs Roe ars At watovynte Avro Avian, Cirrus Mar 
if 


AT BLACKPOOL, 


Bristol 10) 


Il. 


35, Lieut.-Col. M. O. Darby, O.B.E., T. Neville Staci 
A.F.C., D.H. Moth X,. Cirrus: Mark Tl: ee ry 
36, Lieut..Col. Ane Barrett-Lennard, C.B.E., Sq.eme 
H.. W. G: Jones, M.C,, A:DiC: Martinsyde, A.D.C. Nimbus. 
37, Miss W. E. Spooner, Miss W. E. Spooner, D.H. Mot! 
Cirrus Mark I. | 
38, Capt. C. B. Wilson, M.C., E. EB. Stammers, Dae Meu 
Cirrus Mark I. 
Of the foregoing machines the following are competing i 
the Siddeley Trophy Tour :— 


Lieut. L. G. Richardson, R.N. (London Aeroplane club 


D.H. Moth. Fit. Lt. Cc F. Le Poer Trench (Halton Aer 
Club), H.A.C.II. Norman Jones (London Aeroplane Club 
DH? Moth X.: Fit. Lt. FO: Soden; DF.Cy Deh 


A. C. M. Jackaman (London Aeroplane Club), D. H. Moth & 
‘Harold Brooklyn ”’ (Halton Aero Club), Westland Widgeo 
Ill. R. A. Whitehead (Southern Aeroplane Club), Baby Avr¢ 
Fit. Lt. R. L. Ragg, A.F.C. (Royal Aircraft Establishmer 
Aero Club), Avro Avian. “Flg. Off. L. Birt (Suffolk an 
Eastern Counties Aeroplane Club), Bilceeery Bluebir¢ 
R. G. Cazalet (Midland Aero Club), Westland Widgeon IL 
H. M. Yeatman (Hampshire Aeroplane Club), D.H. Moth 
Miss W. E. Spooner (London Aeroplane Club), D.H. Motl 
H. EK. Stammers (London Aeroplane Club), D.H. Moth. 
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THREE NOTABLE FLIGHTS. 


The fact that Rubery, Owen accessories were used 
on Sir Alan Cobham’s machine in his flight to 
Australia and back; in Lieut. Webster’s machine in 
which he won the Schneider Cup, and in Capt. 
Hinkler’s Avro “Avian” machine in which he made 
his remarkable flight from England to Australia, is 
in itself sufficient evidence of the outstanding 
quality of these products. 


Le fait que des accessoires Rubery, Owen ont été 
utilisés pour l'appareil de Sir Alan Cobham dans 
son vol al’ Australie et retour; pour l’hydravion du 
Lieut. Webster 4 bord duquel il gagna la Coupe 
Schneider, et pour l’avion Avro “Avian” due Cap. 
Hinkler avec lequel il exécuta son vol remarquable 
d’Angleterre en Australie, est en lui méme une 
preuve suffisante de la qualité éminente de ces 
produits. 


Fl hecho que los accesorios Rubery, Owen han sido 
utilizados para el aparato de Sir Alan Cobham en su 
vuelo a Australia y regreso; para el hidroavién del 
Teniente Webster a bordo del. cual gané la Copa 
Schneider, y para el avidn Avro “Avian” del Cap. 
Hinkle con el que ejecuté su vuelo notable de 
Ingliterra a Australia, es en si mismo una prueba 
suficiente de la calidad sobresaliente de estos 
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ahi 


productos. 


HEAD OFFICE & WORKS, 


DARLASTON, 


‘Telephone : DARLASTON 130. 


MANUFACTURERS : 


SOUTH STAFFS, 


ENGLAND. 


FAMOUS AIRCRAFT 


USING A ann P COLD DRAWN WELDLESS STEEL TUBES 


. 


The Short ‘Singapore’ is the first All-metal Flying Boat designed 
by British Constructors, and represents developments following 
the production, by Messrs. Short Brothers, of Rochester, of a metal 
hu’l to the order of the Air Ministry, in 1924 Sir Alan Cobham 
used this machine for his African Survey Tour It is fitted with 
twin Rolls ‘* Condor” IIIA water-cooled engines, each developing 
700 h.p. at 2,000 r.p.m., and it can be flown with full load on 
One engine First flown in August, 1926, it has since undergone 
Successful trials at the MAE E, Felixstowe 


A AND P TUBES ARE USED 


SIR ALAN COBHAM IS TO BE 
CONGRATULATED UPON HIS 
WONDERFUL AEFRICAN FLIGHT 
OF SURVEY, “AND WE ARE 
PLEASED TO BE ASSOCIATED 
WITH THIS ACHIEVEMENT. 
Sir Alan has telegraphed us to the 
effect that ‘‘all steel tubes fitted to the 
Short Rolls Royce flying boat stood up 
perfectly to the trying tests of varying 
temperatures and great strain.” 


caaxe ACCLES 


& POLLOCK, ss 


OLDBURY BIRMINGHAM 


SSS 
KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 
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THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec.: Harold 5. Perrin, 3, Clifford Street, London, ‘ W.1.] - 
Report for weck ending July 8. 

Flying Time 47 hr. 5 min. Instruction 25 hr. 35 min. Soloists 21 hr 
30 min. Soloists—Messrs. J. J. Hofer, J. H. Brewster, ihe CS eT, 
J. Cc. V. K. Watson, S. Nesbitt, G. Larden, E. R. Andrews, P. A. 
Wiils, R. Sanders Clark, P. W. Hoare, H. M. Samuelson, J. H. Saffery, 
&. E. Stammers, Will Hay, Major R. M. S. Veal, Major K. M. 
Beaumont. IJnstruction.Miss H. Cholmondeley, Miss Wilson, Miss 
Hicks, Mrs. Thatcher, Messrs. R. S. Rattery, E. H. Thierry, J. Bickley, 
E. G. Amsden, L. Rowson, J. Eden, H. W. Marlow, A. C. Collins, 
pe. A. Wills, W. Hart, C. W. Bonniksen, D. H. M. Symon, J. R. A. 
Stroyan, B: Carey, R. Maurice, B. I. Middleton, E. A. Lingard, A. C. 
Thomas, H. R. Presland, G. Larden. 

King’s Cup and Siddeley Trophy Tour.—The first competitor wiil 
leave Hendon Aerodrome at 08.00 hr. on Friday morning, July 20. 
Members of the London Aeroplane Club will be admitted free to 
Hendon Aerodrome on production of their Membership Badges. 

Finish at Brooklands.—The finish of the Race will take place at 
Brooklands Aerodrome, on July 21, and the winner is expected to 
arrive at about 17.00 hr. The Junior Car Ciub 200 mile Race is taking 
place at Brooklands the same afternoon, and the Royal Air Force will 
give Displays during the afternoon. Members will not be admitted 
free to Brooklands Aerodrome. ‘the charge for admission will be :— 
Public Enclosure, 3s. Paddock and Reserved Parts, Ios. 
The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. . Dodds, Cramlington Aerodrome, Northumberland, ] 

Report for weck ending July 4. 

Flying Time 20 hr. 50 min. Instruction 4 hr. 15 min. Soloists 4 hr. 
45 min. ‘‘A” Pilots 8 hr. 45 min. Passengers 2 hr. 20 min. Tests 
45 min. Instruction.—With Mr. J. D. Parkinson—Mrts. Kish, Miss Slade, 
Messrs. Carr, Maxwell, Lawson, Walker, Vernon Heaton, Runciman 
(Secondary). Soloists—Messrs. Jackson and Maxwell. “A” Pilots.— 
Messrs. Irving, Todd, H. Ellis, W. B. Ellis, Heppell, Turnbull, Leech, 
A. H. Bell, Rk. N. Thompson, Dr. Dixon, Mr, C. Thompson. Pas- 
sengers.—With Mr. Parkinson—1. With Mr, Leach—t. With Mr. A. H. 
Bell—1. 

We are pleased to report that on Wednesday Mr. A. Maxwell suc- 
cessfully carried out the tests for his “A” I.icence. On Thursday 
the Club’s three Moths, accompanied by Miss Leathart on the Grass- 
hopper, left for Blackpool Fiying Meeting. We take this opportunity 
of congratulating Dr. Dixon on his very tine performance in winning 
the Inter-Club Members’ Race. All the Club members who attended 
the Blackpool Meeting appeared to enjoy themselves to the full. 

The Yorkshire Aeroplane Club. 

fSec.: Lt.-Col Walker, Sherburn-in-Elmet. | 

Report for week ending July 8. 

Flying Time 32 hr. 40 min. Instruction 7 hr. 4o min. Soloists 24 hr. 
1o min. Passengers 1. Instruction—With Mr. Beck—Messtrs. Ljievans, 
Parks, Bell, J. Blackburn, Evans, Wilton, A. Crowther, Brown, Rowley, 
Watson, Dujardin, Ellisou, Wayman, Fitton. Soloists.—Messrs. Dick 
and Reynolds. “ A” Pilots—Messrs. Ellison, Dawson, A. Crowther, 
H. Crowther, Lister, Thomson, Birch, Humpheries, Ambler, R. Lax, 
Wilson, Clayton, Norway, Wood. “B” Pilot.—Mr. Fielden. Pas- 
sengers.—6. 

At home we have had an uneventful week, and on Thursday pro- 
ceeded to Blackpool for the Northern Pageant. The high winds pre- 
vailing on Friday made it impossible for our little Bluebirds to keep 
pace with their slimmer rivals. 

On ‘Tuesday last Mr. Reynolds executed his “A” Licence tests with 
remarkable skill considering the time he has been with the Club, 
The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth. ] 

Report for week ending June 30. 

Flying Time 26 hr. 37 min. Instruction 10 br. 31 min. Soloists 6 hr. 
50 min. Passengers 7 br. 46 min. Tests 1 br. 30 min. Instruction.— 
With Flt. Lt. T. Rose, D.F.C., and Mr. W. H. Sutcliff—Messrs. H. P. 
Haylock, J. Cobb, M. Turner, G. E. C. Hill, H. Tipper, E. L. Richards, 
T. H. Drury, H. Coleman, S. Nesbit, W. Westwood, F. 1. Steward, 
H. Lattey, R. Summerfield, M. A. Murtagh, A. W. Roberts. Soloists.— 
Messrs. E. P. Lane, R. lL. Jackson, O. L. Richards, HE. D. Wynn, W. 
Swann, W. M. Morris, Rowley, S. Nesbit, H. J. Willis, C. W. 
Fellowes, E. J. Brighton, S. H. Smith, R. C. Baxter. Passengers.—6. 

On Monday Mr. S. Nesbit passed all tests for his ‘‘ A” Licence. 

Report for week ending July 7. . 

Flying Time 26 hr. 24 min. Solo Instruction.—With Flt. Lt. Rosé, 
D.F.C., and Mr. Sutcliffe—to. Dual Instruction.—12. Passengers.—s. 

On Thursday. Flt. Lt. T. Rose flew LT to Blackpool. 

The total flying time for June was 143 hr. 26 min. 

The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, The Aerodrome, Hamble. | 

Report for week ending July 7. 

Flying Time 18 hr. 45 min. Instruction 11 hr. 55 min. 
s hr. 5 min. Soloists 55 min. Passenger Flights 25 min. 
Instruction.—With Flt. Lt. Swoffer—15. “A” Pilots.—4. 
Passengers .—tI. 

The weather has been unkind to us, and when it was possible to 
fly our last machine was placed on its nose on the aerodrome. Mr. 
Watson had landed and lost his prop., and apparently when trying 
to catch it he opened the throttle, and left it open. He started up 
the engine again, and the result may well be imagined. He at- 
tempted to stop it and was seen to disappear under the plane, when 
the machine was upside down. Someone said Watson was hurt and 
thought he heard the chief instructor say he hoped he was, but this 
has been denied. The Avian engine was having a complete over- 
haul, and so we became a non-flying club. This was unfortunate, as 
we were unable to send a machine to Blackpool to compete in the 
events there. The ground engineer by working day and night man- 
aged to let us have the Avian again by Saturday. 

Major de Bernardi, of the Italian Air Force, has been in Hamble, 
and flew the Avro Avenger, this was not exciting enough apparently 
for he came to the club and flew the Moth. 

Mr. Scott-Hall successfully did his height test for his “ A ” Licence. 
He has not offered to buy us a new Moth!!! 


WAP ULOUS 
Tests 25 min. 
Soloists.—1. 


Members of this Club are keenly interested to note that a myster 
Light Aeroplane has been entered for the King’s Cup Race by M 
O. E. Simmonds, our Managing Director. It is understood that thi 
aircraft has been designed on original lines and contains severe 
features which are quite new. It has been designed and cons' ruct 
entirely by Mr. Simmonds and we believe that its appearance wi 
cause great interest in flying circles. The machine is known as th 
Spartan and is fitted with a Mark 2 Cirrus engine. Further etait 
are not available at the moment as the machine has been ¢ 
structed under conditions of such secrecy that until a day or two ag 
not half a dozen people knew that Mr. Simmonds was at it. a 

Another of our Members, Capt. H. M. Yeatman, has entered h 
Moth for the Siddeley Trophy Tour and we wish both these = 


the best of luck. : 
Flying Time for June 122 hr. 25 min, Imstruction 37 hr. 45 mi 
“A” Pilots 42 hr. 15 min. Soloists 25 hr. 55 min. Passenger Flighi 
13 hr. 25 min. Tests 13 hr. 5 min. a 
The Norfolk and Norwich Aero Club. d 
[Manager: Basil Young, The Aerodrome, Sprowston.] : 
Report for week ending July 7. ete i 
Flying Time 32 hr. 4o min. Instruction.—With Mrxn Young—Messr 
C. Ransome, A. Richardson, C. Mills, A. Marshall, A. Harvey, 1 
Kirkby, D. Corsellis, C. -Ansitis, A. Finch, T. Image, H. Neav 
Soloists.—Messrs. G. Barker, A. Marshall, EK. Varden Smith, E, 
bert, R. Harmer, A. Cooper, W. Ramsay, F. Gough, G. Surtees, I 
Clarke, R. Moore, A. G. Lofty, A. Pank, W. Cubitt, R. Potter, 1 
Neave, N. Brett. Passengers.—13. . ae 
Messrs. Gough and Surtees flew to Blackpool. Yes, they real 
did it all on their own, fighting against fearful odds, forty-an-hor 
gales, rain-storms, landings for “tea” (?), etc., included, and the 
arrived there. Well done, pilots brave. Just to imagine these ty 
warriors carried the Club’s colours and flaunted them on high 0’ 
hill o’er dale up to Blackpool and back again. — 
Messrs. Marshall and Neave executed thrilling first solos this wee 
fine display of flying too, and both are now eligible to enter in 
the Pilots’ “Holy of Holies.” There is only one grouse we ha 
against Neave, he artfully made his first landing round the corner, : 
to speak. There is a big mound in this aerodrome and he very car 
fully selected a spot behind this mound on which to sit down. — 
We are going over in full war paint on Thursday next to Thetfor 
and we can tell you Thetford is going to be severely shaken wi 
the flying feeling. Suffolk Club is going to co-operate and it’s goit 
to be written down in the annals of Ancient Thetford as their fine 
Civic Week show. 
The Suffolk and Eastern Counties Aeroplane Club, — 
[Sec.: Maj. P. lL. Holmes, D.S.C., The Aerodrome, Hadleigh, Suffolk 
Report for week ending July 7. a oe, 
Flying Time 15 hr. 20 min. ‘Instruction 9*hr. 30 min. “A” @ 
“B” Pilots 2 hr. 15 min. Soloists 1 hr. 25 min. Passenger Fligh 
r hr. 25 min. Tests 45 min. Passengers.—With Mr. Lowdell—7. I 
struction.—Dr. Mildred Yate, Mrs. Young, Miss W. Edwards, I 
Dunn, Mrs. Goodwin, Messts. Billinton, Wedd and Peck. Soloists (und 
instruction).—Messrs. Billinton and Peck. ‘ A” and “B” Pilots 
Mr. Schofield. _ 
This report only covers the period up to Wednesday eyening. ( 
Thursday Mr. Prentice and Dr. Sleigh, flying RE, and Mn, Lowd 
in SZ, left for the Blackpool Flying Pageant. a Hee 
On Thursday next the- Club is co-operating with the Norfolk 4 
Norwich Club in an Air Display, at Thetford. a 
The Bristol and Wessex Aeroplane Club. 
[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] -a 
Report for week ending July 7. f ' a | 
Detailed report of flying hours and members under instruction, et 
will be forwarded next week. ; | 
On Thursday Mr. E. B. W. Bartlett left in G-EBTV for the Blac 
pool Pageant, where we were pleased to hear he won the Instructo 
Individual Aerobatics Competition. Mr. Downes-Shaw left on Sat 
day morning for Blackpool in G-EBST. sl 
Our new Moth with Slotted wings arrived on Saturday, 7th, and } 
J. KE. Tratman, who was instructing that afternoon, was very pleas 


The Cinque Ports Flying Club. 

[Sec.: R. Dallas Brett, 114, High Street, Hythe. ] 

Report for week ending July 7. | 

Flying Time 17 hr. Test Flight 10 min. Instruction.—With M 
Clarke—Miss Allen, Miss Tagart, Mr. S. Glynn, Mr. Evernden, | 
Gunner, Mr. Boys, Mr. Story, Mr. Edgson Wright, Mr. Swinna 
Capt. Took. Soloists—Mr. Douglas, Mr. Story, Mr. Edgson wrig 
Mr. R. Dallas Brett, Capt. G. E. Took. Joyrides——With Maj. Clark 
12. +> Ree is & 
On July 1, Mr. Edgson Wright, an ex-R.F.C. pilot, completed ; 
tests for “A” licence and was followed by two ab initio pupils, | 
Story of Hythe and Mr. R. Dallas Brett of Hythe. _ ; 

On July 2, another ab. initio pupil, Lt. A. V. C. Douglas, of 
Guards’ Depot, Canterbury, completed his tests. Mr. Douglas. — 
up an exceedingly good performance under some - difficulties, ow: 
to low clouds and the presence of a strange Moth which bau! 
him as he was coming in to land. All these four members. é 
passed their viva voce examination in. Air Navigation, etc. We reg 
this as a very good performance after six weeks’ -work. . 

On July 4, the aerial golf match between Mr. Edgson wie 
partner and two members of the Ashford Golf Club, took place, © 
a course of six holes. We are. glad to report that the Club won ! 
match by one stroke,’ Mr. Wright’s “ drop shots” being accurate. 

Visitors during the week included’ Miss S. O’Brien in hea 
OS, and Dr. Merton, in his slotted Moth QZ, also a very smart M 
belonging to the Communications Squadron, R.A.F. | E | 

On Saturday, July 7, Capt. Took was tactless enough to taxi | 


Moth along the ground at a great-velocity, into one of the 
manent hangars on the aefodrome. The hangar proved to be 
more permanent than the Moth, which looks uncommonly lik) 
total “write off.” Fortunately Capt. Took stepped out unhurt. — 
The Winnipeg Flying Club. 


Report for week ending’ June 17. 


The report for the week ending June 17 shows 25 hr. 18 min. fly: 


‘- 
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: 
ights for the week were 347, making a total of 1,005 in the three 


‘eks since the Club commenced operations. 

}f the flying time 22 hr. 43 min. was dual control work under 
_ de Blicquy, instructor, by Miss Magill and Messrs. Alleyn, Brookes, 
adbrooke, Crosby, Fraser, Furnival, George, Grainger, Huggard, 
ykland, Haldane, McRorie, Moore, Patterson and Thomas. 

fust over two hours of solo flying was done by Messrs. Crabbe, 
raith, Huggard and Morgan. Member passengers for the week were 
rs. Cook, Mrs. Crabbe and Mr. Partridge. 

Total incidents in the three weeks were: one flat tyre, one forced 
nding caused by a flaw and breakage in No. 8 rocker arm on the 
gine, slight damage to the rudder from stretching of the tail-skid 
ring, replacement of one centre-section bolt. 

During the early morning period on June 16 the machine is thought 
have struck a rock in the long grass while landing or taking off. 
ight damage was discovered at the extreme rear of the fuselage 
hen the daily check was made. Repairs were completed and the 
achine was flying again by June 19. 


FLYING SCHOOLS. 

The De Havilland Flying School. 
Report for week ending July 8 
Flying Time 165 hr.. 40 min. Instruction.—Dual—go hr. 30 min. 
olo—4r hr. 55 min. Other Flying.—33 hr. 15 min. 
We have now begun a busy period, and in consequence two new 
foths have been placed on the School and the services of a new 
istructor have been secured. 
The School has now eight Moths, five Jaguar D.H.oJs, and six In- 
‘ructors at its disposal, together with a most up-to-date Pavilion 
nd Lecture Room. 
During the week four pupils including Sir Pyers Mostyn, the Hon. 
). F. Tennant and Mr. W. Coker Iliffe carried out excellent first 
olos. 
Our new arrivals this week, include many University Undergraduates 
nd five Indian Government pupils. 
Twelve new Moths were tested, and amongst purchasers who took 
elivery this week, were Lady Heath and Major A. A. Nathan. 
Moths were again greatly in evidence at the Blackpool Air Pageant 
nd secured many valuable events. 
A notable visitor to Stag Lane this week was Herr Fieseler, the 
amous German stunt pitot. 


The Henderson Flying School. 
{Managing Director: Lt.-Col. G. I. P. Henderson, Brooklands Aero- 
lrome, Byfleet.] 
Report for week ending July 6. 
Flying Time 36 hr. Instruction.—With Col. G. L. P. Henderson— 
flessrs. Brooks, Bennett, Groner. With Mr. H. D. Davis—Miss Wellby, 
fajor Parkin, Messrs. Matos, Davies, Knox, Groner, Norbury, Jager, 
dr. Taylor. 
Over 200 passengers were carried during the week. 


LIBRARIANS [| 


Mess— Club Institute. 


Woaeke lo: SURE: *1TO 
BE A DEMAND FOR: 


Prices 
post free. 


THE WAR IN THE AIR. _ Vol. II. 


H. A. Jones. (Official History.) 
(With an Index for Vols. I and I1.) 18/- 


ALL THE WORLD’S AIRCRAFT, 1927. 


C. G. Grey and Leonard Bridgman. 42/9 
THE ART OF FLYING. 
By Capt. Norman Macmillan. 5/4 
MEMORIES OF LAND AND SKY. 
Gertrude Bacon. 7/9 
aee.c. OF FLIGHT. 
) W. Laurence Le Page, 7/9 


AIRMEN OR NOAHS. 
Rear-Admiral M. F. Sueter, C.B., R.N., M.P. 


; 25/6 
THE ZEPPELINS. 
Capt. Ernst Lehmann and Howard Mingos. 


SKYWARDS, ak 
F Commander R. Byrd. 15/9 
ORDER THEM NOW. 


FROM 


THE AEROPLANE BOOK DEPT., 
14, Bream’s Buildings, E.C.4. 


MARCONI 


AIRCRAFT SETS 


ARE USED 
THROUGHOUT THE 


WORLD. 


The well-known Marconi tele- 
phone-telegraph aircraft set Type 
AD6h, the latest model of 
which is illustrated here, has been 
approved by the British Govern- 
ment as the standard wireless. 
equipment for British civil aircraft. 


It is fitted on all Imperial Airways 
machines and on naval, military, 
and commercial aircraft in all parts 
of the world. 


Marconi wireless apparatus is 
available to meet the requirements 
of all types of Service and Civil 
aircraft and aerodromes. 


MARCONDIS WIRELESS 
TELEGRAPH COMPANY, 
LIMITED, 


MARCONI HOUSE, STRAND, 
LONDON, W.C.2. 


Telephone mE He 2 City 8710. 
Telegraph — Inland: Expanse, Estrand, London. 
Foreign : Expanse, London. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR WEEK ENDING JUNE 30. 
‘Trips per Day.—Sunday, 14; Monday, 34; Tuesday, 22; Wednesday, 42; 

Thursday,-33; Friday, 36; Saturday, 41. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich ; London—Ostend—Brussels—Cologue 

return: Machines 89, passengers 819, freight 21 tons. 

AIR UNION: 
Paris—London : 

KLM. : 
Amsterdam—Rotterdam—I,ondon : Machines 26, passengers 204, freight 
6 tons. 

SABENA : 

Brussels—London: Machines 15, passengers 70, freight 2 tons. 
DEUTSCHE LUFTHANSA AG. : 

Amsterdam—lLondon : Machines 25, passengers 45, freight 2 tons. 
PRIVATE : 

Machines 14, passengers 28. 

Total number of trips by British Machines, 96, carrying 835 pas- 
sengers. Foreign machines, 126, carrying 609 passengers. 

COMPARATIVE FIGURES. 

Week ending June 30: 

Machines, 222; Passengers, 1,444; Crews, 421; Total personnel, 1865. 
Corresponding week, 1927: 

Machines, 168, Passengers, 1,130; Crews, 301; Total personnel, 1,431. 
Corresponding week, 1926: 

Machines, 260; Passengers, 
Corresponding week, 1925: 

Machines, 162; Passengers, 724; Crews, 208; Total personnel, 932. 
Corresponding week, 1924: 

Machines, 160; Passengers, 
Corresponding week, 1923: 

Machines, 120; Passengers, 
Corresponding week, 1922: 

Machines, 104; Passengers, 296; Crews, 
Corresponding week, 1921: 

Machines, 102; Passengers, 331; 
Corresponding week, 1920: 

Machines, 90; Passengers, 138; Crews, 10; Total personnel, 248. 

ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Sunday, 12; Monday, 36; Tuesday, 30; Wednesday, 28; 
Thursday, 38; Friday, 35; Saturday, 41. 

IMPERIAL AIRWAYS I,TD. ? 

ILondon—Paris—Zurich; London—Ostend—Brussels—Cologne 

return: Machines 92, passengers 805, freight 25 tons. 

AIR UNION: 

Paris—London and returm: Machines 53, passengers 347, freight 14 

tons. 

K.L.M. : 

Amsterdam—Rotterdam—lLondon and return : Machines 37, passengers 

206, freight 6% tons. 

SABENA = 
Brussels—London and return: 
3 tons. 

DEUTSCHE LUFIHANSA AG. : 
Amsterdam—Londow and return : 
3 tons. 

PRIVATE : 

Machines 115, passengers 33 

Total number of trips by British Machines, 99, carrying 816 pas- 

sengers. Foreign Machines, 131, carrying 726 passengers. 

COMPARATIVE FIGURES. 

Week ending July 7: 

Machines, 230; Passengers, 1,542; Crew, 447; 
Corresponding week, 1927: 

Machines, 168; Passengers 1,048; Crews, 310; Total personnel, 1,358. 
Corresponding week, 1926: 

Machines, 161; Passengers, 1,051; 
Corresbonding week, 1925: 

Machines, 172; Passengers, 851; Crews, 222; Total personnel, 1,073. 
Corresponding week, 1924% 

Machines, 173; Passengers, 741; Crews, 
Corresponding week, 1923: 

Machines, 111; Passengers, 542; Crews, 185; Total personnel, 727. 
Corresponding week, 1922: 

Machines, 145; Passengers, 326; Crews, 
Corresponding week, 1921: 

Machines, 115; Passengers, 426; Crews, 143; Total personnel, 569. 
Corresponding week, 1920: é 

Machines, 108; Passengers, 232; Crews, 126; Total personnel, 359. 

NEW AUSTRALIAN EQUIPMENT. 

The Australian Government has decided to re-equip Nos. 1 
and 3 Squadrons, R.A.A.F., stationed at Laverton, Victoria, 
and Richmond, N.S.W., respectively, with 32 new aircraft 
of the General Purposes type at a total cost of £150,000. 

Rumour says that the types chosen are the D.H. Hound 
and the Westland Wapiti both with Bristol Jupiter engines. 


and 


Machines 46, passengers 278, freight 12 tons. 


1,113; Crews, 218; Total personnel, 1,331. 


632; Crews, 197; Total personnel, 829. 


571; Crews, 195; ‘Total personnel, 766. 


156; ‘Total personnel, 452. 


Crews, 127; Total Personnel, 458. 


and 


Machines 21, passengers 13, freight 


Machines 21, passengers 69, freight 


Total personnel, 1989. 
Crews, 207; Total personnel, 1,258. 
214; Total personnel, 955. 


235; Total personnel, 56r. 
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A NEW DURATION RECORD. 

On July 5 Herrn. Risticz and Zimmermann took off fron 
Dessan aerodrome on a Junkers monoplane (320 h.p. Junker, 
L-5 engine) in an attempt to beat the World’s Duration Re 
cord. — 
They landed at about 21.30 hrs. on July 7 after having te 
mained in the air for 65 hrs. 26 mins., during which ‘ 
they covered a distance of 8,100 kms. (5,034 miles). — 


A NEW DISTANCE RECORD. 


Montecelio aerodrome, Rome, on a Savoia §.64 (550 h.p. Fia 


On the following day they were seen to pass dver Gibraltar 
Casablanca, Rio de Oro and Cape Verde Islands. 

On July 5 wireless signals from the §.64 were picked 1 
by the British steamer Silarus and relayed to the Braziliat 


coast. At 15.15 hours the following direct message wa‘ 
picked up at Pernambuco: ‘“‘ Arriving Brazil we send salu 
tations.” 


At 16.00 hrs. they sighted the Brazilian coast and tried t 
set a course for Bahia, but owing to low clouds and genera 
bad weather they were forced to turn north, where condition; 
were better. They were unable to find the Latécoére aero 
drome at Port Natal and while searching for a suitable land 
ing place they ran out of petrol. They were forced to lan 
on a sandy beach at Touros, 60 miles north of Port Natal, an 
in so doing the wheels sank into the sand slightly damagin; 
their landing gear. 

On July 6 an aeroplane belonging to the Latécoere Com 
pany picked them up at Touros and flew them to Port Nata 
where they received an enthusiastic welcome. 

The total distance covered in this flight was approximatel: 
5,000 miles. 

Readers will remember that on May 31—June 2, the sami 
two pilots flying in the same machine established a World’ 
Duration Record over a closed circuit by remaining in thi 
air for 58 hrs. 37 mins. during which time they covered | 
distance of 8,100 km. (5,062 miles approx.). This record ha 
since been beaten by two German pilots. 


THE LOWENSTEIN AFFAIR. 

On July 5, Mr. Alfred Lowenstein, the Belgian financie 
who has achieved a considerable amount of notoriety fe 
keeping a whole fleet of aircraft not only for his own pe! 
sonal convenience but for guests, secretaries and even urget 
dispatches, was crossing the Channel from Croydon t 
Belgium when he disappeared over the Channel. 

Mr. Lowenstein was accompanied by his secretary, tw 
typists and a valet. He left the cabin, presumably to g 
to the lavatory, and as he did not appear for ten minute 
the secretary went to find him and was unable to do so. M! 
Drew, the pilot, on being informed of Mr. Lowenstein’ 
absence, turned the machine round and searched the se 
over the spot where Mr. Lowenstein might have fallen. A 
there was nothing to be seen he landed the machine ¢ 
Dunkirk and on the following day returned to Croydon 

Mr. Lowenstein’s financial activities have been so muc 
discussed in the daily Press that there is no need to de: 
with them here. Pas 

Naturally all kinds of theories have been put forward a 
to how he left the machine. There seems to be no goo 
reason why he ‘should have committed suicide. There 1s 
theory fhat on coming out of the lavatory he lurched agains 
the door of the machine and fell out. That seems to be ut 
likely because experiments tried in the machine have show 
that although the door could be opened a few inches with a 
ordinary push, the force of the air was such that a very Col 
siderable effort would have been necessary to open it wid 
eriough for anyobdy to fall out. | 

An interesting point is that comparatively recently larg 
insurance policies have been taken out covering the death « 
Mr. Lowenstein and one has been told that certain of thes 
policies specifically include suicide. 


A PAYING PROPOSITION. | 
Imperial Airways’ Argosy G-EBLF, after its flight to Edit 
burgh in parallel with the L.N.E.R. Flying Scotsman 0 


June 15, spent Saturday and Sunday, June 16 and 17, ‘ 
Renfrew Aerodrome, just outside Glasgow, and spent a 
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"Phone: SLOUGH 648. 
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4 
| 
1912 “SHORT” No. 38 TYPE BI-PLANE 
figured in Army manoeuvres 1913 and saw Active Service during early part of the war. A machine 
of this type was one of the first aeroplanes to be fitted with a gun and another with wireless. 
16 YEARS AGO. Messrs Short Bros. have always been famous for the 
design and efficiency of their Aircraft, and in 1912 the above machine was the 
latest product of the Eastchurch Factory. For the machines they constructed in 
those days they used as they still do 
: Telegrams: 6“ ‘ 99 Telephone: 
AJAWB Richmond Surrey The Dope of Proved Efficiency Biches a lines) 
61-60 Cellon (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 
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two days in giving the local inhabitants half-guinea joy- 
rides. In these two days the machine made 105 flights with 
its full load of 20 passengers on practically every flight. 

Of a total of 2,100 passengers so carried less than 50 were 
complimentary and non-paying, so that the machine must 
have earned over £1,000 on this occasion. 

There is difficulty in knowing whether to admire most the 
endurance and skill of the pilot, Mr. Jones, who made the 
105 take-offs and landings, the reliability of the Argosy and 
its engines which endured them without the least trouble, 
or the enthusiasm of the passengers. 


AERO-ENGINE ENTERPRISE IN CANADA. 

In view of the alleged indifference of British Aircraft manu- 
facturers to Overseas requirements it is worth noting that 
Armstrong Siddeley Motors Ltd. are exhibiting at the 
Montreal Aviation Exhibition. This action follows on the 
opening of an Armstrong Siddeley aero-engine branch in 
Canada. 

Armstrong Siddeley Motors Ltd. deserve to reap a rich 
reward for their enterprise. And they have the advantage of 
having, in the Lynx engine the only aero-engine in the 
Whirlwind class plus the fact that the Lynx gives more 
power than the Whirlwind, is lighter and is cheaper. 


NEW COMPANIES. 

MIpDIAND AERO F.IGHTs JLrp.—Private Co. Registered July 4. 
Capital, £2,000 in £1 shares. Objects: To carry on the business of 
proprietors of aeroplanes and aerial conveyances, carriers of pas- 
sengers for pleasure or commercial purposes, etc. ‘The first directors 
(to number not less than 2 nor more than 5) are: H. Oldfield, 4, 
Blenheim Road, Moseley, Birmingham, manufacturer’s agent 
(managing director). H. D. Hands, 14, Woodfield Road, Kings Heath, 
Birmingham, stockbroker. Solicitor: W. Kentish, 31, Temple Row, 
Birmingham. 

AFRONAUTICAL FINANCE AND INVESTMENT TRustT.—Aeronautical Finance 
and Investment Trust Ltd. was registered as a ‘‘ private’? company on 
July 4, with a nominal capital of £100 in 2s. shares. The objects are 
to develop, stimulate and finance the aeronautical industry and pro- 


mote the advance of aeronautical science and research, etc. The 
directors are: I,. A. Wingfield, 3c, Grove End Road, N.W.3. H. M: 
Whitehead, 9, Sussex Square, Brighton, Sussex. Solicitors: Wingfields, 


Halse and Trustram, 61, Cheapside, E.C. The registered office is at 
61, Cheapside, E.C.2. 

AIRCRAFT AND UNIVERSAL SIGNS Ltp.—Private Co. Registered June 29. 
Capital, £1,000 in fx shares. Objects: To acquire from F. C. Arm- 
strong and EK. A. Houchin the benefit of a certain invention relating 
to advertising, and to carry on the business of designers and manu- 


facturers of and dealers in electric, magnetic, revolving, changeable, 


HANDLEY PAGE — 
AUTOMATIC SLOT CONTROL 


‘‘____When the engine was throttled back suddenly 
during a climbing turn, and the machine was stalled 
on the turn, it was still possible to raise the lower 
wing by normal use of the ‘stick.’ 
kind of climbing turn that, in conjunction w.th 
engine failure or loss of power, has killed so many 
pilots in the past, and it can be said definitely that 


the automatic slots have reduced its dangers almost. 


to vanishing point.” 


moveable, coloured, illuminated and other advertising signs, etc 
whether to be used, on or in connection with aeroplanes and other ai 
craft, etc. The first directors are: A. Allistone, Rosebank, Chertse 
Lane, Staines, solicitor (chairman). F. C. Armstrong, 39, Somers, 
Road, North Harrow, engineer. I.-Col. K. A. Houchin, Essex Hous 
1, Stanwick Road, West Kensington, surgeon. (All permanent 
Solicitor: A. Allistone, 2, Clement’s Inn, W.C.2. Registered office 
2, Clement’s Inn, W.C.z2. 4 


PERSONAL NOTICES. 


DEATHS. x 

KAY.—On July 4, at Mosul, as the result of a flying acciden 
Alexander Bruce Kay, Flg. Off., R.A.F. ; : 

Mr. Kay passed out of the R.A.F. Cadet College, Cranwell, in, Jul: 
1924, and was posted to No. 4 (Army Co-operation) Sqdn. He was pr 
moted to be Flying Officer in January, 1926, and posted to No. 6 (Arm 
Co-operation) Sqdn. in December, 1026. ‘ “t 

LAWSON.—On Saturday, June 16, killed in flying accident; at Avi 
tion Field, Winnipeg, Major Walter Brogdin Lawson, D.F.C., late 48t 
Highlanders of Canada and R.A.F., son of the late James F. Lawso; 
of Ridgemere, Barrie, Ontario, in his 36th year. ae : 

MASON.—On July 3, at Quetta, India, as the result of a flyin 
accident, IL-AC. James J,eslie Mason, R.A.F. ad 

McEVOY.—On July 3, at Quetta, India, as the result of a flyir 
accident, Clarence Reginald McEvoy, Fig. Off., R.A.F. 

Mr. McEvoy entered the R.A.F. with a S.S. comn. in Septembe 
1925, and after a course of flying training at No. 5 F.T.S., Sealan 
was posted to the Electrical and Wireless School, Flowerdown. | 
April, 1927, he was posted to No. 16 (Army Co-operation) Sqdn., and ; 
January, 1928, he was posted to No. 31 (Army Co-operation) Sadn,, : 
India. He was promoted to be Flg. Off. in February, 1928. 

SHIELLS.—On July 7, at Corstorpine, Scotland, as the result of 
flying accident, John Temple Lyall Shiells, Plt. Off., Auxiliary Air Forc 


FORTHCOMING MARRIAGE. | 
COOK—McENNERY.—An engagement is announced between Fit. I 
A. F. Cook, R.A.F. (Medical Service), elder son of Mr. and Mrs. © } 
Cook, of Kingstown, County Dublin, and Miss Phyllis McEnnery, eld 
daughter of Mr. and Mrs. Lionel McEnnery, of 85, Palmerston Roa 
Dublin. | 
BIRTHS. 

BROOKE-POPHAM.—On July 8, at Riverdale, Cowley, Uxbridge, | 
Opal, wife of Air Vice-Marshal Sir Robert Brooke-Popham—a son. © 
KING.—On June 23, at Cranwell, Lincs., to Violet (née Wood), wi 
of Fit. Lt. King, R.A.F.—a daughter. | 
ROBINS.—On June 30, at Shrublands Nursing Home, Croydon, | 
Alva, wife of the Rev. P. D. Robins, A.F.C. (late R.A.F. and Imper' 
Airways)—a son. ; < | 
THORNTON.—On July 9, at Manor Lodge, Old Windsor, to Catharti 


| 


the wife of Capt. TIT. G. Thornton, M.C., D.F.C.—a daughter. 


| 
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Series No. 3. 
GLOSTER PRODUCTION 
METHODS. 


mot GLOSTER AIRCRAFT COoO., LTD., 
SUNNINGEND WORKS, CHELTENHAM. 


Works : | 


SUNNINGEND WORKS, CHELTENHAM. 
BROCKWORTH AERODROME & WORKS, GLOS. 


London Office: 5, GRAFTON STREET, BOND SLE db, AWAD 


HE quality of Gloster products is well 

known for its high standard, a standard 

which has been secured and maintained 
by accurate workmanship and sound methods. 
Some account of these methods as applied to the 
construction of aircraft in metal is given in the 
following pages, which will indicate how that 
quality 1s maintained, 

The basis of good quality is accuracy, and in 
aircraft construction, where so much assembly 
must of necessity be performed by hand, accuracy 
in the components is vital, if anything like inter- 


changeability is to be secured. The Gloster 
Company therefore in their whole factory 
personnel and equipment have aimed at the 


highest accuracy of workmanship. 
The beginning of all production is, of course, 


ES produits Gloster sont justement re- 
nommés pour leur qualité incontestable, 
qualité dont le degré si élevé n’a pu 
s’atteindre et se maintenir que par l’entretien 
jaloux d’une précision rigoureuse, a toutes les 
phases de l’exécution, de méme que grace a l’emploi 
de méthodes de travail absolument rationnelles. 
Aux pages qui vont suivre, le lecteur trouvera 
quelques explications fort intéressantes au sujet 
des méthodes qui président a la construction des 
appareils d’aviation en métal, et il aura ainsi la 
faculté de se rendre mieux compte de la maniére 
dont on arrive a assurer la bonne uniformité 
de leur qualité remarquable. 
C’est la précision qui constitue la base de toute 
fabrication d’une qualité véritablement supérieure, 
et dans la construction des appareils d’aviation, 


the raw materials. In England the aircraft 
industry is fortunate in that the British Engi- 
neering Standards Association have laid down 
standards for raw materials, which, when pur- 
chased to those rigid specifications, are as near 
homogeneity and uniformity in quality as one 
can hope to get anywhere in the world. Gloster 
metal aircraft are built of materials that conform 
to these standards and can be relied upon to the 
last ounce of strength. 

In manipulating these raw materials it is very 
important to treat them correctly and with the 


0° tant de travaux d’assemblage doivent nécessaire- 
ment s’effectuer a la main, la précision des organes 
constitutifs est d’une importance capitale, si l’on 
veut atteindre un degré satisfaisant de parfaite 
interchangeabilité. C’est donc en s’inspirant de 
ces principes que la Gloster Company, dans tous 
ses ateliers. chez son personnel et dans son outill- 
age industriel, a constamment cherché a réaliser 
le plus haut degré possible de précision dans 
l’exécution. 

Bien entendu, dans la production industrielle, 
ce sont les matiéres premiéres qu’il convient 


One 


utmost care. In the case of machining, for 
example, it is now well established that coarse 
turning or milling cuts tend to destroy the nature 
of metal for quite an appreciable depth below the 
surface. Because of this, all Gloster machined 
parts are to a fine finish, and no coarse cuts 
are taken unless a finishing touch is to follow. 
In the case of bolt holes these are always reamed 
after drilling, and held to as close a limit as 
+ .00025, for example, on holes up to#” both in 
machined parts and built up plate fittings. 


For aircraft work, steel must be regarded as 
possessing qualities akin to glass, inasmuch as a 
large measure of strength against fatigue lies in 
the skin or surface. If this is scratched, scored or 
marked, failure will occur much sooner under an 
excess load. For this reason all parts that take 
important loads in Gloster machines are mirror 


d’envisager en premier lieu. ‘En Angleterre, 
l'industrie de l’aéronautique a la bonne fortune 
davoir la British ‘Engineering Standards 
Association, organisme qui a eu le soin d’établir 
des normes bien déterminées applicables aux 
matiéres premiéres, de sorte que lorsque |’on fait 
l’acquisition de matiéres premiéres rigoureusement 
conformes a ces normes rigidement définies, on a 
la quasi-certitude qu’au point de vue homogénéité 
et uniformité, ces matiéres seront d’une qualité 
aussi Satisfaisante qu’il soit possible de trouver 
en n’importe quelle autre partie du monde. Or, 
les appareils d’aviation Gloster se construisent 
exclusivement a l’aide de matiéres premieres 
absolument conformes a ces normes, et l’on peut 
donc compter sur la bonne résistance de ces 
matiéres jusqu’a l’extréme limite. 

Quant a la manipulation méme des matiéres 
premieéres, il est de la plus haute importance de 
les traiter dans les bonnes conditions voulues, de 
méme qu’avec les plus grands soins. En ce qui 


SCAM MES, 


The Machine Shop (Capstan Section). 


finished and in the case of: high speed racing 
machines, microscopical examination is employed 
to detect any surface flaws, 


It is only by careful attention to these details 
that Gloster products have been brought to such 
a high standard of performance, reliability and 
quality, a fact borne out by their ability to stand 


hard wear and tear under severe conditions of 
service, 


In general the main structural portions of 
Gloster metal machines are made of steel, the 
fuselage being of tubular construction and the 
wings and tail unit, etc., being of high tensile strip 
steel. Aluminium and duralumin are used princi- 


pally for floats, tanks, fairing, propellers and 
minor parts, 


In order to secure as large a measure of 
interchangeability as fpossible, jigs are used 
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Atelier d’Usinage (Section des Tours-Revolver). 


concerne l’usinage, par exemple, il est désormais 
bien établi que le dégrossissage au tour ou bien le 
fraisage ont tendance a détruire la nature du métal, 
jusqu’a une profondeur fort appréciable, au-dessous 
de la surface. C’est donc pour cette raison que 
toutes les pieces usinées entrant dans la con- 
struction des appareils d’aviation Gloster, subissent 
une rectification trés poussée, sans jamais donner 
lieu au moindre dégrossissage qui ne serait pas 
suivi d’un finissage trés soigné. Ainsi, les trous 
devant livrer passage aux boulons sont toujours 
rectifiés a l’alésoir aprés percage, avec une tolér- 
ance d’un ordre aussi poussé que celui de Opouce 
00025 (Omm 00625), en plus ou en moins, 
comme par exemple pour les trous d’un diamétre 
de 3 pouce (12mm 7), et ce aussi bien pour les 
piéces usinées que pour les organes constitués 
par deux ou plusieurs toles assemblées, 

Pour les besoins de la construction aéronautique, 
il faut considérer que l’acier utilisé doit posséder 
des qualités rappelant en quelque sorte celles du 
verre, étant donné que, dans une grande mesure, 


wherever possible for all milling, drilling, 
welding and assembling operations, 

In the case of metal plate fittings, 
hardened master templates are made for 
each fitting on a machine. In such plate 
fittings special care ‘is taken to ensure 
that all radii of bends are such that 
the metal is not overstrained, and all 
hammering and punishing of the metal is 
eliminated where possible by the use of 
special bending jigs and tools. 

All fittings are heat treated to remove 
any internal stresses set up by working the 
metal, and special salt baths are available 
for treating non-ferrous alloys of alumi- 
nium, etc. All heat treatment is controlled 
by Pyrometers fitted to each muffle or salt 
bath, and the temperatures are controlled 
to within + 3° centigrade. 

For very important heat treatment where 
extreme accuracy of temperature is neces- 
sary, such as normalising Duralumin, 
duplicate thermo couples are placed in the 
salt baths to warn the operator of any 
errors that may occur in the instruments 
themselves. In the case of high tensile 
steels, test specimens are heat treated 
with each batch of fittings, no matter 
how few, and tested for strength before 
the fittings are released for use on a machine. 

All fittings subsequent to heat treatment are 
shot blasted. This removes all scale and oxide, 
secures a clear surface, and reveals to the 
inspector any flaws or cracks which may have 
been produced in the working of the material. 
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Assembly of ribs by the use of jigs, 


Assemblage des Membrures, avec emploi de gabarits. 


la résistance de cet acier a la fatigue réside a la 
surface méme,~ Si cette surface présente la 
moindre éraflure, la moindre entaille légere ou la 
moindre marque, la rupture est a craindre, tot ou 
tard, sous l’empire d’une charge excessive. C’est 
pour ce motif que, chez les appareils Gloster, 
toutes les piéces sur lesquelles vient s’exercer une 
charge importante subissent un parachévement 
au miroir, et, dans le cas des avions 
devant participer aux grandes courses de 
vitesse, on a méme recours a |’examen 
microscopique, afin de déceler l’existence 
de tous défauts que pourrait présenter 
l’acier a la surface. 

Ce n’est qu’en apportant l’attention la 
plus rigoureuse a tous ces détails, que les 
produits Gloster sont arrivés a atteindre 
un degré aussi élevé d’excellence au triple 
point de vue performance, sécurité et 
qualité, fait tangible, parfaitement démontré 
par la capacité qu’ils possédent de résister 
victorieusement au service le plus dur, 
dans des conditions d’extréme sévérité. 

D’une manieére générale, chez les appareils 
Gloster en métal, les principaux éléments 
de l’ossature sont en acier; le fuselage est 
de construction tubulaire, tandis que les 
ailes et l’ensemble de la queue, etc., s’étab- 
lissent a l’aide de feuillard en acier possédant 
une haute résistance a la traction. Quant 
a l’aluminium et au duralumin, ces matiéres 
s’utilisent principalement pour la construc- 
tion des flotteurs, des réservoirs, des ajoutes 
fuselés, des hélices et des organes de 
moindre importance. 

De facon 4 réaliser une interchangeabilité 
aussi compléte que possible, et chaque fois 


The Stove Enamelling Plant, showing dipping bath in the foreground 


acd large oven behind.’ 


Atelier de Vernissage. On voit le bain d’immersion au premier plan 


et le grand four, a |l’arriére-plan 


qu’on ena la faculté, il est fait emploi de 
calibres appropriés pour toutes les opéra- 
tions de fraisage, de percage, de soudure et 
d’assemblage. 


Three 


The Heat Treatment Section. 


They are then baked in an oven to remove any 
moisture that may remain between rivetted sur- 
faces, etc., through handling, and then dipped in 
enamel and stoved in an oven at 250° to 300°F., 


Great care is taken in the washing of all fittings 
after treatment in salt or tin baths, in order to 
ensure that no salts or fluxes remain, and tanks 
of constant running hot water of ample capacity 


are-used for this purpose. 
Precautions are taken to preserve all fittings 


from subsequent rust or corrosion when embodied 
in the machine. 


A 


telier pour Opérations de Traitement 4 Chaud. 

En ce qui concerne les piéces en téle, on a 
la précaution d’établir des gabarits passe-partout 
trempés, pour chacune des piéces entrant dans la 
constitution d’un méme appareil, Dj/ailleurs ces 
pieces en tdle donnent lieu a des soins tout 
particuliers, afin d’assurer que tous les rayons des 
parties courbes soient bien tels que le métal ne 
subisse aucun effort excessif. De plus, chaque 
fois. qu’on en a la possibilité, on a la précaution 
d’éliminer tout martellement ou tout traitement 
brutal du métal, grace a l’utilisation judicieuse de 
gabarits et d’outils spéciaux de cintrage. 

Toutes les piéces d’assemblage sont traitées a 
chaud, de facon a supprimer tous efforts internes 
déterminés par le travail du métal, et l’on dispose 


Strip Metal Section showing Rolling Mills—Draw Benches and wings under assembly. 
Atelier pour le travail des feuillards, montrant les laminoirs, bancs d’étirage et ailes en cours d’ass2mblage. 


Four 


In the case of steel parts for seaplane work, 
these are first coated with an electro deposit in 
zinc, which makes them immune from corrosion 
even in sea water. 

All aluminium or aluminium alloy parts are 
anodically treated against corrosion in special 
acid baths, through which an electric current is 
passed. This gives them an oxide covering 
which is extremely hard and unaffected by heat, 
weather, or salt water. Moreover, in the case of 
castings it reveals any impurities that may lie on 
the surface. 


Stainless steel is used as far as supplies will 
allow; when it is not used, fittings are always 
zinc coated and wings are stove enamelled. The 
wings are dipped as a whole after assembly, all 
the oil and grease being removed prior to dipping 


Draw Bencn for Experimental Sections. 


by heating to a moderate temperature for about 
2 hours. They are then run into a gas heated 
oven and baked. Fuselages are not dipped as a 
whole, but each component is stoved in a similar 
manner in a smaller plant. 


Ribs and spars are built up sections of high 
tensile steel strip supplied in coils. For forming 
the section rolling mills and draw benches are 
used, For production the rolling mills are used 
for the bulk of the sections required, the draw 
benches assisting by producing small sections, but 
they are used principally for experimental work, 
as a set of dies for a new section is cheaper and 
quicker to make than a set of rolls. The strip 
is always rolled in the hardened and tempered 
condition, as with the experience available, very 
little trouble is experienced, and this method 
avoids the costliness and complication of harden- 


ing and tempering each individual length of 
section, 


en outre de bains de sels spéciaux pour le traite- 
ment des alliages non-ferreux d’aluminium, etc. 
Toutes les opérations de traitement a chaud sont 
assujetties au controle de pyrométres montés sur 
chaque moufle ou sur chaque bain de eels, et le 
réglage des températures s’effectue avec une 
tolérance de 3° Cent., en plus ou en moins. 

Pour les opérations de traitement a chaud 
offrant une importance particuliére et nécessitant 
une précision trés rigoureuse quant aux tem- 
pératures, ainsi que c’est le cas de la normalisa- 
tion du duralumin, dans les bains de sels il est 
disposé des thermo-couples doubles servant a 
avertir l’opérateur de toutes erreurs susceptibles 
de se produire dans les instruments mémes. En 
ce qui concerne les aciers possédant une haute 
résistance a la traction, chaque lot de piéces— 
aussi peu nombreuses ces derniéres soient-elles— 
donne lieu au traitement préalable d’éprouvettes 
a chaud, de sorte qu’on en vérifie soigneusement 


Banc d’étirage pour expériences et création de profils nouveaux. 


la résistance avant de permettre la montage de 
ces piéces sur tout appareil auquel elles sont 
destinées, 

Aprés traitement a chaud, toutes les piéces 
d’assemblage subissent un nettoyage a l’aide d’un 
jet de grenaille. Cette opération a pour effet 
d’en faire partir toutes battitures et toutes traces 
d’oxyde, d’assurer l’obtention d’une surface par- 
faitement nette et lisse, et de révéler au contrdleur 
l’existence de toutes fissures ou crevasses ayant 
pu se produire pendant le travail de la matiére. 
Les piéces se mettent ensuite au four, afin 
d’éliminer toutes les traces d’humidité que la 
manutention aurait pu laisser entre les surfaces 
rivées l’une sur l’autre, etc.; puis on les immerge 
dans un bain de laque-émail, avant de les faire 
sécher au four, a une témpérature comprise entre 
12 Oct}. Cent, 

On apporte le plus grand soin au bon lavage 
de toutes les piéces d’assemblage, aprés traitement 
dans ies bains de sels ou de zingage, de facon 
a ce que l’on soit certain qu’il ne subsiste pas 
la moindre trace de sels ou de fondants, et, a 
cet effet, on fait usage de baches appropriées, 


Five 


Anodic Treatment Section. 


Fittings are made of high tensile steel wherever 
possible;to reduce weight. These, too, are made 
in the hard state where possible but when the 
shape is ‘complicated they are worked soft and 
hardened after. 


Turning to the question of design, for single bay 
fast machines of the scout class, where structural 
stiffness is desirable, lattice spars are used, as 
these have probably the greatest stiffness/weight 
ratio possible. For other classes of machines box 
spars composed of four rolled sections connected 
together are used. These present certain advan- 
tages in” respect of ease of assembly and attach- 
ment of fittings. A large number of spars of 


Sheet Metal Devartment (Float Section). 


Six 


Atelier de traitement anodique. 


contenant une grande quantité d’eau chaude con- 
stamment en circulation. 

Il est également pris les plus g-andes pré- 
cautions afin de protéger convenablement tcutes 
les piéces contre la rouille et l’oxydaticn, aprés 
montage définitif sur l’appareil. 

Pour les piéces en acier destinées aux hydravions 
des services maritimes, on leur applique tout 
d’abord une couche de zinc par le procédé élec- 
trique, ce que les met complétement a |’abri des 
atteintes de l’oxydation, méme par l’eau de mer. 

Toutes les piéces en aluminium ou en alliage 
d’aluminium son traitées anodiquement contre 
l’oxydation, par immersion dans des bains acides 
spéciaux, a l’intérieur desquels on provoque le 
passage d’un courant électrique. De cette facon, 
ces piéces sont recouvertes d’une couche d’oxyde 


Atelier de TGlerie (Section: des Flotteurs). 


different sizes have been standardised and can be 
produced with existing tools while experiments 
with several new forms of spar are being carried 
out. 


For ribs the built-up girder type of construction 
is employed as being more satisfactory than 
pressed ribs. Attention has been paid to the easy 
replacement of damaged ribs in the field by 
making the ribs in three pieces, viz. nose, centre 
portion and tail, joined together at the spars, any 
one or all of which can, be £replaced without 


protectrice extreémement dure, qui échappe entiére- 
ment a l’influence de la chaleur, comme a celle des 
intempéries ou de l’eau de mer. De plus, lorsqu’il 
s’agit de piéces venues de fonderie, ce traitement 
permet de révéler toutes les impuretés pouvant se 
trouver a la surface. 

Il est fait usage d’acier inoxydable dans toute 
la mesure permise par les disponibilités, Lorsque 
on ne fait pas emploi d’acier inoxydable, les piéces 
d’assemblage sont toujours zinguées, tandis que les 
ailes sont vernies au four. L’immersion des ailes 
s'effectue d’un seul venant, aprés assemblage 
complet, toutes" traces d’huile ou de graisse avant 


Gloster Duralumin Propellers. 


disturbing the rest of the structure. The flange 
section is so shaped that the fabric covering can 
be wired on, a form of attachment which has 
proved definitely superior to ordinary stringing 
when actually tested in the air. 


(Si.ite de la derniére colonne.) 


de laminage, Le feuillard subit toujours le laminage 
aprés avoir été durci et trempé, vu qu’en raison de 
l'expérience déja acquise, on n’éprouve guére de 
difficulté a cet égard. De plus, cette facon de pro- 
céder supprime la nécessité, aussi cotiteuse que 
compliquée, de pratiquer le durcissement et la 
trempe sur chaque longueur de feuillard, prise 
individuellement. 

Chaque fois qu’on en a la faculté, on a le soin 
d’établir les pieces d’assemblage a l’aide d’un acier 
possédant une haute résistance a la traction, afin 
d’en réduire le poids. En outre, ces pieces se con- 
fectionnent a l’état dur, dans toute la mesure du 
possible, Cependant, lorsque la forme en est trop 
compliquée, en les travaille a l’état ductile, pour 
les durcir ensuite. 


Hélices Gloster en Duralumin. 


été soigneusement enlevées avant l’immersion 
grace a un chauffage a température modérée 
poursuivi 2 heures durant. On place ensuite les 
ailes a l’intérieur d’un four a chauffage par le gaz, 
ou elles séjournent assez longtemps pour que le 
vernis ait le temps de sécher convenablement. 
Quant aux fuselages, ils ne s’immergent pas d’une 
seule piéce, mais chacun de leurs éléments con- 
stitutifs subit un traitement analogue au four, dans 
une installation de moindres dimensions. 

Les membrures et les longerons sont constitués 
a l’aide de profils rapportés en feuillard d’acier 
possédant une haute résistance a la traction, 
fourni en rouleaux, le profil voulu s’obtenant au 
moyen de laminoirs et de bancs d’étirage. Pour 
les besoins de la production, ce sont les laminoirs 
qui seryent a fabriquer la majeure partie des 
profil dont on a l’emploi, tandis que c’est aux 
bancs d’étirage que l’on a recours pour obtenir les 
petits profils, D ailleurs, ces bancs servent princi- 
palement aux travaux d’expérience, étant donné 
qu’un jeu de fili¢res destiné a la production d’un 
profil nouveau peut se fabriquer a bien meilleur 
compte et beaucoup plus rapidement qu’un train 


(Voir suite a la colonne précédente.) 
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TYPE ... . . . Two-Seater High-Speed Bomber. 


ENGINE .. . . . 450h.p. Bristol Jupiter Aircooled Radial, Series VIII (Geared), 


DIMENSIONS . . . Total Surface 450 sa. ft. ae aR i ss fe 41°8m’, 
Span ‘e -» 42' Top, 33' 4" Bottom .«  12°8m 0" Tae 
Chord St feet Tete sono Fs ... 2°) Sm5- 137 Sa 
Gaps i so 2 SO SLO aE s ee e 1°79m, 
Wing Section .. Special High Lift Aerofoil, 
TANKAGE . . . . Petrol: Two 75-gallon tanks mounted in top planes. Gravity feed. 
Total capacity a es 150 gallons ra -. 680 litress 
Oia Ne es =i ee ss ee ‘ 635 Siem 
PERFORMANCE Sreed at 4,000 ft. (1,200m.) .» 136 mp nee 2s 219 ee 
a 10,000 ft. (3,050m.) 4 - 10Smm.p.h ae oes 2 ae 
: 15,000 ft. (4,570m.) 1229p eee oe 1 OO eee 
Ghimbe =: es a 4°5 mins, to 4,000 ft. (1,220m.) 
- fe a = 131 ,, ‘to 10,000 ft; @G O50nms 
+ ¥ . -. 27°35. 4, to 15,000 f-(4570re 
Ceiling Service S- i ee -- 16,500 ft 9a es -Osame 
Landing Speed & * ne oe 11 Sm. poi »» | 82 ‘kaa 
Duration: 62 hours at 15,000 ft. (4,570m.) with full load. 
WEIGHTS . . . . Total loaded weight of machine, 5,600 lbs. ie Re 2,540 kg. 
Load per sq. ft. ss yee eo lbs saaita a 60°7 kg./m’, 
Load per H.P. o san 12°43 Ibsyhep. + 5°9 kg JC Ve 


ARMAMENT. . . One Vickers Gun on top of fuselage, firing through propeller, and one 
Lewis on rotating mount in rear cockpit. 


Provision for bomb racks to carry 690 Ibs. (314 kgs.) bombs. 
SPECIAL FEATURE Easy accessibility to Engine and all essential parts, ideal gun position, 


robust construction, tanks easily detachable and gravity feed, excellent 
manceuvrability, light on controls. 
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the mountains between San Diego and San Francisco. Maddux Air Lines operate a daily passenger service between 
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bility that if in these days of hot weather which we have 
had lately (probably there will be snow on the ground when 
these notes appear in print), offices had been furnished with 
easy chairs and lounges, people might have slept instead of 
working. But one hardly nnagines that comfortable seats 
for pilots and observers in aeroplanes would cause the crews 
of aircraft to slumber at their posts. 


PARACHUTE DISCOMFORTS. 

One of the problems which is at present exercising the 
minds of all ranks of the Air Force is that of the parachute. 
There is no doubt that parachute harness itself is uncomfort- 
able in any weather. Also a parachute pack is not a com- 
fortable thing to sit upon, apart from the point made by 
Mr. Norman MacMillan in his engaging book, The Art of 
Flying, where he states that a parachute pack deprives the 
pilot of that direct contact with his machine which enables 
him to feel whether the engine is running comfortably. 

A good many pilots of long range machines complain that 
merely sitting on a parachute pack for hours on end_ be- 
comles a weariness of the flesh, but even so, it is not so bad 
as the discomfort caused by ill-fitting and hurriedly-adjusted 
parachute harness. Pilots of single-seat fighters, instructors 
at Training Schools and so forth will probably deny that 
parachute harness or the parachute pack really causes much 
discomfort. But perhaps they are not so well able to judge 
as are the crews of long range machines. 

One can quite well understand the whole parachute outfit 
becoming a real worry to long-distance aviators. Possibly 
much of the discomfort about which one hears such a lot 
can be cured if each pilot or passenger has his own par- 
ticular parachute and takes great care in fitting the webbing 
and the harness so as to get as much comfort as he can 
himself. One hears less complaint about the lap parachute, 
but even that is an uncomfortable thing to have flopping 
around. 

There is naturally a close connection between bodily dis- 
comfort and mental discomfort, and probably now that people 
have parachutes the mental discomfort of being without a 
parachute would be worse than the physical discomfort of 
having one. 

ALTERNATIVE SCHEMES. 

There seems to be an attractive alternative in having the 
parachute in the machine but not permanently attached to 
the man. This is already done in certain of the old types 
of Bristol Fighters in which the petrol tank is so placed 
under the seat that the seat cannot possibly be put low 
enough to allow for a seat-parachute for the pilot on top of 
the tank. 

In this type the parachute is carried on a kind of shelf 
in the fuselage behind the pilot, the pilot wears his «para- 
chute harness in the ordinary way and attached to the har- 
ness is a kind of quick-attaching plug which in case of need 
the pilot simply pushes into a hole in the parachute-casing 
where the plug snaps into place. The bigger the load on 
the plug the harder it grips. 

One is told that the great trouble of this arrangement is 
that the metal fittings where the attachment is made falls 
automatically into such a position that when a man goes 
overboard and the line in which the plug attachment is made 
is pulled taut, the metal. fittings either hit the pilot on the 
back of his head if he has a seat-type parachute, or smack 
him in the face if he has a lap-type parachute. Still, even 


a clump on the head is better than not having a parachute, 
Apart from which, there is the possibility that a good crack 
on the skull may act as a kind of dope and so deaden the 
senses to the fresh discomforts of the parachute descent and 
landing. 

One or two aviators have suggested the idea of having the 
parachute packed into the back of a special kind of jacket 
which would be worn as the regulation Service flying jacket, 
very muchi as the jFleet Air Arm wear floating jackets 
instead of life-belts when at work over the sea. Perhaps 
our good friend Mr. Leslie Irvin would like to devote some 
of his great ingenuity to producing a jacket of this kind, 
with, of course, a proper leg attachment to carry the wearet’s 
weight when actually dropping with the parachute. 

There is, in fact, a great deal to be said for the detach- 
able parachute, provided that the harness itself can be made 
more comfortable to wear. For instance, not very long ago 
detachable parachutes were, one believes, issued to the crews 
of some of the big twin-engined night-bombers. Or, if they 
were not, the crews have acquired the habit of slipping off 
their harness while climbing about the machine doing odd 
jobs. : 

In one of these machines a fire broke out in an engine- 
housing. One of the airmen promptly donned his parachute 
and got ready to go overboard. ‘Then the idea struck him that 
perhaps the official fire extinguishers might work and that 
the fire might be put out. Thereon he doffed his parachute, 
climbed out onto the wing, and douted the fire. For which 
piece of work he was highly commended. 

One has devoted a good deal of space to the parachute 
question because it happens to-be one which is very much 
discussed in the R.A.F. at the moment. But there are others 
which also need prompt attention. 


NOISE AND DEAFNESS. 


One is the effect of noise on the crews of long-distance 
machines. One was told many months ago that the Medical 
Branch are quite seriously concerned because they find that 
the hearing of people who habitually fly in long-range 
machines, especially in twin-engined bomsbers, is liable to 
become permanently affected. This is a trouble which can 
only be attacked by aircraft designers. 


Naturally something could be done by silencing the engines, 


but, as has so often been argued in this paper, there is no 
doubt that the majority of the noise is caused by the slip- 
stream of the airscrews battering against the planes, struts 
and other parts of the machine which are in its way. This 
is a question which also affects Imperial Airways Ltd., and, 


in fact, anybody who is contemplating running passenger 


transport. 


Personally one is more convinced than ever that the right 
way to stop such noise is-to use pusher airscrews instead of 
tractors. 


over the trailing edge of the planes instead of the front, or, 
at any rate, machines could only be properly balanced by 
putting the nose of the fuselage a long way forward and 
making the machine an awkward shape. 


Hitherto the objection to pusher screws has been 
that machines are difficult to balance if the engines are put 


In these days everybody who hopes for real efficiency has — 


taken to using geared engines so as to get bigger and more 


efficient airscrews. Now that we are committed to using 


THE PARADE OF ATHLETES.—The Station Teams lined up with the Team Captains in front after the march. 
past, when the salute was taken by Air Vice-Marshal Sir John Higgins, K.B.E., C.B., D.S.0., A.F.C. — 
; (© Aeroplane” photograph.) 
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poem “ Greatest Flight 
IN History ” yo x0. 


30th June, 1928 


Referring to the recent flight from England to 
Australia by four Supermatine-Napier flying 
boats of the Royal Air Force, the Daily News 
of 30th June, 1928, says— 


¥ 
“Two 500 h.p. Napier Lion water- 
cooled engines propel each craft at a 
maximum speed of 108 miles an hour. 


: 
{ 
= 
¥, 
| 
r-\ 
( 
iH 
d 


\ 


The reliability of these engines, 


WHICH IN 144,000 ENGINE MILES 
HAVE NOT MISSED A. BEAT, 
HAS ASTONISHED THE TECHNICIANS. 
NO TYPE OF ENGINE HAS BEEN 
PUT TO SO SEVERE A TEST BEFORE.” 


~ Once again has the Napier engine proved its remark- 
ably consistent reliability. There is not another engine 
in the world which has carried out so satisfactorily 
utility flights such as these long-distance cruises. They 
are not “stunt” flights, but demonstrate what 
standard Napier engines, taken from stores, can do 
over long periods in actual service. 


Napier engines will give you this service always. 


mINAPIER _ 


Chiswick ne 7. See 
Be The finest aero engine in the World Be erandos 


DeANAPIERS&, SON LTD. 
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gearing, surely there ought not to be very much difficulty, 
at any rate in the big twin-engined machines, in getting the 
engines in the front of the plane where they would be pro- 
perly cooled, and running a fairly long shaft back to the 
trailing edge where the airscrew and the gearing would be 
fitted. In this way the engine and shaft could run at a very 
high speed and so a smaller shaft could be used than if the 
shaft itself were coupled direct to the airscrew. 

Besides doing away with all the noise caused by the batter- 
ing of the slip-stream on the various impediments 1m its way, 
this arrangement would actually give higher efficiency to- the 
airscrew itself in that an airscrew will take hold of air which 
has teen broken up by wings and struts and will use it 
efficiently whereas if the slip-stream itself be broken up the 
efficiency of the airscrew suffers. Thus, in a way, one may 
say that it one gives the airscrew more comfortable condi- 
tions in which to work, it does its job more efficiently. 
How human of it! 

COLD. 

Another matter which seems. to need more attention than 
it gets is the question of cold in Service machines. One has 
not made actual inquiries on the subject, but presumably 
electrically-heated clothing is still a Service issue to pilots of 
high-altitude fighters. But such clothing does not seem to 
be issued to the crews of night-bombers. 

They say that the old bombing position, in which a man lies 
flat on his stomach in the body of the machine, is quite 
cold encugh at a high level, but somehow being in the body 
of the machine 9 man is not anything like so cold as he is 
perched right up in the nose, which is the position now used 
in sotue of the uimst recent bombers. Perhaps some of the 
Air Staff who realise that comfort is necessary to efficiency 
will look into this question also. 


Certainly it is one which deserves the attention of designers 
of passenger machines, for although one has never flown high 
up ona Winter’s day, there evidently is need for proper heat- 
ing of passenger machines. One has had several complaints 
from paying passengers about suffering from cold even on 
such a short journey as that between London to Paris. 

A comparatively minor discomfort, which none the less 
detracts from efficiency is the form of telephone cap and its 
attendant gadgets as worn by pupils and instructors at 
Flying Training Schools. Continual wearing by an instructor 
for perhaps three or four hours a day does cause intense 
weariness, and so must detract from the efficiency of the 
instructor’s regulation ‘“‘ patter.’’ And pupils also find the 
telephone installation on their heads uncomfortable enough 
to distract their attention from the words of wisdom which 
the instructor is trying to drive into them. 

Taking it all round, whether people are concerned with 
long-distance lines or reaching the highest standard of effici- 
ency in running an air force, the whole question of comfort 
demands serious consideration.—c. G. G. 


THE KING’S CUP RACE. 


The race for The King’s Cup will start from Hendon at 
08.00 hrs. on Friday next, July 20. The finish will be at 
Brooklands on the afternoon of July 21—during the course 
of the 200-mile car race. 

The race for the Siddeley Trophy will be run concurrently 
with the King’s Cup Race. : 

The list of entrants was published last week. 
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THE NEW SUBSIDY. 

Details of the new agreement between H.M. Government 
and Imperial Airways, providing for the subsidisation of the 
through service from London to India, were published on 
July 12. (H.M. Stationery Office, Cmd. 3143. Price 1d. net.) 

The existing European services of Imperial Airways, to 
the extent of a minimum of 425,000,000 horse-power-miles 
per year, and the India service, which will incorporate the 
existing Middle-East Service, are all covered by the one 
agreement. Like the previous two agreements which it 
supersedes, this provides for subsidies extending over a 
period of ten years from the date of coming into : oe 
(April 1, 1929), thus giving the company five years longer 
of subsidised life than in the original 1924 agreement. __ 

The total sum to be paid by the Government under this 
agreement amounts to £2,500,000, made up of £335,000 im 
each of the years 1929/30, 1930/31, £310,000 im 1931/32, 
1932/33, 1933/34, and 1934/35, £220,000 in 1935/36, £170,000 
in 1936/37, £120,000 in 1937/38, and £70,000 in 1938/39. 

The scale of subsidy has been computed to allow Imperial 
Airways to write off 25%.of the value of all their aircraft 
per annum on the ground of obsolescence—which in other 
words means allowing them to scrap all machines as they 
become four years old. In this way it is hoped to secure 
the rapid development of new and more economical commer- 
cial aircraft and thus to hurry on the day when the seryices 
shall become self-supporting. E 

The new service to India will, it is hoped, be opened on 
April 1, 1929. Rates for mail carried by this service will be 
fixed by the company in agreement with the Post Office, 
but in any case the surcharge over the ordinary postal rate 
to India will be in the neighbourhood of 3d. per ounce 
England to Egypt, Egypt to ‘Iraq, and ‘Iraq to India, and 
6d. per ounce England to India. 


A NEW CANADIAN PAPER. | 

Canada has now produced a second aviation publication. 
This is Canadian Aviation, the Official Publication of the 
Aviation League of Canada. Competition is always good for 
trade, so Canadian Aviation and Mr. A. H. Munday’s paper, 
Aircraft and Airways, which is now known as The Canadian 
Air Review, should be a distinct help to one another. Major- 
General J. H. MacBrien, President of the Aviation League of 
Canada, who has already given his blessing to The Canadian 
Air Review, under its original name, contributes the frst 
article to Canadian Aviation, on Canadian Aviation. = 

The principles and policy of the Aviation League of Canada 
are well set forth. The fact is noted that Sir Charles Wake- 
field, who seems to be the Lord Bountiful of Aviation all 
over the Empire as well as of Great Britain, has presented a 
Moth to the Aviation League of Canada in appreciation of the 
work which Major-General MacBrien has done to further the 
airmindedness of Canadians. 

Wing Cdr. Stedman, the chief aeronautical engineer | 
Department of National Defence, contributes an inter 
article on the training of aeronautical engineers. ( 
Douglas Hallam has an article on model aircraft, and Group 
Capt. Scott describes the organisation of air services. 


THE PUBLISHING DEPARTMENT OF “T 
AEROPLANE.” | 

As from July 25 the Publishing Department, the Book De: 
partment and the Accountant’s Department of THE Agro 
PLANE will be located at Cannon House, Pilgrim Street, Lud 
gate Circus, E.C.4, telephone Central 5822. The Editoria’ 
Office is still at 175, Piccadilly, W.1., telephone Gerrard 5407 


HEAVE !—The final of the Tug-of-War Open Team Championships -(110 stone). 
Team, runners-up, and on the right the Uxbridge Team, winners. —(“ Aeroplane ” photograph.) 


On the left are the Henlow 
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THE ITALIAN POLAR EXPEDITION. 


All concerned in the ‘“‘ Italia’ disaster and the various 
relief expeditions have now been accounted for, except 
the six men carried away in the balloon portion of the air- 
ship, and the Latham flying-boat on board of which were 
Capt. Amundsen, Commandant Guilbaud and three com- 
panions. 

On July xz an aeroplane attached to the Russian ice- 
breaker Krassin sighted the party that set out on foot from 
General Nobile’s party on May 30, but the Russian aero- 
plane, piloted by M. Chuhnovsky, was forced to alight on 
the ice on the way back to the Krassin, 

M. Chuhnovsky, and a Norwegian dog-team driver with 
three Italians who had been sent from the relief-ship Bra- 
ganza to search for the Russian aviator, were later picked 
up by the Krassin. 

The ice-breaker eventually picked up Majors Mariano and 
Zappi of the first party, and continuing eastwards it also 
found and rescued the remaining members of Gen. Nobile’s 
party under Lieut. Viglieri. 

On July 14 two Swedish and one Finnish seaplane alighted 
in a lead between the ice-fields and picked up Capt. Sora 
and M. van Donghen. Finally, a guide, who was left be- 
hind by Capt. Sora, has found his way to the relief-ship 
Braganza. 

In the meantime much ill-feeling seems to exist between 
the Italian and Swedish Press over the death of Dr. Malm- 
gren, who, with a broken hand and two frozen legs, re- 
quested Majors Mariano and Zappi to leave him behind to 
die on the ice rather than allow him to hinder their progress 
towards help for the other marooned men. 

Similarly, the premature announcement in the Paris news- 
paper Le Matin that Gen. Nobile had alone been saved, while 
16 men had died, four more were on the point of death and 
six others had disappeared, has drawn forth a violent pro- 
test from the Italian newspaper Impero. Under the heading 
“To a Pig,” the editors publish the text of a registered 
letter which they have sent to the editor of the Matin chal- 
lenging him or any of his staff to a duel. The Impero has 
since declared that the affair is not the occasion for the 
customary journalistic duel, but should be fought out. by 
teams of six, or twelve, a side ‘‘ under the most severe 
conditions.’”’—What an opportunity for Mr. Cochran, or Mr. 
‘Tex Rickard! 

Furthermore, in certain circles in Italy itself there is 
considerable feeling because General Nobile allowed himself 
to be rescued before any of his men. He is looked upon 
rather as a captain who is the first to desert a sinking ship. 
This view takes no account of the fact that Lieut. Lundborg 
wwas ordered to bring Gen. Nobile back, and that the injured 


general was not able to resist the efforts of his own men tc 
put him into the aeroplane. 

Italy is deeply stirred by the rescues of so many of its 
countrymen by the Swedish Relief Expedition and by the 
Russian ice-breaker Krassin. Signor Mussolini has sen 
the following telegram to Professor Samoilivitch, the heac 


of the Russian Relief Expedition :— ; 
You have performed a deed which will be historic among the annal, 


of Arctic endeavours and of the most generous gestures of humanity 
I thank you in the name of Italy. I beg you also to convey my thank 
to all your fellow-workers. 
Truly a generous tribute from a Fascist to a Bolshevik. 
All the Italian Press pays tribute to Dr. Malmgren, whon 
it likens to Capt. Oates, of the Scott Antarctic Expedition 
who deliberately sacrificed his life to help the remainder o 


the party. 
CAPT. EMILIO CARRANZA. 


On July 12, Capt. Emilio Carranza, the Mexican aviator wh 
recentlv flew from Mexico City to Washington and New Yori 
on a Mexican ‘‘ Goodwill” flight, left New York om hi 
Ryan monoplane to fly non-stop to Mexico City, but soot 
after taking off he ran into a thunderstorm. In tryin: 
to land to escape it his machine was wrecked in a wood nea 
Mount Holly, N.J., when it was too dark for him to see th 
nature of the country below. His body was found on Jul: 
14 and was taken to New York for a funeral ceremony, 1 
was to be taken to Mexico City by rail for burial there wit! 
all the honours accorded to a General, Capt. Carranza’s post 
humous rank. A guard of honour of United States soldier 
accompanied the body to Laredo, Texas, where it wa 
handed over to a Mexican guard of honour. 


THE ROYAL AERO CLUB OF HOLLAND. 


His many friends in England will be glad to hear tha 
Colonel H. Walaardt Sacré, who formerly commanded tha 
very efficient organisation the Royal Flying Corps of th 
Dutch Army has recently been elected Secretary-General 
the Royal Aero Club of Holland, or the Aéro Club Royal de 
Pays Bas, to use the. title by which it is recognised as 
member of the Fédération Aéronautique Internationale. 

Colonel Sacré’s long and intimate knowledge of aviatior 
and the high regard in which he is held by aviators of al 
countries, should go far to assure his success as Secretary 
General of the body which represents Holland’s Aviation o 
International Councils. And his remarkable skill and facilit 
as a linguist should also be of high value to the Dutch Clut 
All will wish him every success.in these new activities. | 

Colonel Sacré’s new office address is :—Anna Paulownaplei 
3, Lhe Hague. : 


~ 


| 
| 
i 


SOME OF OUR VISITORS.—A group of the 
Signor Balbo just before the R.A.F. Display. 


special Napier engines which were designed for the Schneider Trophy Race. 
actually form part of the nose of the machine without any cowling over them, 
Officers in the picture, from left to right, are: Major Lordi, Major Martelli, Lt.-Col. Fouguez, 

Lt.-Col. Binda, Lt.-Col. Aimone, Lt.-Col. Ranza, Col. Bolognesi, and Capt. Guazzetti. 


Italian Officers who flew to England non-stop from Rome with 
They are here seen in the Napier test shop viewing one of the 


The curious valve covers, which 
are worthy of notice. The 
General Lombard, 
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3080 hp. AD.C.° CTR RUS” aero enaies 


have been supplied to the 


BRITISH ROYAL AIR FORCE 


SIX DIFFERENT GOVERNMENTS 
and are in use in 
26 DIFFERENT COUNTRIES. 


Engine. 


OUTSTANDING “CIRRUS” acHiEVEMENTS LATEsT “ CIRRUS ” succEssEs 
ENGLAND — AUSTRALIA in 16 DAYS. BLACKPOOL PAGEANT. | 
ENGLAND — AUSTRALIA (with passenger). FIVE) ee FIRSTS. 
LONDON —CAPETOWN — LONDON. RIVEs ee ee SECONDS. 

BIVEw? = «ean THIRDS. 
LONDON —CAPETOWN. (Lady Pilot.) 


CAPETOWN — LONDON. (Lady Pilot.) 
MIDLAND AIR PAGEANT. 


BoA TROPHY, 1927. lst MIDLAND OPEV CHALLENGE CUP. 
Ist KING’S CUP AIR RACE, 1926. 1st MIDLAND INTER-CLUB HANDICAP. 


Ist KING’S CUP AIR RACE, 1927. 


etc., etc. 


GOTHENBURG MEETING, 1928. 
CIRRUS-MOTH MACHINES WON 


7 EVENTS. 
__ CIRRUS Engines are fitted in 
D.H. “ MOTH,”’ WESTLAND ‘‘ WIDGEON,”’ 
AVRO ‘ AVIAN,” H a “0 CIRRUS Engines are in use by 30 Light Aeroplane 
: SHORT ‘‘MUSSEL, Clubs, and are fitted in 11 FOREIGN Types: of Light 
etc., etc. Aeroplanes. 


CIRRUS ENGINES ARE MANUFACTURED BY 
THE PIONEERS. OF 4-CYL-IN-LINE AIR-COOLED LIGHT AEROPLANE ENGINES. 


A.D.C. AIRCRAFT L™ 


REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 


‘lephone : Constructors of “CIRRUS " and “NIMBUS” Aero Engines. Cables: 
olbcrn 4076. Constructors of ‘* MARTINSYDE” Types of Aircraft. Airdisco, Londan: 
MUMALAOonaoa ML mAMMNTH aNAALauaNeNAnUngeUUUUanddecodanendedeeneauneys4denge4sseuegaeegyonsaqensqaunenstt PUTUUATTNORTEOUEUUEEDERETUCCETUE ODODE UTE TED OTTO ETAR ADEPT TODD OT ETUDE UTERO PEEP DDD 
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THE ROYAL AIR FORCE. 


The London Gazette. 
July Io. 


GENERAL DutizEs BRaNCH.—The following are granted S.S. comns. 
as Plt. Offs. on probation with effect from and with seniority of 
June 29:—J. R. Ayling, T. F. Balfour, R. L. Bennet, A. K. H. Binley, 
J. (H. Browi,, Re J; (C2 Hunt) {J-2C.2 ly, sClaxton, (A. G.coles (it 7th 
Middx s Regt: D-A.)) Rv H. ‘Coupes SieAcs Davis; ok Cam to ailayter, 
R. C. W. Ellison, W. C. Garrett-Petts, D. lL. Iremonger, J. M. Israel, 
E. G. James, G. W. J. Jarrett, G. R. O’C. Lempriere, C. N. Mcloughiin, 
J. G. Riess (2nd Lt., zoth Lond. Regt., T.A.), J. D. Robertson, H. E. 
Sales, I. M. Smith, R. H. Spurrier, W. G. Stevenson, K. G. Vandyck, 
F. K. Wood. 

Lt. H. N. M. Nagle, R.N., is granted a temp. comn. as a Flg. Off. 
on attachment for duty with the R.A.F. (June 28); Plt. Off. on pro- 
bation J. Barton is confirmed in rank (June 15). 

‘Sa. Ldr. C. J. W. Darwin, D.S.O., is placed on the retired list at 
his own request (July 1); Flg. Off. J. S. Dick is transferred to the 
Reserve, Class A (June 30). 

The following resign their S.S. comns.:—Flg. Off. (Hon. Fit. Lt.) 
(Capt., Rif. Bde., R.A.R.O.) D. S. Cairnes (July 8); Plt. Off. on pro- 
bation F. D. Dawson (June 28); Plt. Off. on probation F. J. Sarsfield- 
Sampson (June 29). The S.S. comn. of Plt. Off. on probation B. P. 
Silk is terminated on cessation of duty (July 7). 

Flg. Off. M. W. J. Boxall is dismissed the Service by sentence of 
General Court Martial (June 25). 

Stores BrRAaNcH.—Sq. Ldr. F. H. Songhurst, M-B.E., is placed on the 
retired list on account of ill-health (July 11). 

Mepica, Brancw.—Flg. Off. £. A. O’Connor, M.B., resigns his S.S. 
comn. (June 30). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DutTIES BRANCH.—Flg. Off. 
(Hon. Fit. Lt.) (Capt., Rif. Bde., R.A.R.O.) D. S. Cairnes is granted 
a comn. in Class A (July 8); H. Marsden is granted a comn. in 
Class A as Flg. Off. (July 10). ‘The following are granted comns. 
in Class A.A. (ii) as Plt. Offs. on probation :—R. Harston, L. F. Hooper, 
E. M. King, P. L. D. Teichman-Derville (June 25). 

The notification in the Gazette of Jan. 27 concerning Flg. Off. H. S. 
Eaton is cancelled. 

AUXILIARY AIR FoRCE.—GENERAL DutTIZEsS BkANCH.—NO. 600 CITY OF 
LONDON (BOMBING) SQuUADRON.—The following Pit. Off. to be Flg. 
Off.:—T. Courtis (May 9). No. 602 City or GLasGow (BOMBING) 
SQUADRON.—The following to be Plt. Off.:—D. H. Back (May 21). 


Appointments. 
Week ending July 16. 

GENERAL DUTIES BRANCH.—Wing Commander E. R. C. Nanson, D.S.C., 
A.F.C., to R.A.F. Depot, Uxbridge, 15/6. 

Squadron Leader A. W. Mylne, to Coastal Defence Torpedo Bomber 
Flight, Donibristle, 2/7. 

Flight Lieutenants L. M. Iles, A.F.C., to R.A.F. Reception Depot, 
West Drayton, 5/7. H. I. T. Beardsworth, to Home Aircraft Depot, 
Henlow, 25/7. R. Pyne, D.F.C., to R.A.F. Depot, Uxbridge, 19/5. 
IL. B. Duggan, to No. 421 Flight, 9/7. J. A. McDonald, to No. 4 
Sadn., S. Farnborough, 22/5. H. S. Sandiford, to R.A.F. Depot, 
Uxbridge, 4/7. H. W. Woollett, D.S.O., M.C., to No. 43 Sqdn., Tang- 
mere, 26/6. I. J. Riordan, A.F.C., to R.A.F. Depot, Uxbridge, 19/5. 
R. de lL. Stedman, to R.A.F. Depot, Uxbridge, 8/6. 

Flying Officers H. J. Paine, to Station H.Q., Hinaidi, 28/6. H. A. S. 
Byrne, to R.A.F. Depot, Uxbridge, 14/6. E. E. Fallick, to Home Air- 
craft Depot, Henlow, 18/6. 

Pilot Officers K. F. Jones, to R.A.F. Depot, Uxbridge, 18/6. IL. S. 
Tindall, to No. 39 Sadn., Bircham Newton, 26/6. N. W. A. Cullum, 
to R.A.F. Depot, Uxbridge, on appointment to a S.S. Comn. (on pro- 
bation), 6/7. (Hon. Fit. Lt.) F. P. Smythies and G. V. T. Thomson, 
to Coastal Defence Torpedo Bomber Flight, Donibristle, 2/7. F. R. 
Lines, to No. 208 Sqdn., Middle East, 23/6. 


THE VICE-VERSATILES.—The personnel and machines of the Inverted Flying Flight at the Central Flying 


School. This 


Flight was responsible for the striking evolutions by two Moths at the R.A.F. Display on | 
June 30 and at Blackpool on July 10. 


MeEpIcAL BRANCH.—Flight Lieutenants R. J. K. Chattey, to RAF. 
Depot, Uxbridge, 8/6. E. J. Mockler, M.B., to Aircraft Park, India, 
at/io. P. H. Perkins, to R.A.F. General Hospital, ‘Iraq, 18/6. 

Flying Officer J. F. McGovern, M.B., to R.A.F. General Hospital, 
‘Iraq, 22/6. 

SrorEs BRaNcH.—Squadron Leader J. Walker, to No. 2 Stores Depot, 
Altrincham, 17/7. Flying Officer F. D. D. Gaussen, to Supply Depot, 


Middle East, 30/6. 

ACCOUNTANT BRANCH.—Flight Lieutenants H. E. Cardwell, A.F.C., to 
R.A.F. M.T. Depot, Shrewsbury, 2/7. BP. J. Farmer, to R.A.F. Depot, 
Uxbridge, 26/5. 

Pilot Officer F. C. Rendle, to No. 4 Sadn., S. Farnborough, 30/6. 

Vacancies in the Stores Branch. 

The Air Ministry announces that about 10 vacancies for 
permanent commissions in the Stores Branch of the R.A.F. 
will be offered for competition among young men of between 
23 and 25 years of age, who have had not less than five years’ 
business experience in a firm of standing. ‘This will be the 
third competition under the scheme inaugurated in 1926 for 
the purpose of obtaining men with a business training to con- 
trol and administer the supply of the highly valuable and 
complex equipment of the R.A.F. 

Application should be made to the Secretary, Air Ministry 
(S.7), Kingsway, London, W.C.2, for the regulations and for 
application forms. (Completed application forms should 
reach the Air Ministry by Aug. 15, or at the latest by Sept. 1. 


Foreign Languages in the R.A.F. 

An Air Ministry Order states that Syriac has been added to 
the list of languages for which awards for colloquial pro- 
ficiency may be granted under R.A.F. regulations. 

Tests for colloquial proficiency in this language will be 
held twice a year under the conditions at present in force 
for Arabic, Persian and Turkish. 

Awards of £20 each will be made to officers, warrant- 
officers and flight-serjeants who pass the test provided that 
at the time of qualifying they have at least six months of 
their tour abroad unexpired. The number of awards pay- 
able annually for the colloquial tests in Arabic, Persian, 
Turkish and Syriac will not exceed 25 in all. 


Special Assessments. 
Air Ministry Orders state that the undermentioned officers 
have been awarded special assessments.as stated on com- 
pletion of a course of ab initio flying training at the R.A.F. 


Training Base, Leuchars. 
Distinguished Pass :—Lieut. H. P. Sears, R.N., Flg. Off. R.A.F., and 


Sub.-Lieut. H. P. Madden, R.N., Flg. Off., R.A.F. 


A Halton Gymkhana, ; 

A Gymkhana and Air Pageant is being organised by the 
R.A.F. at Halton, and will be held at Halton Camp on 
July 26. 

A prize of £100 has been kindly presented by Sir Charles 
Wakefield for light aeroplane races. A silver cup has also 
been presented by The Bucks Herald. 

The financial object of the Gymkhana is to augment the 
funds of the Halton Polo and Hunt Club, and of the Halton 
Light Aeroplane Club. oe 
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THE R.A.F. ATHLETIC CHAMPIONSHIPS. 
The R.A.F. Athletic Championships were held at the roo Yards.—L-AC. Elliott (Cranwell), 1; L-AC. Olney 


Stadium, Uxbridge, on July 11, 12, and 14. On all three days 
the weather was sunny and broiling hot,—which may or may 
not account for the notable improvement in all-round 
performances 


In the Open Competition, for all stations, irrespective of 
size, Uxbridge won the Cup presented by His Majesty the 
King, for the second year in succession, with 47 points. 
Halton and Henlow tied for the second place with 44 points, 
Andover and Manston tied with 16 points, Flowerdown 
scored 13, and Cranwell, who won the Cup in 1922 and held 
it until 1927, were last with 10 points. 

Cranwell’s failure in the last two years must be attributed 
tc the decrease in the establishment at that station caused 
by the transfer of No. 4 (Aircraft Apprentices) Wing to 
fialton. 

In the Junior Competition for the Air Council Cup, open to 
units below soo in strength, Sealand were first with 33 1/5 
points, Gosport second with 30, Farnborough third with 26 
and Calshot fourth with 16. This is the second year in suc- 
cession that Sealand have won the Air Council Cup, previous 
winners being Gosport in 1924, and Digby in 1925 and 1926. 

The Cup presented for the Air-Defence-of-Great-Britain 
Unit scoring the greatest number of points throughout the 
meeting was won by Andover. 

Three new R.A.F. Individual Records were put up this 
year. In the One Mile Individual Championship, AC. R. 
Thomas (Henlow) won in 4 min. 20 1/5 sec., thus beating the 
R.A.F. record put up by himself by 7 3/5 sec. In the 120 
Yards Hurdles Individual Championship AA. D. O. Findlay, 
Halton, finished in 16 sec., beating Fit. Lt. G. A. Hadley’s 
record by 1/5 of a second. In Putting-the-Shot Plt. Off. 
T..R.-Hope’s put of 37 ft. 53 in. beat the existing record by 
4 inches. 

In the team and relay events nearly all the times showed 
an improvement on the last two years. The time for the 
Two Miles Relay (Junior) was 8 min. 33 sec., 20 1/5 sec. 
better than last year and 5 3/5 sec. better‘ than 1926. In the 
One Mile Relay, both Open and Junior, the times were 
better than 1926 or 1927. The same applies to the 440 
Yards Relays. 

The results in detail were :— 


INDIVIDUAL CHAMPIONSHIPS. 
880. Yards —l-AC. Evans (Catterick), 1; Cpl. Tym (Martlesham 


(2 min. 4 sec.) 


¥ ‘ath), 2; Plt. Off. Snaith (Sealand), holder, 3. 


4 


THE 


FIELD.—The start of the One Mile Open Team Championship at Uxbridge on July 14. 


(Digby), 2; 
L-AC. Tillman (Henlow), 3. (10 2-5 sec.) 

One Mile.—AC. R. Thomas (Henlow), holder, 1; AC. F. W. Turner 
(Uxbridge), 2; L-AC. Suckling (Lee-on-Solent), 3. (4 min. 20 I-5 sec.) 

Two Miles Walk (non-championship).—AC. Golightly (Henlow), as 
AC. Castle (Halton), 2; AC. Chambers (Uxbridge), 3. (15 min. 25 sec) 

Three Miles.—l,-AC. Goodall (Northolt), 1; AC. Johnson (Lee-on- | 
Solent), 2; AC. Stone (Flowerdown), 3. (15 min. 42 sec.) | 

20 Yards Hurdles—AA. Findlay’ (Halton), 1; Fit. Lt. Hadley 
(Ruislip), 2; Cpl. Goodman (Northolt), 3. (Time 16 sec.) ee 

440 Yards.—AC. Rose (Uxbridge), 1; Pit. Off. Marshall (Sealand), 2; 
Flg. Off. Vines (Farnborough), holder, 3. (53 sec.) 

Long Jump.—Flg. Off. Neame (Gosport), 22 ft. 24 in., 1; Fit. Lt. 
Hadley (Ruislip), 21 ft. 32 in., 2; AC. Ward (Wittering), 21 ft. 22 in., 3, 

High Jump.—AA. Findlay (Halton), 5 ft. 8 in., 1; Flg. Off. Nicolay 
(Sealand), 5 ft. 7 in., 2; Flg. Off. Vines (Farnborough), 5 ft. 3% in., 3. 

Putting-the-Shot.—Plt. Off. Hope (Sealand), 37 ft. 5% in. 1; Plt, 
Off. Cotton (Sealand), 36 ft. 11} in., 2; Flg. Off. Neame (Gosport), 
36 ft. 14 in., 3. 

TEAM CHAMPIONSHIPS. 


Long Jumbp.—Open.—Henlow, 1; Halton, 2; Uxbridge, 3. Junior—_ 
Hendon, 1; Gosport, 2; Sealand, 3. : 

440 Yards’ Relay.—Junior._-Gosport, 1; Sealand, 2; Northolt, 3. 
(46 4-5 sec.) Open.—Henlow, 1; Uxbridge, 2; Halton, 3. (46 2-5 sec.) 


Putting-the-Shot.—Open.—Halton, 1; Henlow, 2; Andover. 3. Junior— 
Sealand, 1; Gosport, 2; Digby, 3. 

One Mile Junior Team Race.—Calshot, 1; Tee-on-Solent, 2; Shrews- 
bury, 3. (4 min. 34 2-5 sec.) Order of Finish.—AC. Johnson (Lee-on- 
Solent), 1; L-AC. Goodall (Northolt), 2; L-AC. Suckling (Lee-on-Solent), 


One Mile Open Team Race.—Uxbridge, 1; Henlow, 2; Halton, 3. 
(4 min. 35 4-5 sec.) Order of Finish.—AC Thomas (Henlow), 1; AC. 
Turner (Uxbridge), 2; AC. Brown (Manston), 3. 

High Jump.—Open.—Halton, 1; Uxbridge, 2; Cranwell, 3. Junior— 
Farnborough, 1; Felixstowe, Gosport, and Hendon, level, 2. 

Tug-of-War, Junior Teams.—Calshot beat Farnborough by two pulls | 
to none. 

Tug-of-War, Open.—Uxbridge beat Henlow by two pulls to none. 

360 Yards’ Hurdles Relay Race (Junior).—Farnborough, 1; Sealand, | 
2; Netheravon, 3. (53 4-5 sec.) : 

360 Yards’ Hurdles Relay Race (Open).—Halton, 1; Uxbridge, 2; Man-. 
ston, 3. (53 1-5 sec.) } 

Two Miles’ Relay Race (Junior Teams).—Martlesham Heath, 1; Sea-) 
land, 2; Shrewsbury, 3. (8 min. 33 sec.) i 

Two Miles’ Relay Race (Open).—Henlow, 1; Uxbridge, 2; Halton, 3. 
(8 min. 29 4-5 sec.) . ) 

One Mile Relay Race (Junior).—Sealand, 1; Shrewsbury, 2; Nether-| 
avon, 3. (3 min. 35 4-5 se€c.) 

One Mile Relay Race (Open).—Uxbridge, 1; Halton, 2; Henlow, 3. 
(3 min. 35 2-5 sec.) : : 

At the end of the proceedinys on the final day the prizes 
were presented by Lady Trenchard.—C. M. MCA. 


Uxbridge won 
in 4 mins, 35 4/5 secs. The Henlow Team (Nos. 27 and 28, and the two next on the left,—the outside one being | 


AC. Thomas, who won) may be seen leading; No, 1 is AC. Turner, Uxbridge, who was second. 
: (“ Aeroplane ” photograph.) i 


Juty 18, 1928 The Aeroplane | 155 


ALPINE AIRWAY 


LY NX-engined Fokkers are used on the 
Alpine Airway between Munichand Milan. 


Lynx engines were selected for this most 
difficult journey because they proved more 
reliable than any other. 


Lynx engines were used in Lt. Koppen’s 
record-making flight from Amsterdam to 
Batavia and back—nearly 18,000 miles in 
twenty-one days. 


Lynx engines are the most reliable engines 
in the 200-225 h.p. class. 
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The WORLD'S ENDURANCE RECORD 


of 60 hrs. 7 mins. 32 secs. was made on a 


Siddeley PUMA 


engined D.H 9, by Adjutant Crooy and 
Sergt. Groenen. 


eeeeeeeeeeeeeneereeenseapaeeesseeseesseseeseseeseseeeseee sear eneeeei sens eeennn ee ereieeeesesetens.g., 


MSTRONG 
SIDDELEY 


ARMSTRONG SIDDELEY MOTORS 
LIMITED, Coventry, England. and 
10, Old Bond Street, London, W.1. 


Flown and Known All over the World, 


SOO mde ee ew OOOO CCE DEES O a Lesene” 


TOLLE LP A 


A..69 
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Lawn Tennis. 


The Army and the R.A.F. Lawn ‘Tennis Championships 
were held at Queen’s Club, West Kensington, from July 9 
to 14. 

The R!A.F. Singles Championship was won by Wing Cdr. 
R. E. Saul, D.F.C. (Staff College, Camberley), who beat 
Fit. Lt. E. D2 H. Davies (Halton),.6—1, 6—2, 7—5. In the 
earlier rounds, Wing Cdr. Saul had beaten Flt. Lt. Hederman, 
6—1, 6-1; Pit. Off. E. O. Edwards, 6—0, 6—1; Fig, Off. 
Horstman, 6—1, 6—o, and Fit. Lt. H. J: Gilbert, 2—6, 6— , 
Lame 

Wing Cdr. Saul and Fit. Lt. Davies won the R.A.F. 
Doubles Championship by beating Flt. Lt. H. N. Hampton 
(Digby) and Sq. Ldr. F. J. Murphy, M.B. (Digby), in the 
final round, 6—o, 6—3, 7—5. Wing Cdr. Saul and Fit. Lt. 
Davies had previously beaten Flt. Lt. S. W. Ware and Flg. 
Off. R. B. Horstman, 6—4, 6—4; Fit. Lt. W. J. Millen and 
Fit. Lt. E. J. Ffoulkes-Jones, 6—4, 6—4; and Plt. Off. E. O. 
Edwards and Pit. Off. A. W. Rule, 6—1, 7—5. 

Fit. Lt. F. TI. Boucher (Lee-on-Solent), holder, won the 
R.A.F. Veterans’ Challenge Cup, having beaten Wing Cdr. 
I. G. V. Fowler, A.F.C. (Henlow), in the final round, 7—s, 
3—6, 6—3. Flt. Lt. Boucher had beaten. Grp. Capt. H. V.. 
Wells, C.B.E. (Inland Area), in the semi-finals, 6—o, 6—3. 

Halton won the R.A.F. Inter-Station Doubles Champion- 
ship, Flt. Lt. KE. D. H. Davies and Flt. Lt. L.. V. Hirst beat- 
ing Wing Cdr. I. G. V. Fowler and Fit. Lt. C. E. Williamson- 
Jones, D.F.C. (Henlow), in the final round, 6—3, 6—1. 

The R.A.F. Plate Singles for players who had been knocked 
out in the first round was won by Flg. Off. G. R. Pallin, 
(Flowerdown), who beat Flg. Off. A. W. Rule (Cranwell) 
in the final round, 6—3, 6—3. 


The R,A.F. Swimming Championship. 


The R.A.F. Swimming Association Championship will be 
held at St. George’s Baths, Buckingham Palace Road, S.W., 
on Saturday, July 28, at 19.45 hours. The championship 
events will be :—Team Events, Inter-Unit Relay Race and 
Inter-Unit Water Polo Final. Individual Events, 50 vards, 
100 yards, 220 yards, 440 yards, all free style; 100 vards back 
stroke, 100 yards breast stroke, diving, plunging. 

Oxford University beat the R.A.F. on June 19, at Oxford, 
by 4 events to none and won the Water Polo by three goa‘s 
to one. 


The Fourstore Sports Club, 


The Fourstore Sports Club of No. 4 Stores Depot, R.A.F., 
Ickenham, held their Annual Sports and Gala Meeting at 
Ickenham on June 23. 

While the sports were going on various shows were held, 
including a Hobby and Horticultural Show and a Baby Show. 
A concert and dance were given in the evening. 

The results of the sports events were as follows :— 


Putting-the-Weight.—_1, A. F. Pratt; 2, F. Bryant; 3, A. Shelley. 
Three-legged Race.—z, Shelley and Lacey; 2, Pratt and Finnigan. 
Veterans’ Race.—1, J. J. Witney; 2, L. Baker; 3, H. A. Terry. 


Inter-Departmental Relay Championship.—r, “A” Group; 2, Pro- 
vision Dept.) 3, ‘'B,” “C,” “EB,” and “G” Groups. 
DD) Helo} ih Reh sy AE NUD SVS roy hey arborea ase, FLY ORT S LN 558) Sepeyslan CORE. 


Groups. 


Officers? Race.—1, Sq. I.dr. A. W. Turner, D.C.M., R.A.F.; 2, Wing 
Cdr: G. A: Hilliar, "RiA-F.; 3, Sd. Ldr. Hi M. Cashmore, RAF: 


Band Race.—1, A. Simimond; 2, G. Sopp; 3, B. Stevens. 


The winners of the best kept allotments in the Depot were :—1, A. 
Baldwin; 2, G. Winter; 3, G. Mill 


The R,A.F. Dinner Club, 


The following is a list of the members who attended the 
Sixth Annual Dinner of the Royal Air Force Dinner Club 
which was held in the Connaught Rooms on Friday, June 20, 
when the Chair was taken by Air Vice-Marshal Sir j. F. A. 
Higgins, “1K. CoB Sk bbe SiO. whan Cee 

Allardice, D. J., Esq.; Andrews, J. C.,-Flt. Lt., 
Jc, Or SOc ae SO Om wiVin@a Ata Be 1a RNG ee 

Babington, J. T., Wing Cdr., D.S.0.; Baker, F. C., Maj., D.F.C., 
A.F.C.; Balfour, H. H., Capt.; Barfoot-Saunt, G., Esq.; Barratt, A. S., 
Wing Cdr:, CMG.) M.C;; Beamish, CB. St: J., Esas> Beatson, C. G., 
Maj.; Becke, J. H. W., Brig.-Gen., C.M.G., D.S.O., A.F.C.; Beisiegel, 
W. 3K sq); Bettington, 2A, = Ve. Grp, Capt, CMG. 0.5.0.1 Betts, 
E. B.C, Fit. Lt, D.S.C., D.F.C.; Black, Js, Rev., 0.B.E.; Blick, J. F,, 
Esq: 5) Boyle) J.D. (Grp: Capt) the Hom, (C.Bb D!S|Os) Bradley.J. -S) 
Esq.; Brancker, Sir W. S., Air Vice-Marshal,:K.C.B., A.F.C.; Britton, 
EK. A. A. C., Fit. Lt., D.F.C.; Brooke-Popham, Sir H. R. M., Air Vice- 
Marshal, KCB: (CAML.G., D3S.0,,, sane: Gaset buniett,. Gao.) GrupswmCapts 
C.B;,” CB.H.,, D:S.0.; Bussey, Je, Blt. eit; 7 Busteed, H.R, wine. Cdr 
Oo BSE ae A Gs 

Cairnes, T. A. E., Lt.-Col., D.S.O.; Champion de Crespigny, H. V., 
Sqo4 Edr Mie, Db Cercockburn, wkon Alm lit.-Col., sO sbre iColbrans 
Cc. L., Wing Cdr.; Colebrook, C. L. G., Esq.; Collishaw, R:, Sq. Ldr., 
D:S.0., O.B:E., -D.S:C;,. D. F.C. ; ComperniaNnyokitudet:;. Coningham;.-A:; 
Sq. Ldr., D.S.0., MC, DFG, -A-EiClw@omnineyimG. ~1).,. Grp: Capt.; 
CBE, D2S.0! 


M.B.B.; Andrews, 


Daniell, T; HE. St. C., Col, O.BE., M.C.; Dearlove, Cy [-)S. seit et: 
Dick-Cleland, C. B., Fit. Lt.; Donaldson-Hudson, R. C., Lt.-Col., 
D:S:0!; Dore, PARTS! w.:, Lt. 4col: 

Ellerton, A.'S., Flt. I4t.; Elmhirst, T. We, Flt. It, APCS Basel, 
Cc. .S., Rey.; Errington, KF. H. L., Lt-Col, CB); Hvill, Dy Ce ommyens 
Cdi=,  D7S:Gs5 PACER. 

Fellowes, P. F. M., Grp. Capt., D.S.0.; Ffiske, H. G., Maj.; Fielden, 
E. B., Esq.; Fielden, N., Esq-, D.F.C.; Fletcher, A., Grp. Capt., C.M.G.,. 
C.B.E., M.C.; Forbes, J. L., Air Commodore, O:B.E.; Bord, Roig. 
Esq. : 

Game, Sir P. W., Air Vice-Marshal, K.C.B., D.S.0.; Garrod, A. G. R., 
Wing Cdr.,, M.C., D.F.C.; Gillman; I.. B.~ M., Fit. DE; Gossage, 


\E. I, Wing Cdr., D.S.0., M.C.; Gould, C. G./S:, Wing (Cdr; @amid, 


I, T. N., Sa. Ldr., M.Ci5° Graham), J) Bysdy eateries AGERC. 
Graham, R., Sq. Ldr., D.S.0., _D/S:C;; DE. Cl\s Gray, nao es Ldr., 
M.C.; Grenfell, G. P., Wing Cdr., DiS.O!;) Grey, Ci G. seed aie 
foyle, W. J.. Y., Wing’ Cdr., ;O: BSE oLe: ; 

Halford; W., Fit.-Lt., D.F.C.; Halley, R.) Sa-idr., Dik: Cy eagee: 
Hanson, R. EF. V., Rev., O.B.E.; Harvey, 'P. G. A., Bsq:; Hatweod, 
V. T., Esq.; Higgins, Sir J. F. A., Aig: Vice-Marshal, K°CiBi= apa) 
D.S.0., A-F.C.; Hilton, I.. M., Fit. Lt.," DIR) (Ah C]; Seolinvenest, 
lL. N., Fitz Lt., D.F.C.; Holt, A. V., Maj.; Holt, F. V., Air Commodore, 
C.M.G., D.S.0.; Howe, T. E. B., Wing Cdr, Ace: C); Howes; irene. 
Bsq:; Hurst, C. E:,. Bsa: 

James, A. W. H., Wing Cdr., M.C.; Jones, H. A., Esq-, McC? 

Laing, G., Grp. Capt., O.B.E.; Lambe, C. L., Air Vice-Marshal, 
C.B., C.M.G., D.S.0.; Lambert, S., Maj.,. T.D.; Lawson; i.e lemeee 
Leslie, R. F. S., Sa. I.dr., D.S.C., D.F.C.; AJP.G’;-Longecroity @araem, 
Air Vice-Marshal, C.B., C.M:G., D.S.0., A.F.C.; Jongmore; Aye. 
Air Commodore, C.B., D.S.O. 

Macdonald, J. N., Wing Cdr.; Mackenzie, R., Esq.; Mackey, C. W., 
Sq. Ldr.; Martin,.R. S., Flt. Lt.; Mason, J. M., Pit Et) DiSiey ase. 
Maude, C. E., Wing Cdr.; Maycock, R: B., Wing Cdr., “QiBie:; 
Moller, Es “Si, Maj. ~ MUG. (Dae 

Newsome, TI. H., Esq. 

@penshaw, JBs “RR: Et: ; Tce: 

Park, W. H., Sq. I.dr., M:C., D.F:C.; Pattison, Hy Aye... ee 
Pearson, T. S., Fsq., M.C:; Demell, H. TI.) Capt/;. Pidcock)iGaeAmar,, 
Flt. Lt.; Playfair, P. H. I.., Grp. Capt.,, MG) Potts, (CC. Hye leer. 
Purdey, IT. D. S., Esq.; Pye-Smith, J. M., May. 4 

Rathbone, C. FE. H., Grp. Capt., D.S.01;> Rea, C" A\; Sada icdraeameaen. 
Robinson, F. :1.., Wing Cdr., D.S.0., MC), Dib .Ciy) Rossii. , 
Gripe Capt... DSO ACEC. eAnDIG: 

Smith, G.. H., Fit. I.t.; ‘Stott, J. N-wSs—Gape 

Thomas, M., Sq. I.dr., D:F:C), “AcE Gaye it eset 
Tyssen, J]. H. S., Wing Cdr., MC 

Vyvyan, Sir A. V., Air Vice-Marshal, K.C.B:, DiS.O: 

Welsh, W. L., Wing Cdr., D.S.C., A.F.C; Wiggin, Al Boilies, 
Williams, G. G. A., Sq. Ldr.; Windeler, B.C., -Maj., AvEiC.> \Wanter, 


W., Esa., D.FiC.; 


"¢. G. H., Esa; Workman, F., Sq) idrao Mines 


A NEW R.A.F. RECORD. 


AC. R. Thomas (Henlow) 
who beat his previous record for the mile by 7 3/5 secs. | 
doing it in 4 min. 20 1/5 secs. at Uxbridge on July II. 
(“ Aeroplane ” photograph.) 
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WORLD’ 
DISTANCE RECORD-~ 


PETROL BY 


Ss 
ISAS 
Sse“ 
SSSasx 
Ss 


Capt. A. Ferrarin and Com. del 
Prete, the Italian Airmen, flying 
a Fiat-engined Savoia seaplane 
from Rome to Port Natal, 
covered a distance of 4,850 miles, 
creating a new non-stop distance 
record on Shell Petrol. 


WORLD'S 
DURATION RECORD- 


WS 
SS 


BY 
Herr Risticz and Herr Zimmer- 
man, the German Airmen, flying 
a Junkers machine, created a 
new non-stop endurance record 
by staying in the air for 65 hours 
30 minutes, relying on lubrication 


by Shell. 


Above records subject 
to official confirmation. 
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ENGINES AT THE PARIS SHOW. 


The 80 h.p. Armstrong Siddeley Genet engine. 
Anzani. 
A. Anzani, 112, Boulevard de Verdun, Courbevoie, Seine. 


The Anzani stand was furnished with one example each of 
the well-known three-cylinder 35 h.p., six-cylinder 75 h.p. 
and ten-cylinder 120 h.p. No change of any kind seems to 
have been made in any of these for the past six or seven 
years. 


Armstrong Siddeley. 
Armstrong-Siddeley Motors Ltd., Coventry, England. 


The Armstrong Siddeley exhibit included the Genet five- 
cylinder engine, now rated up to 80 h.p. in place of the 
original 65 h.p., the five-cylinder Mongoose Mk. II of 120 
h.p., the Lynx seven-cylinder 220 h.p., and the Jaguar 
tourteen-cylinder 400 h.p. 

All these engines are of the now well-known Armstrong 


: 


THE ARMSTRONG SIDDELEY STAND AT PARIS.—In the foreground are the Genet (left) and Jaguar (right), >i 
with the Mongoose (left). and Lynx in the background. at 


The 425 h.p. Armstrong Siddeley Jaguar engine. 
Siddeley construction. A fairly full account of the most 
recent type of Lynx engine appeared in THr AEROPLANE of 
July 4. The Mongoose and the Jaguar differ from the Lynx 
in respect of number of cylinders, but employ the same 
cylinders and a considerable number of their parts are inter- 
changeable. The Genet has cylinders of smaller bore and 
stroke, but is in all essentials of the same design as the 
larger series. 


It is therefore not necessary to recapitulate details of de- 
sign and construction of these engines here. It may suffice 
to say that the finish and workmanship of these engines 
was of the standard expected of a firm such as Armstrong 
Siddeley motors, and that it attracted: much attention in 
the Salon. 

The performances of the Lynx and Jaguar, both in military 
and civil aircraft, are world famous, and have undoubtedly 
played a part in producing the outbreak of air-cooled radial 
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Se 
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The Boulton & Paul “Partridge” single 
seater fighter of all-metal construction. 


DINVIULUNUACUUEUACACVOUDEUOEQOUDOENTOETUAVAUDOUVEOTOUAQOUCVEUOACDOOTACTECTEOTEA OCT E TA OTA CTO OECTE ODEO ATTA A 


Boulton & Paul All-metal “Sidestrand” 
Day Bomber. Chosen recently after exhaus- 


tive tests as a Royal Air Force Service 
Machine. 


BOULTON.& PAUL LTD 
mete INORWICH. 2s. 


LONDON OFFICE: 135-137, Queen Victoria St., E.C.4 


‘Telegrams: ‘ Boutique Cent, London.” Telephone: Central 4642. 


' 
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The 


The Mk. II 


159 h.p. Armstrong Siddeley Mongoose 
engine. 


engines which is so prominent a feature of the present 
Salon. At least one of the new series of such engines now 
being produced in France—the Lorraine-Dietrich air-cooled 
radials—are definitely descended frcem tie Armstrong 
Siddeley parents, and although they are not duplicates of the 
British-made engines their existence is a high tribute to 
their British originals. 
B.M.W. 
Bayerische Motorenwerke, Miinchen, Germany. 


The B.M.W. stand had on its, specimens' of the six-cylinder 
vertical B.M.W.-Va of 320 normal h.p., the relatively new 
B.M.W.-VI twelve-cylinder Vee of 500 normal h.p., and a 
Pratt and Whitney Hornet air-cooled radial of 525 h.p., 
which the firm is now starting to build in Germany under 
licence. 

The B.M.W.-Va is probably the most widely used of Ger- 
man engines, as it is practically the standard water-cooled 
engine for German civil eircraft of other than Junkers 


manufacture. 
It is a straight six, with separate cylinders, sheet steel 
jacketed, fitted with the usual type of enclosed overhead 
valve gear. 
The war-time B.M.W. engines were all of the high-com- 
pression type with oversize cylinders, designed to develop 
maximum output at high 


altitude. The present B.M.W. 


ee 


Cylinders and valve gears of the Armstrong Siddeley 
Lynx engine. 


Aeroplane 


“be moved to provide adequate artificial illumination. Con 


Rear end view of the Armstrong Siddeley Lynx engine 
showing the compact arrangement of auxiliaries inside 
the circumference of the mounting cone. 


engines are still really of this type, with the result tha 
they are capable of developing very much more than thei 
rated output for a comparatively short time—a point of con 
siderable value for taking-off heavily loaded commercial air 
craft under adverse conditions. ‘The Va engine is rated a 
320 b.h.p. normal, but in the lowest compression ratio (5. 
to 1) it is permissible to run at 360 h.p. for one hour. Witl 
a 6 to 1 compression 380 h.p. may be taken for one hour, an 
with 7.3 to 1, 395 b.h.p. may be held for the same period. 

The recent models of this engine are fitted with plait 
thrust bearings instead of the usual ball-thrust. Presumabl; 
this bearing is of the Mitchell type. Centrifugal oil cleaner: 
are fitted as standard equipment. 

Hither the well-known B.M.W. carburettor or the Zenit 
type may be fitted as desired. The adoption of the Zenit 
has been dictated by the increasing use of the engines out o} 
Germany, and the relative ease of obtaining Zenith spare: 
under those conditions. Moreover it is an advantage to havi 
a familiar type of carburettor whose adjustment to varyins 
fuels, etc., is fairly universally understood. 

The B.M.W.-VI has twelve cylinders identical with thos 
of the Va arranged in two rows at 60°. It has the sam‘ 
capacity for operating for one hour at a load markedly it 
excess of its rated power. The normal output is 500 hp. a’ 
approximately 1,400 r.p.m. A maximum of 700 h.p. is ayail 
able for one hour in the 7.3 compression type and of 600 it 
the 5.5 compression engine. This engine may be suppliec 
with or without an airscrew reduction gear, and both it anc 
the Va type may be had with magnesium alloy crankcase 
and other parts at a notable saving in weight. 


The remarkably low fuel consumption for which B.M.W 
engines are famous is maintained in the present engines. Bott 
the Va and the VI use well under .5 Ibs. of fuel per h.p 
hour even in the 5.5 compression types. ; 

The Hornet shown is of Pratt and Whitney manufacture 
as the first engine actually made by the B.M.W. works is stil 
on the test-bed, where it is doing exceedingly well. The en 
gine is shown con:plete, so that no details of its “innards ’ 
are visible, but the engine has already been described faith 
fully in this paper. 

It is a nine-cylinder radial air-cooled engine, with totally 
enclosed valve gear, which looks remarkably small and com 
pact for its normal output of 525 h.p. To some extent this i: 
accounted for by its relatively high speed of rotation 0 
1,900 f.p.m. 

The engine can now be supplied fitted with a reductior 
gear, which should add considerably to its usefulness for com 
mercial and other heavy duty services. 


Bristol. 
The Bristol Aeroplane Co. Ltd., Filton, near Lristol, England 


The Bristol engine stand unfortunately was tucked awa 
under the staircase leading up to the gallery, and onl 


_after a good deal of persuasion could the Salon authoritie 


segaently this exhibit attracted mainly only those serious] 
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HAWKER AIRCRAFT 


““Aeroplane"’ Photograbh. 


The Hawker ‘“‘ Hawfinch”’ is a new single-seater' machine 

for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


HE VEL. G: 
HAWKER ENGINEERING Co., LTD. 


Specialists in Military Aircraft. 


Works: KINGSTON. 
Aerodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cables: HAWKER, KINGSTON. 


KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 
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passengers - mail 


WEST 
AUSTRALIAN AIRWAYS 


order four 


D.H.66 HERCULES 


(Three 450 h.p. Bristol ‘ Jupiter” engines) 


The D.H.66 “ Hercules” 
is generally recognised to 
be the fastest  three- 

engined commercial 
machine in the world, 
It will fly fully loaded 
with any one of its three 
450 h.p. Bristol “Fupiter” 
engines stopped, manoeu- 
vring perfectly and even 


HESE machines will operate on the Perth-Adelaide air line : 


the service will be run weekly in both directions. The four gaining alsitude. With 


“Hercules ” are sister machines to the five that have given 
100 per cent. reliable service on the Imperial Airways Ltd.’s 
route from Cairo to Basra for the past 18 months—a record for 
regularity which no doubt influenced the Company in its 
decision. 

Each machine has accommodation for 14 passengers and 
2,200 lbs. of mails. The latter are housed in a special lock-up 


and fire-proof compartment. Cabin comfort is exceptional. A 


marked degree of silence is obtained through careful engine 
silencing, and an efficient system of ventilation assures coolness 
without local draughts. 

It is a significant tribute to the design and performance of 
de Havilland Aircraft that the “ Hercules ” should be chosen 
from the pick. of the world’s air liners. Incidentally, the 
D.H. “‘ Moth,” the best light aeroplane in the world, is extensively 
used for training purposes by the Royal Australian Air Force. 


two engines inoperative, 
and fully loaded, it de- 
scends at the rate of 200 
to 300 ft. per minute at 
a forward speed of 80 
m.p.h. This means that 
it can, from a height of 
4,000 ft., assuming no 
wind, reach an aerodrome 
30 miles distant. 


DE HAVILLANI 


THE DE HAVILLAND AIRCRAFT CO. LTD., STAG LANE AERODROME, EDGWARE, } 
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hactures . news if 


THE 
DAILY MAIL 


orders 


D.H.61 CANBERRA 


(500 h.p. Bristol “ Jupiter ’’) 


HE DAILY MAIL ” has built up its record for the largest 
nett daily circulation on the excellence of its news service. 
With the progressive spirit that is inseparable from this paper’s 
policy, it has just placed an order for a D.H.61 of the latest 
type for the sole purpose of getting quicker news and pictures. 

The machine is specially designed and equipped for news 
gathering. Prominent features are a dark room for developing 
photographs, and a wireless transmitter and receiver. It can 
carry six passengers and pilot, has a cruising speed of 110 m.p.h. 
and a cruising range of 1,000 miles. It is the first aeroplane 
owned by a newspaper in this country. 

Naturally, “ The Daily Mail ” could not risk its high reputation 
by using any but the most efficient and most reliable passenger 
carrying aeroplane. Hence its choice of the D.H.61 — a machine 
that has given every satisfaction to commercial users all over the 
world. 


THE DAILY MAIL 
ISTHE = FIRST. 
NEWSPAPER’ IN 
THIS COUNTRY 
TO OWN AN 


AIRCRAFT 


EGRAMS : HAVILLAND, PHONE, COLINDALE. TELEPHONE: COLINDALE 6160-6163. 


SPONDING WITH ADVERTISERS. 


The Bristol Titan engine at the Paris Show. 
interestec in it, which, perhaps, was not altogether a dis- 
advantage. 

The engines on the stand were three Jupiters, one of the 
Series VI.A (norma! compression) for civil service, one 
Jupiter VII with the gear-driven supercharger, and one 
Series VIII geared engine. All these engines were fitted 
with the valve-gear covers, which are now standard on 
Bristol engines. ‘These are found effectively to prevent the 
splashing of wind-screens with oil, and in addition protect 
the valve gear from rain and dust. The covers are very 
light aluminium pressings, and are held in place by one 
screw and a series of four dowel-pins. Any coin will serve 
as a screw driver to remove them. 

Another innovation is to be found in the back cover of 
the Jupiter VI, which has now been entirely re-designed. In 
the new arrangement the magnetos are at right angles to 
the crankshaft instead of being skewed, which considerably 
reduces the over-all projection of the engine behind the 
mounting. The engine is provided with a conical mounting 
ring, considerably larger in diameter than the crankcase 
bolt circle previously used for mounting. 

This permits the engine to be drawn straight out of the 
machine to which it is fitted without disturbing any of the 
auxiliaries on the back cover. A mounting for an Eclipse 
hand or electric Inertia starter is provided, and a hand 
starter of this type is shown fitted. 

Finally the whole back cover assembly, with the induc- 
tion spiral may be removed from the engine, and an inter- 
changeable unit which includes a gear-driven supercharger 
may be fitted in its place without disturbing the engine 
proper in a very short time. 

This new back cover looks even neater than did the 
original remarkably compact arrangement, and the advan- 
tage, particularly from the service point of view of the 
interchangeability of the supercharged or the normal induc- 
tion system, is obvious. 

The other engine shown is the new Bristol Titan, with 
five cylinders, interchangeable with those of the Jupiter. 
This engine is also fitted with a back cover very like that 
on the new VI, carries an Eclipse starter, and has the new 
valve covers. 

Although the Titan is a new engine so far as England is 
concerned, the French-built version seems already to have 
achieved a wide popularity on the Continent, and it should 
find many uses in this country. 

SPECIFICATION OF THE TITAN ENGINE. 
Type.—Five-cylinder air-cooled radial. 
CYLINDERS.—52 in. (146 m/m.) bore, 63 in. 

5.0 compression. Steel barrels with 

aluminium ‘“ poultice” is fixed. 

cylinders. 

Pistons..-Aluminium alloy, interchangeable with Jupiter pistons. 

CONNECTING-ROD ASSEMBLY.—Master rod with unsplit big-end, and one 
piece floating bush between big-end and crank-pin. Auxiliary rods 
run on anchor pins in big-end forging. 

CRANKSHAFT.—Built-up single-throw type. The crank-pin and _ front 
crank web and airscrew shaft are in one piece. The rear end of 
crank-pin is keyed and clamped into the rear crank-web, which is 
integral with the tail shaft. 

CRANKCASE.—Two main castings, split on central plane of cylinders form 
the main body, which includes the cam-casing in front, a sup- 
port for rear end of crankshaft and induction casing at the back. 


(165 m/m.) stroke, 5.3 or 
closed heads to which an 
Interchangeable. with Jupiter 
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The Bristol Jupiter VI shown at Paris, with spinner and» 
standard exhaust ring. Note the valve gear covers. 

A front cover, carrying the front crankshaft bearing and thrust 
race, and a rear cover with auxiliary drives completes the assembly. 

VALVE-GEAR.—Four overhead valves per cylinder are operated through 
push-roads and rockers from a two-row cam-ring concentric with and 
epicyclically-driven from the crankshaft. ‘Temperature compensa- 
tion gear as on the Jupiter is used to keep tappet clearances 
constant. 

INDUCTION SysteM.—A Bristol Duplex carburettor supplies mixture to 
a casing in the rear crankcase casting. In this is a centrifugal fan 
driven direct from crankshaft. An induction elbow between 
carburettor and fan is jacketted with oil from scavenger pump. 

LUBRICATION.—Dry sump system with gear type scavenge and pressure 
pumps. Pumps and filters, mounted in rear crankcase cover, are 
easily removable for inspection and cleaning. 

IGNITION.—I'wo B.T.H. magnetos give dual ignition. 

STARTING.—An Eclipse inertia starter may be fitted, 
Bristol gas distributor system may be fitted. 

MountInc.—A conical pressed steel stamping is attached to the rear 
of the crankcase, for attachment to the aeroplane fuselage. 

WeicuHtT.—Complete (without oil) 500 lbs. 

PERFORMANCE.—Normal output ‘5.3 compression) 220 b.h.p. at 1,700 r.p.m., 
Maximum 240 h.p. at 1,870 r.p.m. Normal output (5.0 compression) 
200 h.p: at 1,700 r.p.m., Maximum 220 at 1,870 r.p.m., Fuel con- 
sumption 13/14 galls. per hour, Oil consumption 2 pints per hour. 


and the usual 


The new rear cover and mounting ring of the Bristol | 
Jupiter VI. The black box on the end of the cover 1S 
an inverted starter. 
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If one engine fails, what—-——-—? 

Most aeroplanes equipped with two engines, 
or three, would be compelled to make a 
forced landing in this case. 

Forced landing, that means: late arrival, 
perhaps danger to passengers, pilot and craft. 


There is only one three-engined all-metal 
aeroplane in the world which maintains 
straight level flight (under full load) with 
only two engines running: 


THE “ROHRBACH ROLAND.” 


KINDLY MENTION “THE AEROPLANE” WHEN CORRESPONDING WITH ADVERTISERS. 


166 


The Aeroplane 


hs i 


Jury 18, 1928 


Fairchild Caminez. 


The Fairchild Aviation Corporation, 
Island, N.Y. 


On a stand in the gallery, unmentioned in the catalogue, 
and surrounded by patent coffee-making machinery, there is 
‘a partly sectioned Fairchild Caminez Cam engine. Thanks 
to the persistence of Mr. Cyril Turner, who is the Fairchild 
representative in Paris, most of the visitors to the Salon 
who could seriously be interested in this engine were 
enticed there to see it. ~ 

The essential features of this very novel engine are by 
now well known. It has four radial air-cooled cylinders 
atranged as opposed pairs. In place of a crankshaft there 
is a shaft bearing a cam having a “ figure-of-eight ”’ profile 
and each piston is provided with a large rollers bearing on 
this cam. 

As the shaft rotates the cam pushes each piston out to the 
top of its stroke twice in each revolution, and opposite 
pistons are thus pushed simultaneously. The four pistons 
are coupled together by a system of links, one link from 
each end of each gudgeon-pin running to the gudgeon-pin 
of each adjacent piston. 

Thus when one pair of opposite pistons is pushed out- 
wards by the cam the other pair of pistons are pulled 
inwards. Thus the cam arrangement takes the place of a 
crankshaft but produces four complete strokes of each piston 
instead of two in every revolution. 

It is thus in effect crankshaft and two-to-one reduction 
gear rolled into one. As the pistons work at twice the 
speed normally corresponding to the shaft revolutions no 
two-to-one gear is needed to drive the valve cams, and 
the engine becomes a very simple mechanism. 

The feature which necessarily arouses the greatest curi- 
osity is the cam-gear, and many people naturally want to 
know whether there is any sign of slack between piston 
rollers and cam, and how long the gear will last before 
developing such slack. 

There certainly is no slack in the engine shown, which 
shows that a very accurate cam-form has been produced. 
The question as to life can naturally only be settled by 
experience, but a very ample bearing width is provided on 
the piston rollers, and wear should be slow. The cam is 
splined onto the main shaft, and therefore is replaceable, 
and once the tools for producing it are in existence this 
replacement should not prove expensive. 

Quite a number of these engines have already come into 
use, and some of them have already flown for several 
hundred. hours without trouble, so that it seems that the 
cam-gear does not wear seriously. 

Apart from the drive, the engine follows standard practice. 
The cylinders are steel, with aluminium heads screwed on, 
and then apparently pressed or ‘rolled to force part of the 
head material into a groove in the steel barrel. Finally a 
steel ring is shrunk on over the joint. 

Two large overhead valves are nperated by push-rods and 
rockers, and the rocker-arm bracket is supported at its outer 
end by a steel bit-rod running down to the crankcase. 
arrangement provides a temperature compensation for cylin- 
der expansion, which tends to maintain valve clearances 
constant, hot or cold, much as does the Jupiter compensating 
gear. 


Farmingdale, Long 


Farman. 


Société des Avions H. and M. Farman, 
Billancourt, Seine. 


The Farman engine exhibit included two of the well- 
known 12-cylinder W type Farman engines, now rated up to 
550 h.p., one of them fitted with a gear-driven super- 
charger, and another of the normal type. In addition, the 
newer 600 h.p. eighteen-cylinder upside-down W type was 
shown in the normal condition, together with one on the 
aeroplane stand, fitted with a gear-driven supercharger. 

The earlier 12-cylinder Farman engine with its cylinders 
in widely separated blocks of two was always a father 
untidy-looking and bulky affair, excellently as it performed. 
The new inverted 18-cylinder engine has each of its rows 
of six cylinders in one aluminium block, and is a very much 
more compact-looking engine altogether. It is if anything 
shorter than the older 12, and has distinctly a smaller 
frontal area. 

As the older engines have frequently been described, and 
a complete description of the newer engine appeared in 
THE AEROPLANE of August 24, 1927, there remains little to 
be said on the subject. 

The superchargers. fitted to both Farman engines are of 
Rateau type, and apparently have two-stage blowers. They 
are somewhat bulky affairs compared with the blowers fitted 
to British engines of similar output. : 

There are also to be seen on the Farman stand samples 
of the Farman bevel-reduction gear as fitted to a variety 
of engines, including the Jupiter, Hispano-Suiza, B.M.W., 
and several other makes. 


Rue de Silly, 


This’ 


Gnome-Rhone. ~ 
Société des Moteur Gnéme et Rhone, 34, Rue de Lisbonne, 
Paris. 

The chief feature of this stand is naturally the Jupiter 
engine, which is shown in two versions, the geared type, 
rated at 480/600 h.p., and an engine with a gear-driven super- 
charger to develop 400 h.p. at 4,000 m. (13,000 ft.). These 
engines are of course almost identical with the Bristol-built 
engines, the differences in detail being confined almost en- 
tirely to the arrangement of the auxiliary gear on the back 
cover. There is also the difference that the Gnéme-Rhéne 
engines still have cast instead of forged crankcases, which 
seems surprising considering how much forged aluminium 
alloys seem to be used in France. 

The explanation apparently is that with the large output— 
said to be 70 per week—which the works have attained a good 
deal of time is needed for the change over in production 
niethods. 

The differences in auxiliary gear arrangement in the 
French engines are in some part due to the necessity for 
providing drives for A.M. or other equivalent petrol pumps, 
the absence of provision for C.C. gun gear, and similar 
variations in standard equipment. On the whole the after 
end of the French engines is rather more compact than that 
hitherto standard on British engines, but less so than the 
new rear-end arrangement shown on the Bristol stand. 

The ‘Titan, tive-cylinder engine of 230 h.p., is also to be 
seen. ‘This seems to be undistinguishable from the Bristol 
edition except for the use of a different type of magneto, 
and the absence of the Eclipse starter. 

Two rotary engines—the 80 h.p. and 120 h.p. Le Rhéne— 
are also on show. There seems to be a never failing demand 
for these engines for training machines, and the rotary engine 
department at the Gnéme-Rhéne works is reported to be quite 
busy, even to-day. 

Hispano-Suiza. . 
Société Hispano-Suiza, Rue du Capitaine Guynemer, 
Colombes, Seine. 

In addition to the already well-known 180. h.p., and 300 
h.p., eight-cylinder Vee type, the 500 h.p. twelve-cylinder 
Vee type and the 600 h.p. 12-cylinder W type Hispano-Suiza 
engines there are at the Salon a number of new engines of 
this make. 

The two really new engines are two very nice-looking 
straight sixes of 100 and 250 h.p. The latter is made in 
both the direct drive and in the geared types. 

Then there is a 600 h.p. Vee, which is the 500 h.p. type, 
with an increased stroke, a new 650 h.p. Vee, and a new 500 
h.p. Vee of reduced bore and long stroke, each of which is 
made either geared or ungeared. ; 

The original 500 h.p. Vee may also be supplied with a 
reduction gear. ; 

The reduction gear used on all these engines is of the 
Farman bevel type. : 

Except that the sixes are straight-line engines and for the 
presence of gears nothing distinguishes these new engines 
in appearance from the earlier Hispano-Suizas. They have 
all that characteristic cleanliness of line and beauty of finish 
characteristic of this make, and that is about all that can be 
said of them. ; 

There is also a sample, Wright-built, of the Wright 
Whirlwind engine, a licence for which has been acquired by 
the Hispano-Suiza firm. | 

TYPES OF HISPANO-SUIZA ENGINES. 
Tyrr 8 Aa, 8 Ab.—8-cylinder Vee, 120 m/m. bore, 130 m/m. stroke, 
Weight 195 kg. (418 lbs.). 8 Aa, Compression 4.7, output 150 hp. 
at 1,500 r.p.m. 8 Ab, Compression 5.3, output 180 h.p. at 1,800 r.p.m. 
Tyrr 8 Fb, 8 Fe.—Scylinder Vee, 140 m/m. bore, 150 m/m. stroke, 
Weight 270 kg. (504 lbs.). 8 Fb, Compression 5.3, output 300 h.p. 
at 1,800 r.p.m. 8 Fe, Compression 5.5, output 330 h.p. at 1,870 r-p.m. 
Type 12 Ja, 12 Jb.—12-cylinder Vee, 120 m/m bore, 150 m/m. stroke, 
Weight 355 kg. (781 lbs.). 12, Ja, Compression 5.3, output 350 Lp. 
at 1,800 r.p.m. 12 Jb, Compression 6.0, output 400 h.p. at 2,000 r.p.m, 
Type 12 Ha, 12 Hb, 12 Hbr.—12-cylinder Vee, 140 m/m. bore, 150 m/m. 
stroke. Weight, 12 Ha and 12 Hb, 415 kg. (913 Ibs.). 12 Hbr, 
460 kg. (1,012 lbs.). 312 Ha, Compression 5.3, output 450 h.D. at 
1,800 r.p.m. 12 Hb and 12 Hbr, Compression 6, output 500 h.p. at 
2,000 r.p.m. ‘Type 12 Hbr has 2 to 1 airscrew reduction gear. 
Typr 12 Kb.—12-cylinder W, 140 m/m bore, 170 m/m. stroke. Weight 
415 kg. (913 lbs.). Compression, 6, output 600 h.p. at 2,000 f.p.m. 
Type 12 Lb, 12 Lbr.—z2-cylinder Vee, 140 m/m. bore, 170 m/m age 
Weight, 12 Lb, 430 kg. (946 lbs.). 12 Lbr, 475 kg. (1,045 lbs.). Out 
put 600 h.p. at 2,000 r.p.m. Type 12 Lbr with 2 to 1 reduction gear. 
Type 6 Pa.—6-cylinder vertical. 100 m/m bore, 140 m/m stroke, Weight 
150 kg. (330 lbs.), Compression 5.5, output 100 h.p. at 1,800 r.p.™) 
‘Type 6 Mb, 6 Mbr.—6-cylinder vertical, 130 m/m bore, 170 m/m stroke 
Weight, 6 Mb, 250 kg. (550 lbs.). 6 Mbr, 290 kg. (638 Ibs.). Com 
pression 6, output 250 h.p. at 2,000 r.p.m. 6 Mbr with reduction g¢at 
Type 12 Mb, 12 Mbr.—z2-cylinder Vee, 130 m/m. bore, 170 m/m stroke 
Weight, 12 Mb, goo kg. (880 lbs.). 12 Mbr. 445 kg. (979 Ibs.). Com 
pression 6, output 500 h.p. at 2,000 r.p.m. 12 Mbr with reductiot 
ear. 
Fae 12 Nb, 12 Nbr.—12-cylinder Vee, 150 m/m. bore, 170 m/m. stroke 
Weight, 12 Nb, 455 kg. (1,001 lbs.). 12 Nbr, 500 kg. (1,100 Ibs.) 
Compression 6, output 650 h.p. at 2,100 r.p.m. 
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Isotta Fraschini. 
La. Fabrica Automobili Isotta Fraschini, Milan. 

' There was quite an imposing show of engines on this stand, 
consisting of the already well-known 500 h.p. twelve-cylinder 
““ Asso’ water-cooled engine, another of the same type 
with a reduction gear of 1 to 2.17 ratio, the new 1,000 
h.p. three-row W type eighteen-cylinder water-cooled engine, 
known as the ‘ Asso 1,000,” and the air-cooled twelve- 
cylinder Vee 430/500 h.p. engine, which was described in 
THE AEROPLANE of May 30. 

The big three-row engine is claimed to be the most power- 
ful aero-engine as yet in service. It is, like most Italian 
engineering products, a beautifully finished job, with sepa- 
rate steel-jacketed cylinders, and twin overhead camshafts, 
one driving inlet and the other exhaust valves, precisely as 
in the Asso. Dimensions could not be obtained, but the 
engine is said to develop 1,000 h.p. at 1,600 and 1,100 h.p. 
at 1,750 r.p.m. for a dry weight of 785 kg. (1,727 lbs.), and a 
petrol consumption of 220 grams (.484 lbs.) per h.p. hour. 

The air-cooled engine naturally excited a great deal of 
interest, which centred mainly on the problem of the cylin- 
der-head cooling. As far as it is possible to discover by 
inspection, the cylinder barrels of steel have closed heads 
with valve seats in the head, with a “ poultice ” (aluminium 
or magnesium) containing valve passages screwed down 
on to the barrel. 

After a vast amount of experiment the Bristol Company 
have discovered how to make a sound job of holding such a 
“poultice ”? on to the cylinder. The I.F. head is apparently 
held in piace by four studs about 4 mm. diameter with ring- 
nuts, which can only be tightened up by a small Tommy-bar, 
and it seems scarcely possible that adequate contact between 
poultice and head can be maintained. 


Junkers. 
Junkers Motorenbau G.m.b.H., Dessau. 


The Junkers firm showed the L55 twelve-cylinder Vee 
engine, ordinarily rated at soo h.p., but in this case equipped 
with a gear-driven supercharger and rated to deliver 600 h.p. 
normal at 1,550 r.p.m. and 570 h.p. at 5,500 m. (18,000 its) 
The supercharger, of centrifugal type, very closely resembles 
outwardly the Rateau supercharger fitted to the Farman 
engines. 

The engine proper is exceedingly like the B.M.W.VI. It 
has separate steel cylinders, with welded steel jackets, over- 
head camshaft, totally enclosed, with rocker arms protruding 
from the’ case, and has all its auxiliaries, except the oil 
pumps, mounted on the rear of the crankcase. Oil pumps, 
with filters, are attached to the bottom rear end of the 
crankcase. 

MatN DIMENSIONS, ETC.—Bore 160 m /m., Stroke 1909 m/m., Compression 


5, 5-5 cr 7, Overall length 1,777. m. (45.2 in), Height 1,273 m. 
(32.2 in.), Width .84 m. ‘21.2 in.), Weight dry, without super- 
charger, 575 kg. (1,265 kg.). 


PERFORMANCE.—Rated output 590 h.p. at 1,380 r.p.m.( all types), Maxi- 
mum output at 1,640 r.p.m., 5.0 Compression 550° hep; 5.5 Com- 
pression 600 h.p.; 7 Compression 625 h.p. Fuel consumption 0.23 kg. / 
h.p. hour (.506 lbs./h.p. hr.). 


Lorraine-Dietrich. 
Société Lorraine des Anciens Etablissements de Dictrich et 
Cie., Route de Bezons, Argenteuil, Seine-et-Oise. 

The Lorraine exhibit includes the twelve-cvlinder W type 
450/500 h.p. engine in both geared and ungeared types, the 
650/750 eighteen-cylinder W type, all of the well-known 
water-cooled type with cylinders of 120 mm. bore by 180 
mm. stroke, all of them widely used and tried engines, 
showing no features not seen before. 

In addition there is the complete range of the newer 
Lorraine air-cooled radials. Of these the seven-cylinder 
230/270 h.p. engine, and the fourteen-cylinder 470/500 h.p. 
double-row type were shown at the last Salon eighteen 
months ago. ' 

New since that show is the five-cylinder engine of 100 h.p. 

These three engines have been designed and manufactured 
in conjunction with Arnistrong Siddeley Motors Ltd., and 
show very similar features to those of the Mongoose, Lynx, 
Jaguar series throughout their detail design. 

The 100 h.p. five-cylinder engine has cylinders 125 min. 
bore by 140 mm. stroke, and corresponds roughly to the 
British Mongoose. The seven and fourteen-cylinder engines 
have cylinders 135 mm. by 150 mm. and are thus somewhat 
larger than the British Lynx and Jaguar, which they other- 
wise resemble closely. 


Panhard. 


Société Anonyme des Anciens Etablissements Panhard et 
Levassor, 19, Avenue d’lvry, Paris. 

Panhard and Levassor continue to exhibit the 500 h.p. 
high-compression over-dimensioned poppet valve engine, and 
the 500/550 Knight sleeve valve engine, which have been at 
all the Paris Salons since the war. In addition, they show 
a number of Knight-valve motor-car engines. 
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Renault. 
Société Anonyme des Usines Renault, 15, Rue Gustav-Sandoz, 
Billancourt, Seine. 

At each successive show at the Grand Palais the Renault 
firm show an increasing number of engines, many of them 
entirely indistinguishable either one from another, or from 
engines previously shown, except for minor differences ip 
the nominal h.p. mentioned on the labels attached to them, 

On their present stand there are twelve-cylinder water- 
cooled Vees, all apparently precisely alike but of 570, 5:0, 
and 450 h.p. direct drive, and of 570 and 500 h.p. with geared 
drives. Except for the presence or absence of gear cases 
these engines show no recognisable external difference, 
and presumably differ only in compression ratio and normal 
speed of revolution. They are all essentially the now well- 
known Renault of 450/500 h.p., which has been extensively 
used in French military machines for the past five or six 
years. 

' An engine which is equally indistinguishable from the type 
shown at the last Salon as a 700 h.p. type now appears rated 
at 750 h.p. This is shown both geared and ungeared, 

This variety of ratings for a more or less standard type of 
engine is, of course, natural in the case of a power-plant 
which has behind it a long history of development and is 
in extended use in a variety of types of aircraft. In the 
absence of any detailed information as to the causes for 
these different ratings it is apt to be confusing. 

A complete novelty—a nine-cylinder air-cooled radial of 
250 h.p. was also shown. As in the case of the water-cooled 
engines, there was no one on the stand able or willing to 
supply technical data as to this engine. It is understood 
that it is yet in a very early stage of development, and has 
not yet run. In outward appearance it looks like a cross 
between a Wright Whirlwind and a Pratt and Whitney 
Wasp, and it is very large for its nominal power. 

1p Rolls-Royce. 
Rolls-Royce, Ltd., 14715, Conduit Street, London. 

During the second week of the Paris Aero Show a new 
British exhibit made its appearance. This was one of the 
new Rolls-Royce ‘‘F”’ type engines of 480 h.p. This en- 
gine was shown on a stand in one of the sub-galleries, and 
attracted a great deal of attention on account of its clean- 
ness of outline and exceeding compactness. 

A description of this type of engine appeared in Tur 
AEROPLANE for July 4. 

Salmson. 
Société des Moteurs Salmson, 162, Rue du Pont du Jour, 
Billancourt, Seine. 

This firm show a complete range of radial engines, of both 
the water and air-cooled type, including nothing that is not 
already well known. These Salmson engines are exceed- 
ingly well made, and certainly in the single-row types of 
up to 250 h.p. they appear to give very satisfactory service. 

The 500 h.p. eighteen-cylinder water-cooled type does 
not as yet appear to have achieved the same popularity as 
have the smaller types, but this is probably the result rather 
of the competition of the 450 h.p. air-cooled radials than 
to defects in the engine itself. 

The engines shown are the 9 A.C. 4o h.p., the 5 A.C. 60 
h.p., 9 A.C. 120 h.p. and g A.B. 230 h.p., all air-cooled, and 
the 9 C.M. 260 h.p. and 18 C.M.b 500 h.p. water-cooled. In 
each case the numeral denotes the number of cylinders. 


All these engines are well known and have _ been 
described in connection with previous exhibitions. 
Siemens-Halske. 


Siemens und Halske A.G., Berlin, Siemenstadt. 

The most interesting exhibit on the Siemens-Halske stand 
was a partly sectioned 160 h.p. rotary engine of the type 
produced during the last year of the war. 
a bevel gear, rather like the differential of a motor-car, be- 
tween crankcase and crankshaft, so that the shaft rotated 
in one direction, the engine proper in the other. This per- 
mitted the use of much higher engine speeds than was 
otherwise possible in a rotary, and but for the end of the 
war the type might have given the rotary a new lease of life. 

This historical relic is an-example of most highly-finished 
workmanship, which rather tends to dispose of the theory 
that German industry and ingenuity was in the last stages 
of exhaustion by ro18. ~ j 

The other exhibits consist of samples of the § H.rr 7-cylin- 
der 84/95 h.p., the S.H.12 9-cylinder 108/125 h.p. air-cooled 
radials, both well-established engines for the lighter civil 
classes of, aircraft. * 

In addition, a Siemens-built Jupiter engine is present. 
This differs from the Gnome-Rhone Jupiter in that the fins 
on the cylinders are concentric with the bore, instead of 
being deeper at the back of the cylinders. 


This is said to be because German Jupiters are made to | 


be used in tandem on Dornier “ Wal’? and ‘ Super-Wal ” 
inachines, and that the pusher engine in such an arrange 
ment would need reversed excentricity to secure proper 
cooling: 


This engine has — 
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SOME OF THE WORLD’S GREATEST FLIGHTS 
FOR WHICH 


“TITANINE” DOPE 


WAS EMPLOYED 


SIR ALAN COBHAM LIEUT. BENTLEY 


London-Rangoon-London. 


London-Capetown-London. 
London-Capetown-London. 


London-Australia-London. Mr. BERT HINKLER 
MARCHESE BE PINEDO London- Australia. 

Rome-Tokio-Rome. LADY BAILEY 
COMMANDANTE FRANCO London-Capetown. 

Trans-Atlantic Flight. LADY HEATH 
COMMANDER BYRD Capetown-London. 


North Pole Flight. 


COLONEL LINDBERGH 


Bree Y orle: Paris. SUPPLIED ALSO TO IMPERIAL 
AIRWAYS AND NUMEROUS 
Mr. C. CHAMBERLIN FOREIGN GOVERNMENTS. 


New York-Germany. 


‘“TITANINE” DOPE IS ALSO USED ON THE 
MAJORITY OF THE MACHINES CONSTRUCTED 
FOR THE ROYAL AIR FORCE. 


TTI 


Gives constant tautness THE WO 
Shh 7 


IN ALL CLIMATES 


Factories :- 
Hendon (London,NW 9.) 
New York(U SA) 
Milan (italy) 
GSremen (Germany) 


Telephones:-— 

ae Gerrard 2312. 
Regent 4728. 

Telegrams & Cables 


TITANINE= EMAILLITE,uro.175,PICCADILLY.LONDON.W.A, stint 
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THE ARMSTRONG SIDDELEY GEARED JAGUAR 


The new Armstrong Siddeley Jaguar engine with an air- 
screw reduction gear, which is to be used on Imperial Air- 
ways Argosy machines, and will doubtless find many other 
applications in aircraft of all types, has recently passed the 
Air Ministry 1oo hours type test. 

The fitting of a reduction gear to this engine allows, , 
firstly an increase in the rated r.p.m. of the emgine and 4™ 
consequent increase in output, and at the same time per- 
mits the use of a slower running and more efficient airscrew. 
The gross effect 1s appreciably to increase the level speed 


of the machine to which the engine is fitted, but still.more | 


largely to improve the get-off and climb, particularly in the 
case of heavily-loaded aeroplanes. 

The engine just type-tested has a compression of 5 to 1, 
and om test developed an output of 461 b.h.p. at 2,035 r.p.m., 
and otherwise as is shown in the power curve reproduced. 


THE REDUCTION GEAR. 

The reduction gear is of the plain epicyclic type with a 
reduction ratio of 1 to 0.657, giving an airscrew speed at 
2,000 crankshaft r.p.m. of 1,314 r.p.m. The details are well 
shown in the illustrations reproduced.” «. - 

An internally toothed gear wheel rotates at the same speed 
as the crankshaft to which it is attached. This internal gear 
drives satellite- gears housed in a portion of the airscrew 
shaft. These satellite gears revolve in*the same direction as 
the crankshaft and internal gear..and.in revolving cause 
their housing to turn’ iti the same direction as. the crank- 
shaft, but at a slower speéd. Owing to the fact that all 
gears are turning in the same: direction, i.e., anti-clock- 
wise when viewed from the pilot’s seat, wear in the gear 
is negligible. 

The internal gear is bolted to the hub, the latter incor- 
porating a gear which drives the timing gears. The com- 
bined piece formed by the internal gear and the hub is 
splined on to the front end of the cfankshaft, where it is 
secured by a split brass cone and an externally serrated nut 
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Power curve of the Armstrong Siddeley geared Jaguar 
‘engine. 
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The Armstrong Siddeley reduction gear fitted to the Jaguar engine. 
satellite gears. 
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The Jaguar reduction gear. The internal gear and 
splined hub, and the front cover of the gear case. — 


FRONT BEARING 


held by a serrated lock ring which is fixed by a circlip. The 
outer race tor the airscrew and satellite rear roller bearing 
is held in the hub by a spring rim. The hub passes through 
the timing case, a distance piece being fitted between the 
hub gear and the brass bush in the centre of the timing case, 

The airscrew shaft which runs on a ball bearing in the 
front cover and a roller bearing in the hub, is machined in 
one with a housing for the pins on which the five satellite 
gears revolve. The: gears are mounted on roller bearings 
which run in case-hardened pins supported between two flat 
rims formed with the. airscrew shaft. The threaded end of 
each pin is located by a key fitting a slot in the rim where 
it is additionally secured by a castellated nut and split-pin. 

The inner race of the sun gear’s main roller bearing is 
driven on to the airscrew shaft, where it remains a fixture. 
The front ball bearing of the sun gear is always fitted and 
extracted in one piece, the gear with the outer part of its 
roller bearing being easily positioned on the shaft and 
being followed up by an aluminium distance piece and the 


rear inner race of the 1ront bearing. 
THE FRONT COVER AND FIXED GEAR. 

The front cover accommodates the: fixed gear into which 
the sun gear fits. It also houses the front portion, outer 
race and balls of the front bearing, this bearing being 
secured by a cover plate which prevents the outer race from 
creeping and is positioned by nuts and bolts ’ passing 
through the cover and cover plate. When these nuts are 
removed the bolts cannot fall into the gear case because 
they are located in it by small circlips. ‘ae, 

The front cover is secured on the airscrew shaft by the 
airscrew shaft lock. nut. This is followed up by. a split. 
taper sleeve which is secured by the airscrew boss. The front 
end of the hollow airscrew shaft is sealed ‘by an aluminium | 
plug which is pegged in position. 4 


BLACKPOOL IN 1909. 


Much interest has been shown in the photographs of the 
Blackpool Meeting of 1909 which appeared in the last issue 
of THE AKROPLANE. Thesé photographs were taken by Mr. 
Harry Wade, Portrait and Commercial Photographer, The 
Studio, 2, Moseley Street, Leyland, Lancs., who displayed 
great foresight in preserving the negatives. Any reader of 
THE AEROPLANE who would like to have copies of these photo- 
graphs can get them. from Mr. Wade,—the price varying 
according to the size of the picture. ‘| ~ , 
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Details of airscrew shaft, and sun and 
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All Enquiries to; 


VICKERS LIMITED, 
VICKERS HOUSE. BROADWAY, LONDON, S.W.1. 


Telephone : 


Telegrams 
VICTORIA 6900, Works: WEYBRIDGE, SURREY. VICKERS, SOWEST, LONDON. 
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ARCHAEOLOGY FROM THE AIR. 


Wessex from the Air. By O. G. S. Crawford, F.S.A., and 
Alexander Keiller, F.S.A., F.G.S. 264 pages+xii. 50 
illustrations. Oxford University Press. Obtainable from 
THE AEROPLANE Book Department. sos. net. 

Wessex from the Air is certainly the most beautiful publi- 
cation which has ever been produced in connection with 
aerial photography, and Wessex may be proud of having 
been the subject of such a work. 

Mr. Keiller, whose name is more usually associated with 
the City of Dundee and the production of marmalade, is a 
young man who is in the happy position of being able to 
pay for what he wants and is in the still happier position 
of having an intellect which prompts him to want things 
which are worth having and doing. He has had to do with 
flying intermittently since 1909 and during the War was a 
pilot in the Royal Naval Air Service. 

Mr. O. G. S. Crawford, who is an official of the Ordnance 
Survey, was an observer in the R.F.C. during the War and 
had the misfortune to be landed on the wrong side of the 
lines with the result that he had, as the preface of the book 
says, plenty of leisure in German prison camps to elaborate 
his schemes for air photography as an aid to archzeological 
exploration and record. 

The partnership which has produced this wonderful work 
began when Mr. Crawford published in The Observer an 
article on the Stonehenge Avenue as disclosed by air photo- 
graphs. The correspondence which followed led to a meet- 
ing at which general principles were arranged. Mr. Keiller 
then bought an Avro, arranged for its housing, acquired a 
German camera from the Disposals Board and set out to 
discover Salisbury Plain from the air. Capt. Gaskell, late 
R.A.F., acted as pilot. And Mrs. V. M. Keiller took an 
active part in the general running of the party’s activities. 
The Avro was later replaced by a D.H.9. 

With the camera in the air all kinds of things were dis- 
covered which would have been absolutely invisible on the 
ground. Quite clear plan views of camps and villages appear 
in photographs the location of which can hardly be traced 
when one goes to look for it afterwards. As the result of 
excavations following on photographic discovery a large 
number of most interesting relics have been discovered 
which illuminate history. 

The country covered runs all the way from Winchester 
down to the western edge of Salisbury Plain and covers most 
of the Plain from north to south. : 

Apparently the explorers started by photographing the 
sites already well known on the ground, and in the course 
of flying from one to another they came across ground 
marks indicating other places of archeological interest, and 
these in turn were photographed and investigated. 

The photographs with which the book is illustrated are 
not only splendid photographs in themselves but they are 
magnificently reproduced. Perhaps the most beautiful pic- 
ture of all is that of the famous Ring at Avebury, but the 
Hambledon photographs come very close to it for beauty. 
All those who are seriously interested in archeology in 


England should certainly get hold of a copy of the book. 
B Cc. G. G. 


BY ERROR. 


One regrets that some serious errors appeared in the ac- 
count of the Blackpool Pageant. ‘The only excuse is the diffi- 
culty which existed in getting any information from any 
official source other than a hard-worked Clerk of the Course. 

In referring to the display of flying with slotted wings 
the statement was made that Sq. Ldr. Noakes was flying a 
Moth. He was in fact flying an Avro Avian. Unfortunately 
one accepted the statement of the official programme in which 
it was clearly stated that Sq. Ldr. Noakes was to fly a Moth 
in that particular event. And as one’s somewhat crippled 
condition prevented one from leaping at each individual 
machine as it taxied up to the machine park to make quite 
sure that the pilot mentioned in the Programme was actually 
in the appropriate machine, one must accept the responsibility 
for the mistake. 

In the description of the photograph illustrating Miss 
Winifred Brown winning the Open Handicap, this lady was 
described as being in a Moth whereas she also was in an 
Avian (Cirrus) of which she personally is the owner. 
Of course the Programme was so hopelessly inadequate that 
it was almost impossible to discover what pilot was: flying 
what machine. And the only surprising thing is that there 
was so few mistakes. Fortunately this error corrected itself 
in that issue of THE AEROPLANE, in spite of misprints, be- 
cause in the list of winners of heats and finals Miss Brown 
appears four times as an Avian pilot and once as Mrs. Brown 
piloting an Avian. All the same one expresses one’s deep 
1egrets to our old friends A. V. Roe and Co. Ltd. that such 
mistakes should happen. 

_ Another error happened in the description of the parachute- 
jumping. Mr. Ford did the jump with an Irving parachute 
which one described (doubtfully) to Mr. Leslie Irvin himself. 
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The delayed drop ascribed to Mr. Ford was in fact done by 
Mr. Tranum with a Russell lobe-parachute, which is handled 
in this country by the Calthrop Co. 
If anybody else finds any further errors to be corrected 
will he, or she, or they, please notify THE AEROPLANE accord- 
ingly. One is always pleased to put wrongs right. And 
the person who never makes mistakes never makes anything 
else.—c. G. G. 


THE BLACKPOOL COLLISION. 


One who had an opportunity of watching at close quarters 
the collision between the Parnall Imp and the Moth at 
the Blackpool Meeting states that though the reasons given 
in ‘T47~ AEROPLANE for the accident sound all right they are 
spoiled by the fact that the pilot of the Imp was in fact 
looking over the right-hand side of his machine, as is hi 
habit both when landing and taking off. This habit is shown 
in the photograph of the Imp which appeared on page 124 of 
THE AEROPLANE of July 11. a 

The observer mentioned argues that in practically no aero. 
plane is it possible from the pilot’s seat to see a machine 
which is absolutely dead ahead, unless either that machine 
is very close indeed, or is of abnormal size, or unless the 
tail of the pilot’s machine is well up. The normal practice 
for any pilot about to take off is to swing the nose of his 
machine as he taxies out so that he can see at some stage all 
of the aerodrome ahead. Or alternatively he may lift himself 
up in his seat until he can see over the nose of his own 
machine. He does not rely onthe inadequate view which 
he gets in looking along the nose on one side or the other. 

When starting in a race a pilot has to watch the starting 
flag for the last 30 seconds. ‘Therefore he cannot, before 
opening out his engine, lift himself up in his seat to see over 
the nose. Neither can he when getting off spare the time 
to zig-zag after the starting signal has been given. Conse- 
quently he omits both these precautions and relies, firstly, 
on the common sense of other pilots not to place their air- 
craft during that last 30 seconds, when the racing pilot’s at- 
tention is concentrated on the starter, so that a collision dur- 
ing the take-off is possible; and, secondly, he relies on the 
officials of the organising club to make sure that no aircraft 
are allowed to wander in front of the machines which are 
starting. He also relies on the officials to give adequate 
warning to the racing pilot should such a thing happen in- 
advertently. And unfortunately at Blackpool this simple trust 
was misplaced. 


VIEWS AND REVIEWS 


THE WAR IN THE AIR. Volume II. 
H. A. JONES. (Official History). Post free, 18/- 


- The facts set forth in this volume, so far as they go, cannot 
be disputed. They are the result of much research throu zh 
official documents of all kinds, from Cabinet Minutes down 
to the Combat Reports of inconsiderable flying men.” k 

C. G. G. in The Aeroplane of June 27. 


THE ZEPPELEVS: 


ERNST A. LEHMANN & HOWARD MINGOS. 
Post free, 18/6 


_ «+a good boos and one that should be read by all those 
in the R.A.F, who desire to widen their knowledge of the 
recent war..,’’—C. F. S. G. in The Aeroplane of June 20. 


AIRMEN OR NOAHS. 
Rear Admiral MURRAY F. SUETER, G.B., R.N,, 
M.P. Post free, 25/6 


‘Admiral Sueter has attained his objective in that he has 
confounded NEon.’ He has exposed that writer’s fallacies, 
denied his claims and refuted his arguments.” 

C. M. McA. in The Aeroplane of June 20, 


BUILDING AND FLYING MODEL 
AIRCRAFT. 
PAUL EDWARD GARBER. Post free, 9/6 


“One does not say that no better book could be written on the 
subject but one does say that no better book exists.” 
Cc. G. G. in The Aeroplane of June 20. 


oe 


THE AEROPLANE BOOK DEPT., 
14, Bream’s Buildings, E.C.4. 
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In the field of AIRCRAFT 


As in Motoring, Motor-cycling, Cycling 
and Commercial Transport 


“DUNLOP” 


iS aname synonymous with satisfac- 
tion. Dunlop Tyres have proved their 
reliability and Dunlop Aeroplane 
Tyres, on Dunlop Wheels and well- 
base rims, are approved by the Air 
Ministry for use by the 


ROYAL AIR FORCE 


DUNLOP RUBBER COMPANY LIMITED 
FORT DUNLOP - - BIRMINGHAM 
Branches throughout the World. 


VICKERS “VICTORIA ”—2 NAPIER “LIONS ”—CELLON DOPE 


OR Troop Carriers, Night Bombers, Fighters, Seaplanes, and 
Training Machines CELLON DOPE meets all requirements. 
That is the reason why Messrs. VICKERS LTD., use 


CELLON 


Telegrams: 66 ° ” Telephone: 
AJAWB Richmond Surrey. LHe Dope of Proved Efficiency ee a ee 
C 46-45 Cellon ‘Richmond) Ltd., Cellon Works. Petersham Road, Richmond Surrey. 
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THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec.: Harold HE. Perrin, 3, Clifford Street, London, W.1.] 

Report for week ending July 15. 

Flying Time 8a hr. 15 min. Instruction 2g hr. 35 min. Soloists 
52 hr. 40 min. Soloists —Miss Wilson, Messrs. P. A. Wills, E. A. 
Lingard, H. M. Samuelson, W. G. Robson, B. B. Tucker, S. Nesbitt, 
G. H. Craig, J. H. Saffery, E. E. Stammers, I. Rowson, W. Roche 
Kelly, C. Campbell, M. lL. Bramson, G. N. Larden, R. Sanders Clark, 
Will, Hay, PP: Ws Hoate,,D. Hor: Esler;-O. J. Tapper, 1. Hearne, 
J. J. Hofer, J. C. V. K. Watson. ‘Instruction.—Miss Wilson, Miss V. M. 
Cholmondeley, Miss Johnson, Miss Hicks, Mrs. Thatcher, Messrs. KE. H. 
Thierry, J. W. P. Chalmers, A. O. Wigzell, H. W. Marlow, W. G. 
Robson, R. K. Korathkar, R. M. Doidge, R. S. Rattray, A. C. Thotnas, 
E. Davis, C. Campbell, J. R. Rymill, R. Maurice, C. Reilly, J. Har- 
rison, H. TI. Molyneux, D. G. Prentice, T. E. Hearne, P. A. Wills, 
Cc. A. Bonniksen, G. A. Stedall, A. Hill Reid, C. R. E. Fenwick, 
P. W. Hoare, J. Bickley, J. C. V. K. Watson, L. Rowson, I. D. Lloyd, 
B. Carey, G. Lyon, D. H. M. Symon. 

Subscriptions—Members are reminded that their subscriptions fell 
due on July x and should be sent to Secretary, 3, Clifford Street, W.r. 

New Machine.—The Club will take delivery of its new D.H. Moth 
(Mark II Cirrus) this week. 


The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 

Report for week ending July 15. 

Flying Time 48 hr. 5 min. Instruction 8 hr. 10 min. 
“A” Pilots 26 hr. 15 min. Passengers 11 hr. 40 min. Tests 30 min. 
Exhibition x hr. 25 min. Instruction.—With Mr. D. Parkinson— 
Miss Slade, Mrs. Robson, Mrs. Kish, Miss Klyver, Messrs. Carr, Alton, 
De Pledge, Runciman, Lawson, Lawrence, Walker, Temple, Horn. 
Soloist.—Miss Slade. “‘ A” Pilots—Dr. Dixon, Messrs. Turnbull, Todd, 
H. Ellis, Heppell, Wilson, De Pledge, Runciman, R. N. Thompson, 
A. H. Bell, Irving, C. Thompson, Horn, Percy, Phillips, Miss C. R. 
Leathart, Mrs. Heslop. 

We are pleased to report that Miss Slade was successfully launched 
this week. Her performance was excellent, and shows promise of a 


good pilot. 
The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Report for week ending July 14. 

Flying Time 42 br. 49 min. . Instruction—With Fit. Lt. T. Rose, 
D.F.C., and Mr. W. H. Sutcliffe—30. Soloists.—20. Passengers.—16. 

On Thursday Mr, Cobb successfully made his first solo flight. 

Over 20 machines landed at the aerodrome on Sunday afternoon on 
their return from Blackpool. 

The Club will be represented in the King’s Cup Race by Mr. R. G. 
Cazalet on his Widgeon. 

The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, The Aerodrome, Hamble.] 

Report for week ending July 13. 

Flying Time 72 hr. 50 min. Instruction 33 hr. 35 min. 
Pilots 23 hr. 55 min. Soloists 9 hr. 40 min. 
Pests 2) ht. 935 anin. Instruction.—With Flt. Lt. Swoffer and Mr. 
W. H. Dudley—46. “A” Pilots—i12. Soloists —14. Passengers.—21. 

The weather forecaster did not like our remarks last week, and 
has shown us what he can do when he likes. Consequently we have 
broken another record with a weekly total of 72 hr. 50 min. 

Owing to the increased membership, and the growing success of 
the Bournemouth movement, we have secured the services of an 
Assistant Instructor, Mr. W. H. Dudley. He joined the R.N.A.S. in 
1917, and graduated as a pilot at No. 4 F.T.S. in Egypt. In 1024 
he went through the course at the Central Flying School, Upavon. 
He then instructed at No. 5 F.T.S. at Sealand, and was afterwards 
posted to No. 42 Squadron at Tangmere, where he flew Gamecocks 
and Siskins. Our Chief Instructor, Flt. Lt. Swoffer, is now able to 
see what an aeroplane looks like in the sky, instead of being in one 
all day. 

The Bournemouth movement is going very strong, and the Chief 
Instructor gave over seven hours’: dual there last Wednesday. Un- 
fortunately,the racecourse has been closed down,and so we were unable 
to use it. The members have secured another field which, when the 
fences are removed, will make an excellent aerodrome. 

Mr. H. King successfully, completed his flying tests for his A” 
Licence, bringing our total of “A” Licensed Members up to 309. 
Mr. Fawkes decided *it was time he did the same, as he was one of 
our early members. Having completed his tests, he will not mind 
waiting as long for his licence, which we expect he will have 
to do, 

We hope to have our third machine out again this week, after its 
accident with Mr. Watson. The Ground Engineer is to be compli- 
mented on his work during the past few weeks. 


The Norfolk and Norwich Aero Club. 

[Manager: Basil Young, The Aerodrome, Sprowston.] 

Report for week ending July 15. 

Flying Time 32 hr. 40 min. Instruction.—With Mr. Young—Messtrs. 
C. Harvey, T. Image, C. Ransome, G. ‘Wharton, C. Bethell, A. 
Richardson, W. S. Coates, C. Meadows, A. J. Finch. Soloists.— 
Messrs. H. P. Clarke, T. Image, A. Marshall, F. Gough, E. Varden 
Smith, A. Cooper, R. Moore, N. Brett, R. Potter, W. Cubitt, W. 
Ramsay, G. Surtees. Passengers.—82. 

On Saturday, the members of the Norfolk County Council, in- 
cluding their Chairman, Mr. Russell Colman, visited the Club, where 
tea was served and joy-rides given over Norwich. We were pleased 
to have with us on this occasion Mr. Henry M. Holmes, who has 
honoured the Club by becoming its first President. Mr. Holmes will 
be recalled as having been extremely generous to the Club. In a 
short speech he remarked that he might be found particularly useful 
in one direction anyway, as he was very interested in the Norfolk 
and Norwich Hospital .... Capt. Rice, our Chairman, received the 
guests of what proved to be a very pleasant afternoon. The weather 
for this week has been kind and has enabled us to get in a good 
flying return. We hope it continues. 


Soloists 5 min. 


oe A as 
Passengers 3 br. 5 min. 


‘Tests 25 min. 


' Presland, Dr.: Wall, Mayos, Murphy, De Cane, Dr. Taylor, D 


The Suffolk and Eastern Counties Aeroplane Club, 


[Sec.: Maj. P. L. Holmes, D.S.C., The Aerodrome, Hadleigh, Suffolk) 

Report for week ending July 14 2 

Flying Time 29 hr. 20 min. Instruction 9 hr. 20 min. “A” ta 
“B” Pilots 11 hr. 15 min. Soloists (under instruction) 2 hr. 40 min, 
Instruction.—With Mr, Lowdell—Mrs. Young, Miss 
Rhodes, Dr. Mildred Yate, Miss W. Edwards, Messrs. Goodwin, B. ¥, 
Marriage, Hanson, Wedd, Croydon, Plt. Off. Creasey. Solvists (undep 
instruction).—Miss_ S. Hdwards, Messrs. Billinton, Hanson and Pit, 
Off. Creasey. “A” and “B” Pilots —Mr. C. N. Prentice, Dr. Jue, 
Sleigh, Messrs. Schofield, Brown, Verney, and Flg. Off. Birt. Pas. 
sengers.—With Mr. Lowdell—26. With Mr. Prentice—at. 

Mr. H. Billington and Mr. C. Hanson both cone SS their tests 
for their ‘A ” licence in good style during the week: 

The weather has been perfect and in addition to a very busy week 
at Hadleigh we joined the Norfolk and Norwich Aero Club in a crusade 
to create ‘‘ airmindedness”’ at Thetford on ‘Thursday. Wee we 
achieved our object or not the members had great fun. 


The Bristol and Wessex Aeroplane Club. 

[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] 

Report for week ending July 14. 

Flying Time 1¢ hr. 20 min. Flying Time for previous week 15. 
hr. 40 min. InstructionWith Mr. Bartlett—Messrs. Godfrey, Lysaght, 
Hughes. With Mr. Tratman—Messrs. Hughes, Keeling, Heaven, 
Jellicoe, Greenhill, Laws, Singh, Peters, Davis, Allinson. Soloists. — 
Mr. Downes-Shaw, Godfrey, Jopp, Bathurst, Brewer, Holmes. a 

We are sorry to say that Mr. KE. B. W. Bartlett, our instructor, 
was taken ill with appendicitis, and was operated on last Wednesday. 
He is doing well, but we shall be without his services for some 
weeks. We are endeavouring to obtain a deputy instructor during his 
absence, and in the meanwhile Mr. J. E. Tratman is doing great 
work in devoting much of his spare time to instructing. The weather 
being ideal makes it all the more unfortunate. 


The Cinque Ports Flying Club. 

[Sec.: R. Dallas Brett, 114, High Street, Hythe.] 

Report for week ending July 14. 

Owing to the unfortunate accident on July 7, there was no flying 
during the week, which was occupied in agreeing with the insurance 
Company for delivery of another machine to replace G-EBWC. The 
Club arranged to take over the Moth G-EBSS Jeunesse, formerly the 
property of the Vicomte de Sibour. This was fetched from Stag Lane 
by Mr. Clarke on Sunday, Flying will now proceed as usual. 

This Club is working the Lympne control for the King’s Cup Race 
in conjunction with the Royal Aero Club. The Competitors will stay 
half an hour at Lympne, so that the Public will get an opportunity 
of inspecting them. Joy-rides will be available at a minimum charge 
of ros. 

The proprietors of two of the most prominent local newspapers 
have offered a cup valued £10 to be known as The Folkestone Herald 
and Kent Evening Echo Cup for the private owner flying his or her 
own aeroplane, who makes fastest time between the controls at 
Southampton and Lympne in the King’s Cup Race. This generous 
award will add much to the local interest in the King’s Cup Race. 


The De Havilland School. 


Report for week ending Juls' 15 

Flying Time 279 br. 15 min. Instruction.—Dua’, 121 hr.; Solo, sa 
Other Flying 27 hr. 15 min. 

This week has seen the school working at high pressure and 
previous records have been easily surpassed with the huge total 
279 hr. 15 min. flying for one week. ‘Truly a blazing example of 
ever-increasing popularity of Civil Aviation, coupled with Light — 
planes. 

Besides a record number of hours being flown, seven pupils 
excellent first solos, one pupil passed tests for “‘ A’? licence and ano 
tests for “‘B” licence. This constitutes yet another record for a 
aviation school. (ee 

Nine new Moths were tested and the famous Tiger-Moth was 
rocketed into the atmosphere by Capt. Broad after its long peri 
inactivity. 

Notable visitors this week were our old friends, Sir ‘Alan and 
Cobham, looking very fit after their successful African tour. Sir 
flew a School Moth with obvious enjoyment. 

On Saturday last the School was closed for the firm’s Sports 
ing, but Instructors and Moths would not then be denied, for o 
the most popular event in the programme was a flying Obstacle 
admirably plauned- by A. S. White, Chief Instructor. 


FLYING SCHOOLS. 


The Henderson Flying School. 

Report for week ending July 15. 
Flying Time -48 hr. 10 min. Instruction.—With Col. Hender. 
Messrs. Du Cane, Miss Fernie. With Mr. Davis—Messrs. Swan, 


Oliver, Crabtree, Davies, Misses Wellby, Chapman, Fernie. 
Mr. Davenbort—Miss Wellby, Messrs. Maddocks, Du Cane, 
Egston, Bingham. 

Mr. Swan made an exceptionally good first solo on the 12th. 

The total number of passengers carried during the week 
bered 320. a: 

Mr. Crabtree and ‘Oliver in doing their night-flying tests at 
Croydon, have now completed all tests for their “B’”’ Licence. Ww 
have now turned out five “B” Licence pilots since Jan. 1. 


A LIGHT SEAPLANE RECORD. . 
-On July 10, at Rochester, the Short Mussel two-seater light 
seaplane (Cirrus Mk. II engine) piloted by Lady Heath an 
Miss S. O’Brien, as a passenger, established a height record 
in the new F.A.J. class for light two-seater seaplanes. 
After ninety minutes a height of 13,400 ft. was shown by 
the barograph, which then—it is reported—ceased to register. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 17; Monday, 37; Tuesday, 38; Wednesday, 

Thursday, 40; Friday, 36; Saturday, 36. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich : London—Ostend—Brussels—Cologne and 
turn: Machines 105, passengers 867, freight 30 tons. 

AIR UNION : 

Paris—London and return: Machines 53, Passengers 363, freight 13} 
tons. 

Meg fee 
Amsterdam—Rotterdam—London and return ; Machines 35) passengers 
272, freight 6 tons. 

SABENA ; 

Brussels—London and return: 
2 tons. 

DrutscpHe Lurraansa AG.: 
Amsterdam—London and return: Machines 24, passengers 79, freight 
3 tons. 

PRIVATE : 

“Machines 5, passengers 9. 

Total number of trips by British Machines, 108, carrying 873 pas- 
sengers. Foreign Machines, 131, carrying 815 passengers. 
COMPARATIVE FIGURES. 

Week ending July 14: 

Machines, 239; Passengers, 1,688; Crews, 460; Total personnel, 2,148. 

Corresponding week, 1927: 

Machines, 167; Passengers, 1,101; Crews, 320; ‘Total personnel 1,421. 

Corresponding week, 1926: 

Machines, 169; Passengers, 1,199; Crews, 218; Total personnel, 1,427. 

Corresponding week, 1925 3 
Machines, 165; Passengers, 888; Crews, 

Corresponding week, 1924: 

Machines, 199; Passengers, 991; Crews, 

Corresponding week, 1923: 

Machines, 121; Passengers, 604; Crews, 

Corresponding week, 1922: 

Machines, 152; Passengers, 411; Crews, 

Corresponding week, 1921: 

Machines, 115; Passengers, 430’ Crews, 

Corresponding week, 1920: 

Machines, 106; Passengers, 219; Crews, 137; Total personnel, 356. 


Los) 
n 


EC- 


Machines 17, passengers 08, freight 


218; Total personnel, 1,106. 
450; Total personnel, 1,241. 
194; Total personnel, 708. 
256; Total personnel, 667. 


137; Total personnel, 567. 


Croydon Notes. 

For the first time in the history of Civil Aviation over 2,000 
persons crossed the Channel by air during the past week. 
During the same week a total of just on 55 tons of goods 
were carried between England and the Continent. 

The latest addition to the list of private owners of the 
larger class of aeroplanes is the Hon, F. E. Guest, M.P., 
who was Under-Secretary of State for Air in the last Coali- 
tion Government, and now commands No. 600 City of Lon- 
don (Bombing) Squadron, Auxiliary Air Force. He has 
acquired one of the Junkers F13 monoplanes with a 230 h.p. 
Junkers Lz engine. 

This machine bears the registration G-EBVZ, and arrived 
at Croydon during the week, where it is to remain in the 
care of Imperial Airways, and will probably be flown by 
Mr. Drew. 

Though the machine has been duly registered, there seems 
to have been some minor hitch about validating its German 
Certificate of Airworthiness—presumably because Germany 
has not as yet joined the I.C.A.N. 

The acquisition by an ex-Under-Secretary of State for Air 
of his own private aeroplane is undoubtedly an event to be 
welcomed. But there will be somewhat mixed feelings on 
the subject of his purchase of a non-British machine—but 
where is there a comfortable, well tried British machine 
capable of carrying four er five passengers which can be 
bought over the counter at a reasonable price? 

Air Union’s loads now regularly include large consign- 
ments of fraises du bois, or. French wild strawberries, con- 
signed mainly it is understood to the Savoy Hotel. 

It is difficult to understand why this delightful fruit has 
not yet reached the English market in larger quantities. It 
is not expensive to buy in France, and the 3d. or so per Ib. 
charged for air transport would not prevent its sale in the 
English market, where all fruit is outrageously dear. 

The absence of any Croydon Notes for the past two weeks 
is the result of their habitual writer’s absence on the Conti- 
nent, primarily for the purpose of visiting the Paris Show. 
This absence was made the occasion for a minor flying tour 
in the course of which Le Bourget, Haren (Brussels), Waal- 
haven (Rotterdam), and Schiphol (An\sterdam) were visited. 

Until the opening of the new buildings at Croydon any 
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and all of these aerodromes might have been used as a 
standard by which to deride the higg!tedy-piggledy condition 
of our own chief airport. Visiting them to-day after having 
become used to the new buildings one is almost tempted to 
regard them with contumely. Actually they are vastly better 
arranged and laid out than our original Croydon, and in 
some ways at least they are as well provided with the 
necessary services for passenger comfort as is Croydon. 

One point to which the proprietors of the .otel and buffet 
at Croydon might attend is the matter of change for foreign 
moneys. At any of the Continental aerodromes where the 
passing traveller may call for refreshment any coinage seems 
to be accepted in payment as a matter of course. 5 

On returning to Croydon with nothing but a £5 note and 
some Dutch florins, it was necessary to set the K.L.M. office 
to turn the Dutch coins into British ones before one conld 
pay for a cup of tea. 

There seems at present to be no proper exchange office at 
Croydon, and this is a want that certainly should be sup- 

lied. 

: The Vulcan crash on Friday, coming after so long a spell 
of complete freedom from serious accident to any British 
commercial machine, was a most regrettable affair. Every- 
one at the aerodrome is particularly sorry for the two poor 
girls who came to so horrible an end, and the loss of Dan 
Hall, of the A.I.D., is universally felt. ; 

There is also a great deal of sympathy with Mr. Spafford 
for his ill-fortune in being involved in so ghastly an affair. 
Though badly knocked about, and probably barely conscious, 
he made every effort to rescue some of the occupants of the 
machine, and apparently had himself to be dragged out of 
the flames by an onlooker. 


The Croydon Accident. 


Shortly after mid-day on Friday, July 13, G-EBLB, a 
Vickers Vulcan belonging to Imperial Airways Ltd., crashed 
at Little Woodcote, about three miles S.W. of Croydon Aero- 
drome, and caught fire. Four passengers in the cabin, who 
were stunned in the crash, were unable to escape. 

The pilot, Mr. John Spafford, was thrown clear and escaped 
with minor injuries, and Mr. A. G. Tucker, who was seated 
at the back of the cabin, was pulled out*of the door by a 
spectator, practically unhurt. ; ; } 

The four passengers killed were Miss Phyllis Smith and 
Miss EB. J. Benjafield, both typists-employed by Imperial 
Airways, Mr. A. Hall, one of the A.I.D. Inspectors at Croydon 
Aerodrome, and Mr. W. E. Halstead, one of the motorcar 
drivers employed by Thos. Tillings Ltd., on the service run 
by them for Imperial Airways between London and the Aero- 
drome. ; 

Mr, Spafford, who has been flying on Imperial Airways 
regular services for the past three ntonths, is an ex-sergeant 
pilot of the R.A.F., and was regarded as one of the most 
careful and competent of air-line pilots. Mr. Tucker is eni- 
ployed as a store-keeper by Imperial Airways. a 

The Vulcan’s engine had just been changed in the nor 
course of routine, and the machine was making the usual 
test flight before returning to service. The five passengers 
were all of them merely taking the opportunity thus pre- 
sented of making what was for most of them their first 
flight. J 

The machine left the ground a couple of minutes or so after 
the 12.00 o’clock Argosy for Paris. Mr. Spafford seemed to 
keep it on the ground for a very considerable distance, but 
nevertheless it took off tail-down, and never, 
mained in sight, did it get into a normal flying attitude, and 
height was gained only slowly. A wide turn to the.south- 


while it re- 


wards was made successfully at a height that looked like. 
about 150 ft. a mile or so west of the aerodrome, and the 
machine, still tail down, flew south for a minute or so, gain- 


ing height slowly. 


It then turned towards the aerodrome, and at once lost 


height in a disturbing way, sinking to below the apparent 


level with the top of the line of trees west of Plough Lame, | 


but somewhat south of them. ‘The pilot then seemed to pick 


the machine up, turned north, and then disappeared behind ' 


the trees. 
A minute or two after this disappearance a column 0 

black smoke rose above the tree-tops. a 
Until the narrative of the survivors is available, precise 

details of what happened cannot be given, but it appears 
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be established that Mr. Spafford found his radiator boiling 
vithin a minute or two of leaving the ground, that he 
hrottled down his engine after turning for the aerodrome, 
nut lost height so alarmingly at once that he was compelled 
© open up again. Even so he was apparently unable to 
emain in the air, for the neighbourhood of the crash is 
jefinitely not one in which any pilot would attempt to 
and. 

According to the accounts of spectators the engine stopped 
ind the machine dived just before the crash, and the position 
snd state of the wreckage was entirely consistent with this 
statement. 

The Purley fire-brigade arrived at the scene of the accident 
some time before anybody from the aerodrome, and did every- 
thing possible with the aid of chemical fire extinguishers to 
subdue the flames and to rescue the inmates of the machine, 
unfortunately without success. 


a Air Mail Insurance. 

The Postmaster-General announces that insured letters, 
oxes and parcels for Holland, and insured letters and boxes 
‘or Switzerland may now be accepted for transmission by 
1ir on the same conditions as for similar articles sent by 
ordinary routes. (There is already an insured air parcel 
service with Switzerland.) The usual air fees are of course 
payable in addition to postage and insurance fees. 


Air Union’s New London Offices. 

The new London offices of the Air Union, at 52, Haymarket, 
ure now open. In order to avoid any confusion on the part 
of passengers who booked their seats at the old office, “32, 
Haymarket, this latter will remain open till the end of July. 
Passenger cars to and from Croydon wall leave and arrive at 
52, Haymarket. 

A Service to Biarritz. 

As from July 21, Air Union will run a weekly service be- 
ween Croydon and Biarritz. The outward trip on Saturday 
leaves 52, Haymarket, at 08.40 hours, Croydon at 09.30 hours, 
ind reaches Biarritz at 18.30 hours. 

The return journey on Monday leaves Biarritz at 06.30 hours, 
reaches Croydon at 14.15, and 52, Haymarket, at 14.50 hours. 

The fare is £12 18s. London—Biarritz, and £14 1os. Biarritz 
—London, or £27 8s. return. 


“The Daily Mail’s” Own Aeroplane. 

On July 11, The Daily Mail announced that it had ordere:] 
‘rom the de Havilland Aircraft Co. a machine of the D.H.6r1, 
or Canberra, type, to be used exclusively for the purpose of 
news-gathering. 

The normal D.H.61 is a single-engined passenger carrier 
capable of seating six passengers in marked, and eight in 
comparative, comfort. With a Bristol Jupiter VI it has a top 
speed of 130 m.p.h. or so. ; 

The Daily Mail machine is being fitted with a dark-room, 
so that photographs may be developed in it while flying, 
7 thus saye more time than could be saved by air transport 
alone. 


Aircraft Workshops at Highgate School. 
Sir Samuel Hoare, Secretary of State for Air, on July 14 
Inaugurated what is described by the press as ‘‘ London’s 
first roof air station.” This is in fact an aeronautical 
training workshop installed on the roof af the new Science 
buildings at Highgate School. 

The establishment consists of a shed, an Avro and a Snipe 
i es Poe and an Armstrong-Siddeley Jaguar 
and a Napier Lion engine, complete with worksh ip- 
ment and the like. i : os nears cra 

It will be used to give practical instruction in aircraft con- 
struction and maintenance to pupils at the school who may 
meditate on taking up an aeronautical career, and the pro- 
vision of such facilities is a tribute to the foresight of the 
Head Master, Dr. J. A. H. Johnston, who is the originator 
of this enterprise. 


Technical Interest. 
aa June 27a party of some 200 members of the Institution 
: Mechanical Engineers, which Institution was holding its 
ummer Meeting at Southampton, were the guests of the 
Supermarine Aviation Warks, Ltd., at their works at Wool- 
al Hythe. At Woolston the engineers were able to see 
€ manufacture of component parts of the famous Southamp- 
a flying-boats and thereafter they were taken in motor- 
— across to the firm’s big erecting shops at Hythe. 
woes the party visited the R.A.F. Station at Calshot 
by the ad = various Southampton boats being operated 
ee of this sort are highly to be commended, as demon- 
nee 18 to engineers of the orthodox type the advances which 
bees een made in aeronautical engineering. Quite a num- 
mae tia and civil engineers are still under the im- 
ae a Ms at aeroplane construction is very much a rule-of- 
hee rig nage kind of business, and anything which can 
+ y the Aircraft Industry to remove this impression 
very much for the good of Aviation. 
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AERIAL | 
PHOTOGRAPHY 


A comprehensive Survey of its Practice and 
development. By CLARENCE WINCHESTER and 
F. L. WILLS, F.R.P.S., with a Foreword ty Sir ALAN 
J. CO! HAM, K.B.E., A.F.C., and Introductory Notes 
by Sir Peter Clutterbuck, C.I.E., C.B.E., and Sir 
Felix J. C. Pole, 248 pages, 176 illustrations, including 
79 full-page plates of interesting photograrhs. Cr. 4to., 
25s. net; postage 9d. “‘It is bound to become the 
standard reference book.”—Airways. ‘Seldom have 
I read a book that deals so comyletely with a little- 
known subject with greater interest.... Both 
Clarence Winchester and F. I). Wills deserve the 
cordial thanks of all those who are now interested in 
air progress for making such a valuable addition 
to the very limited aeronautical library that now 
exists. I feel his pleasing book on aerial photo- 
graphy will become the standard wi rk on this most 
interesting subject.’—Admiral M. F. Sueter in 
Empire Review, ‘If this book is not the first 
published upon the subject, it is certainly the first 
which has come to our notice providing such a full 
and comprehensive survey of the development of 
ae1ial photography and its present practice... 
a standard treatise’? — British Journal of 
Photogiaphy. 


A.B.C. OF FLIGHT 


By W. LAURENCE LE PAGE Assistant to the Vice- 
President, Pitcairn Aviation Inc., ana late of the Aero- 
nautical Re earch Staff at the National Physical 
Laboratory. With a Foreword by the Hon. E. P. 
W. rner, Assistant Secretary of the Navy for Aero- 
nautiis, U.S.A. 141 pages. Cr. 8vo., 7s. 6d, net; 
yostege 6d. A book which tells in simple under- 
staniable language the im oitant facts about 
aeroplanes, aircraft engines and flying which the 
general reader has wanted to know for a long time. 

-The author, a recognised authority in Aeronautics, 
treats in an interesting way all the essential info: ma- 
tion which the lay man will want to know concernin : 
the building of an aeroplane, an aircraft engine, and 
flying. 


THEORY AND PRACTICE 
| OF AEROPLANE DESIGN 
ARI SS AT RE AI NGPA LEE PLETE ELE TET 

By S. T. G. ANDREWS, BSc. Eng. (Lond.) and S. F. 
BENSON, B.Sc. Eng. (Lond.). 470 pages 304 figures, 


74 tables and numerous reproductions of photographs. 
Demy 8vo., 15s 6d. net ; postage 9d. 


pon ae EE nO ee 

TESTING OF HIGHzSPEED 

INTERNAL COMBUSTION 
ENGINES 


With Special Reference to Automobile and Aircraft 
Types. By A. W.- JUDGE, A.R.C.Sc., Wh.Sc., 
A.M.I A E., A.F.R.Ae.S. 400 pages, 241 figures in line 
and half-tone. 1 emy 8vo., 25s. net ; 1 ostage 9d. 


A TREATISE ON 
AIRSCREWS 


By WHYRILL KF. PARK, Wh.Sc., A.R.C.Se. 324 
pages, 91 figures and numerous tables. Demy 8vo., 
21s, net; postage 9d. 
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The above books may be obtained from THE AEROPLANE 
BOOK DEPT., at 14, Bream’s Building;, London, E.C.4 


Published by 
CHAPMAN & HALL, LIMITED, 
11, Henrietta Street, Strand, London, W.C.2. 
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Women and the Air League. 
Lady Heath, formerly, Mrs. Eliott Lynn, writes :— 


There is no Women’s Section of the Air Ieague—there only exists 
a Ladies’ Sub-Committee, of which I have the great honour to be 
Chairman. ‘This sub-Committee is not offering any Scholarships, nor 
has it got anything to say to them. An aviator recently made $700 
by a trans-Continental flight and has personally given this sum for 
the creation of such a Scholarship Fund. The Fund is being adminis- 
tered by representatives of the Air Ministry, the Air League and the 
Royal Aero Club. 

It would be kind of you to correct the impression conveyed in your 
last issue, as the Ladies’ Committee, an entirely new body, does not 
wish to take upon itself anything except the recruiting of members 
for the Air League, and any assistance it can give to the parent body. 


A Commercial Marriage. 


From now onwards the industrial rubber products of Chas. 
Macintosh and Co. Ltd., the firm whose founder added the 
word ‘macintosh ” to the dictionary, are to be marketed 
under the name ‘“‘ Macinlop,’? so signifying the fusion of 
interests between the older organisation and the Dunlop 
Rubber Co. Ltd. The tyre and flag crest used by Dunlop 
will appear on the business paper of Macinlop Ltd., along- 
side the famous ‘‘Cock Brand” trade mark of Chas. Macintosh 
and Co. Ltd. 

The fact that the name ‘‘ macintosh ”’ has now passed 
into the general currency of the English tongue precludes 
its registered use in respect of certain commodities, and the 
new name “ Macinlop ”’ will therefore cover industrial rubber 
goods, such as belting, hose, general mechanical goods, 
rubber-covered rollers, ebonite, industrial footwear, rubber 
tiling and flooring, fabrics and pneumatic upholstery for 
motor and furnishing trades, surgical goods and a great 
variety of rubber goods for industrial and other purposes. 


New Companies. 


BRITISH RUSSELL PARACHUTE Company Jrtp.—Private Co. Registered 
July 7. Capital, £15,000 in £1 shares. Objects: To acquire from the 
Russell Parachute Co. Ltd., of Wilmington, Delaware, San Diego, 


California, U.S.A., the benefit of certain existing inventions relating 
to parachutes and other aircraft accessories, and to carry on the busi- 
ness of manufacturers of and dealers in parachutes, aircraft and air- 
craft accessories, etc. The first directors are: C. P. Williams, M.P., 
Bella Vista, Bwlchgwyn, Wrexham. M. Senst, 97, Foxley Lane, Purley, 
Surrey. T. H. Roberts, Clevedon House, 2, Somerset Road, New 
Barnet, Herts. Qualification: 1oo shares. Secretary: T. H. Roberts. 
Solicitors: White, Davison and Co., 61/2, Chancery Lane, W.C.2. 
Registered office: 423 and 423A, Edgware Road, Paddington, W.2. 
AIRSHIP DEVELOPMENT COMPANY lL7D.—Private company. Registered 
July 14. Capital, £1,000 in 950 7} per cent. participating preference 
shares of £1 each and 1,000 ordinary shares of 1s. each. Objects: To 
carry on the business of aeronautical engineers and consultants, manu- 
facturers of and dealers in airships, aeroplanes, hydroplanes, sea- 
planes, balloons, ete. The directors are: A. Weir-MacColl, 82, Seymour 
Street, W.C.2. M. W. Wood, Thornfield, Rough Common, nr, Canter- 
bury, Kent. R. H. Schlotel, 32, Balaclava Road, Surbiton, Surrey. 
Secretary : R. H. Schlotel. Registered office: 39, Victoria Street, S.W. 


Mortgages and Charges. 


CELLON (RICHMOND) IJ,1p.—Particulars filed of £40,000 debentures 
authorised June 27, 1928, charged to the company’s undertaking and 
property, present and future, including uncalled capital, the whole 
amount being now issued. 


Satisfactions. 


WILLIAM BEARDMORE AND CompaNy Lyrp.—Satisfaction in full on 
June 22, of charge dated May 22, 1928, securing £11,000 and further 
advances not exceeding therewith £125,000. 


TRIPLEX SAFETY GLASS Company J,1p.—Satisfaction in full on June 
26, 1928, of debenture dated Mar. 23, 1926, securing £40,000. 


IMPERIAL AIRWAYS LTD. 


PERSONAL NOTICES. : 
FORTHCOMING MARRIAGE. 
EMBRY—ELLIOT —A marriage has been arranged, and will take 
place very quietly in Paris early in August, between Flt. Lt. B. B, 
Embry, A.F.C., R.A.F., younger son of the Rev. J. Embry, and Hope, 


younger daughter of the late Capt. C. S. Elliot, R.N., and Mfrs, 
Elliot, 24, Rue Constantinople, Paris. ; th 
MARRIAGES. > 

HYDE—BIGNELIL,.—On July 14, Fit. Lt. W. V. Hyde, R.A.F., to 


Dorothy Evelyn, elder daughter of Mr. and Mrs. E. A. Bignell, late 
Wallington, Surrey. a 

PHILLIPS—CROFT.—On July 12, Fig. Off. John Sener Phillips, 
R.A.F., elder son of the Rev. P. R. Phillips and Mrs. Phillips, of 
Hildersham Rectory, Cambridge, to Nancy, third daughter of the late 
Sir Archer Croft, Bt., of Croft Castle, Herefordshire. =. 

BIRTHS. ; 

HICHENS.—On July 4, at Quetta, to Kenia, wife of Flt. Lt. Fitz- 
gerald Hichens, R.A.F.—a son. 

LEDER.—On June 29, at Wimbledon Park, to Marjorie, the wife 
of Fit. Lt. L. de’ L.- Leder, R.A. —axson: 

MARTIN.—On July 11, at Cloncurry Cottage, Grange Road, Felix. 
stowe, to Irene, wife of Fit. Lt. IL. Martin, R.A.F.—a daughter. — 

SAUNDERS.—On July 10, at Lodge Hoilow, Hoddesdon, to Phyllis 
(née Mabbett), wife of Flt. Lt. H. W. L. Saunders, R.A.F.—a son. 
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GETTING AWAY :—Left to right.—Capt. Geoffrey de Havilland on Mr. Alan Butler’s Moth (Cirrus I]) Mr. Bernard 
Martin on an Avian (Cirrus II), and Wing Cdr. Sydney Smith on Major Nathan’s slotted Moth (Cirrus IJ). 
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ON THE KING’S CUP RACE. 


\nothes King’s Cu,» Race has come and gone. Considered 
a trace it was if anything more interesting than any 
vious race. Certainly from the point of view of making 
people of this country airminded it has been of the 
rhest value. 

Vhen His Majesty the King was graciously pleased to 
ssent this Cup he expressed his wish that it should be the 
ze for a trace which would increase public interest in 
ation. For that reason the race has been held over a 
irse running as much as possible round England. 

This year the course was better chosen than ever, for the 
ious controls were on the actual aerodromes of the various 
sht Aeroplane Clubs. And as these Clubs have done an 
mense amount of work in the course of the last two years 
stir up local interest in aviation the result was that there 
re quite large crowds at nearly all the controls. More- 
sr, as the Club’s have each and all had experience, some 
them rather bitter experience, of organising meetings of 
‘ir own, the arrangements at the controls were on the 
ole admirably worked. 

[he performances of the machines were really excellent. 
re machines finished than have ever started in previous 
es. That 23 machines should have finished out of 36 
rters is the best possible evidence of the reliability of 
dern aeroplanes and aero-engines. Certainly nothing like 
+h a percentage finished in the 200 mile light car race at 
oklands.° 

[hose aero-engines were going practically full bore for 
00 miles with a number of intermediate stops, which 
ps are far more likely to upset an engine than would 
sping it going the whole time, because of the distortion of 
ves and valve-seats when cooling off at the stopping 
ices. Moreover, of the 13 machines which did not com- 
te the course several were the victims of accidents other 
i engine failure, as will be discovered in the account of 


the race. One or two were forced to land through shortage 
of petrol or other causes, and were damaged in landing or 
in trying to get away again, so comparatively few of ‘those 
which did not arrive were put out by definite failure of their’ 
engines. 

The whole race may be taken as a triumph for British aero- 
engine designers and makers as well as for the aeroplane 
constructors. The speeds put up by the big machines on 
the short handicap marks show that we are distinctly pro- 
gressing in the production of fast aeroplanes. And that one 
of the fast machines should have worked its way up into 
second place proves the excellence of the handicapping. 

On the whole the race was a big score for the light aero- 
planes which formed the bulk of the entrants. The weather 
was good throughout the race and that naturally was all in 
favour of the small machines. But apart from that the high 
speeds put up by all the light aeroplanes which finished im 
the first bunch show that with a very little more cleaniny 
up, and a little more additional power, our British light 
aeroplanes will be able to hold their own as cruising and! 
touring machines with aircraft of very much higher power.. 


‘THE WINNER. 


Mr. Hope’s win was thoroughly well deserved and was 
very popular. He is a real hard worker, and puts in an 
immense amount of labour in Air Taxis Ltd. Also he is a 
thoroughly reliable pilot upon whom his clients can always- 
depend to carry out his contracts. And there is always: 
satisfaction in seeing a man win a big event who has really 
deserved it. 

One interesting thing about Mr. Hope’s win is that his 
wind-shield has now won three King’s Cups. It was on the 
Moth with which Mr. Broad won two years ago, and when 
that machine was crashed Mr. Hope borrowed it for the 
Moth on which he himself won last year. And this year 


Ge Se ace 
LAND(ING) OF HOPE 
lands. 


AND GLORY.—Mr. Lawrence Hope being chaired in after his sec 
Mr. Will Hay (w’t’out ’at) on the left, and Mr. Mundy (in hat) on right. —(‘‘ Aeroplane” photograph.) 
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he transferred it to the winning machine, a D.H. Moth G 
with a Gipsy engine, which proved emphatically the steady 
improvement of the De Havilland designs. It looks as if 


there may be something in ‘‘joss”’ after all. 


THE SECOND. 


Mr. Uwins’ race for second place on the big Bristol was 
a very fine effort. The machine is particularly interesting 
because it is Captain Frank Barnwell’s latest design for a 


two-seat fighter unaided or unhampered by Air Ministry ex- , 


perts. The engine is an absolutely standard Jupiter VI run- 
ning at 1,800 r.p.m. and developing 495 b.h.p., so the speed 
nf the machine was not due to abnormal horse power or 
boosting the engine. The Bristol people hoped that the 
speed was somewhere in the neighbourhood of 160 m.p.h. 
Actually on the second half of the course from Glasgow with 
and against the wind the machine averaged 1603 m.p.h. and 
if Mr. Uwins had not been misled by his compass on the 
first stretch of the course to Norwich on the Friday he would, 
on figures, have won the race fairly comfortably. The 
performance is particularly interesting because it shows that 
if a radial engine is decently cowled into a big machine it 
can put up quite a good speed. 

Mr. Uwins himself is one of our finest and most trust- 
worthy pilots. He has never won a big event but he has 
always been in the front rank. And one hopes to see him 
some day pull off a classic race. 


‘THE THIRD. 


Miss Spooner’s performance in getting into third place 
was immensely popular. She was flying her own aged Moth 
with a Cirrus I engine. Certainly the machine had_ been 
streamlined up a bit and probably the engine had been 
given rather‘careful attention. But even so it was an extra- 
ordinarivy fine show. 

Kvervybody would have been delighted if Miss Spooner 
had won, for she is such an absolute sportsman in every- 
thing she does, and besides is a remarkably fine pilot. Her 
flight to Venice at the time of the Schneider Trophy con- 
test and her cleverness in putting her machine down in the 
middle of a street in Genoa when her engine failed, proved 
that she was a thoroughly competent pilot. And her per- 
formance now in the King’s Cup Race confirms the fact. 
Her pluck is shown by the fact that she flew the race with 
a wounded foot, having trodden on a rusty nail the day 
before the start, with the result that she was limping badly 
whenever she got out of the machine. After the finish 
she said her foot was much better because she had been 
sitting down for two days. 

Her sportsmanship is shown by her remark, when some- 
body said what a pity it was that she had not won, that 
three times during the race she had gone for an aerial 
tour through losing her course, and so did not deserve tu 
win. That is the proper spirit for air racing, and, added 
to the fact that Miss Spooner dues not advertise herself and 
is distinctly inclined to avoid the front end of a camera, it 
explains the respect and admiration with which she is re- 
garded by those who take air racing seriously. 

However, although Miss Spooner did not win the King’s 
Cup she has the satisfaction of having won the very hand- 
some Trophy presented by Mr. J. D. Siddeley for the first 
light aeroplane piloted by Club pilot to complete the 
King’s Cup course. 

Altogether the race must be put down as quite one ot 
the outstanding successes in the history of British Aviation. 
The death of Mr. Warwick is wholly lamentable, but fatal 
accidents happen in all sports, even at golf and lawn tennis, 
and we can only be thankful that so few deaths have hap- 
pened in flying lately. (A note on Mr. Warwick’s remark- 


able career will be found in the Personal Notes at the end 


of this: paper.) 

One can only hope that next year’s race may be an even 
greater success, that there will be still more entries and a 
still greater freedom from accidents.—c. G. G. 


THE EVENING BEFORE THE RACE. 
(As observed by Geoffrey Dorman.) 


One of the rules for the race stated ‘‘ Competitors must be 
at Hendon aerodrome by 4 p.m. on the 19th. Any competi- 
tor who has not arrived by 4 p.m. may be disqualified at the 
discretion of the Committee.’’? Somehow or another this annual 
rule always reminds one of the screamingly funny skit on 
Alice in Wonderland called Alice in Motorland written many 
years ago by Mr. Horace Wyatt. After twentv rules set out 
for a motor race comes rule twenty-one, which says ‘‘ Com- 
petitors may observe these rules or not as they think fit 
and may at any time during the course of the race invent 
any other rules they like.’’ 

The result of the said rule in the King’s Cup Race is that 
practically no machines arrive at the aerodrome until half 


an honr or so before zero hour. Then they start to trickk 
in until there is about five minutes to go. Then they simpl; 
pour out of the sky. 

After 4 p.m. there are always a few non-atrivals who ar 
delayed. When these do finally come they are never dis 
qualified. However the reason for tne rule is tw get th 
bulk of the competitors measured up before dark and so 1 
serves its purpose. And it would really be unnecessary t 
disqualify people for unavoidable lateness. 

At about 3.30 p.m. about half a dozen competitors out o 
the 38 entrants had arrived at Heudon. Among them wa: 
the Autogiro. ‘This had flown up from Hamble to Northolt 
the previous day and had hopped to Hendon during the after 
noon. Mr. R. J. Goodman Crouch, the handicapper-in-chief 
was said to be searching for a 4-armed slide rule witt 
which to handicap the thing. Later it was taken to the com. 
pass base to have its compass swung. ‘The idea of an auto. 
giro having a compass, somehow seemed to strike people as 
being funny. ; 

Mr. Goodman Crouch, during the afternoon, seemed to be 
getting more and more perturbed as everyone seemed to he 
pleased with their handicaps, and there were no grousers. 
Later on it was found that everyone actually was pleased 
so that that must show nearly as satisfactory handicapping 
as everyone grousing. 

The Master of Sempill arrived by surface accompanied by 
the Hon. Mrs. Sempill, having left his Widgeon at Salisbury 
for engine adjustments. It was brought up by another pilot 
at 5 p.m. Everyone was very glad to see Mrs. Sempill again. 
She has had a long illness and has not been to a flying meet- 
ing for two years. 

About five minutes to four, out of a perfectly clear sky, 
it suddenly started to Moth. There could never have been 
such a storm of Moths before. There were Mark I Moths, 
Mark II Moths, G Moths, X Moths, Genet-Moths, and Cirrus 
III Moths, Moths with big fuselages, and Moths with small 
fuselages, Slotted Moths, Service Moths, in fact Moths of 
all kinds and colours. 


A WIN AND A PLACE.—Miss Spooner (third) and Mr. | 

Hope (first) at Brooklands after the King’s Cup Race.— 

Mr. Uwins (second) had already absconded beyond the 
reach of cameras.) —(‘‘ Acroplane”’ photograph.) 
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Engineering 
Success 

N_ the development of the internal combustion : 
engine it is the designers’ endeavour to produce an ; 
engine which will give the highest thermal efficiency, 
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that is, one able to utilise as great a percentage as 
possible of the heat units available in the fuel. 


In the production of the Napier Schneider Trophy 
aero engine the Napier Company have been successful 
in improving upon any previous attempt in this directicn. 
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Mr. H. R. Ricardo, the well-known engineering expert, 
is quoted in “* Modern Transport,” of June oth, 1928, 
as saying— 
» “The highest thermal efficiency ever 
yet recorded by any heat engine— 
namely 39.5°/, on the net shaft 
horse power —was obtained on the 
Napier racing aero engine which 
won the Schneider Trophy in 1927.” 


The same engineering skill and 
high-class workmanship which pro- 
duced this remarkable engine are 
employed in the manufacture of every 
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THE OLDEST AND NEWEST. 


There were only 14 Moths in the race, but nearly all of the 
500 Moths seemed to have flown over to give advice and 
stimulation to the Competing Mothers. 

During the excitement, the Simmonds Spartan, looking 
very like another sort of Moth, came in almost unnoticed, 
and Fit. Lt. Webster, the pilot, nearly succeeded in eluding 
the photographers. 

Mr. Jackaman was flying the Moth which he won in a 
Xmas draw. As nearly everyone on the aerodrome had taken 
a ticket in this draw, it was generally referred to as “‘ Our 
Moth.” 

When Capt. Geoffrey de Havilland arrived on a Cirrus- 
Moth instead of on a Moth with a D.H. Gipsy, Lt.-Col. Darby 
of A.D.C. Aircraft Ltd. remarked to him how wise he was 
to go round on a Moth with a real engine. 

The last machine to arrive before zero hour was the Avro 
Avenger, piloted by Flt. Lt. Summers, who had taken the 
machine over from Flt. Lt. Luxmoore who was unwell. 

There then remained only Mr. Lacayo, who had scratched, 
and three Widgeons, to be piloted by the Master of Sempill, 
Mr. ‘‘ Harold Brooklyn,’? and Mr. Cazalet. All these arrived 
before 5 p.m., so that we had the unique sight of 37 out of 
8 entrants for an air race all ready and present the previous 
jay. Which looks as though the fun is going out of air 
vacing. 

One noticed that the rudder of the Autogiro bore the advice 
“Beware of Rotors.’’ This seems to be very sound advice 
indeed.—c. D. 


THE START. 
(As observed by C. G. G.) 


The start of the Race for the King’s Cup was without any 
particularly emotioning incident. Of the 38 entrants the only 
absentee was Mr. Lacayo of Manchester. All the rest, bar 
one, got off in the order shown in the table which appears 
at the end of this article, on page 200. 

An official programme was. issued by the Royal Aero Club 
and was on sale to the few people who turned up to see the 
start. The said programme was about the most muddle- 
headed thing one has seen. The machines were put down in 
the order in which they were entered by their owners; or by 
their putative owners. Consequently the order in which they 
appeared in the programme bore no relation to anything, 
neither starting time, handicap, horse-power, performance 
or anything else. And the machines were indicated in the 
programme only by numbers, and not by their official letter- 
ing. 

It is quite time that somebody tackled this question of 


BACK-MARKERS.—The Bristol 101 


The old original Baby Avro two-seater (Cirrus) on the right and the new 
original Simmonds Spartan (Cirrus) in the middle,—and the Auto-giro on the left.—(“ Aeroplane” photograph.) 


programmes sensibly. People who follow air racing at a 
closely are beginning to know machines by their letterin 
as well as people know horses by their names. “‘ ON,” th 
Farnborough-faked Avian, ‘‘ RQ,” Mr. Harold Brooklyn 
Widgeon, “ TE,” the Parnell Imp, and quite a lot of othe 
machines are quite well-known by their official letters. An 
the officials on the course, such as timekeepers and hand 
cappers, always know machines by their letters from seein 
them constantly at different meetings. Numbers, on th 
other hand, mean nothing and they are nothing like as eas 
to see when the machines are in the air as are the lette 
on the fuselage or under the wings. 

Even apart from that, the idea of issuing a programm 
in which the machines did not appear in their order « 
starting either with the scratch man at the top and th 
limit man at the end, or the other way round, is simpl 
silly. None of the unfortunate people who bought the prc 
gramme had anything to tell them which machine was th 
next due to start, or when any machines were due to Sta! 
at all. 

Of course there is the excuse that the handicaps are nc 
got out till a comparatively late time. But there is no earthl 
difficulty about getting a two-page slip printed with th 
machines in the proper order and their handicap times at 
tached. It is only a matter of five or six hours for any con 
petent jobbing printer. 


THE GAMBLING INSTINCT. 


Before the start the entrants and hangers-on of at leas 
a dozen machines were perfectly certain that they wer 
going to win on the handicaps. And on the other han 
several machine-crews were going about with unnaturall 
long faces say that they had been deliberately ow 
handicapped. Which is another sign that a crew expects t 
win,—for by pulling a long face they hope to put other peopl 
off backing their machine so that they themselves can get 
longer price out of the bookmakers. 

In this instance such a hope was baseless, for there wer 
no bookmakers there. Our old friend ‘‘ Long Tom,” wh 
was professionally the Sign-Writing King and a bookie as 
side-line, unfortunately died last year, and apparently n 
other bookmaker has enough interest in aviation to tak 
on Long ‘Tom’s work. Personally one never backs horse: 


dogs, aeroplanes or anything else, but most people do lik 
to have a bet, and Long Tom was so dead straight and s 
kindly and so amusing that he really is a loss to aviation. 

The nearest approach to a bookmaker (of the baser sor! 
was a gentleman who tried to work the three-card tric 


(Jupiter Via), the newest thing in two-seaters, and the Blackburn Lincock 
(Lynx IV), the latest thing in low-powered single-seat fighters, getting-off at Hendon. —(“ Aeroplane ” photograph.) 
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mong the crowd of perhaps a couple of hundred people on 
he aerodrome. He had with him as accomplices a gang of four 
r five Jew-boys who tried to make themselves unpleasant 
shen an R.A.F. officer ordered the man and his umbrella 
nd his cards off the aerodrome. But a corporal and a couple 
f men very soon settled their hash for them. Evidently 
ublic interest in important air racing has reached a pretty 
ow ebb when the nearest it can produce to a respectable 
ookmaker is a disreputable three-card man. 

; GREAT EXPECTATIONS. 

As to the machines which expected to win, probably most 
nterest centred on the Avro Avenger, which was credited 
vith doing something like 190 miles per hour for a lap of the 
ourse at Blackpool. Only a few people knew that when the 
ourse was properly measured that speed came down to 170 
a.p.h., though that is quite good for a short course with 
hree bad corners in it. Anyhow the people connected with 
he Avenger had been going about looking mournful for a 
ouple of days so naturally everybody thought the machine 
nust be very fast. 

Another machine which was fancied by those in the know 
vas the Baby Avro which was handicapped to do something 
bout 84 m.p.h. to win and was known to be able to do 98 
n.p.h. This machine is particularly interesting because it is 
he very first two-seater Baby Avro ever built. It has been 
itted with a Cirrus engine by Mr. Miles of the Gnat Aero Co., 
nd as a result it is naturally many miles an hour faster 
han it was with its old 40 h.p. water-cooled Green. If there 
ad been any betting on the race it would probably have 
tood at a pretty short.price despite the fact that the pilot, 
Mr. R. A. Whitehead, is quite a novice and has had little 
xperience of cross-country flying. 

Another hot favourite among the knowing ones was the 
\utogiro which with a Mark IV Lynx is credited with doing 
20 m.p.h. At that speed it could not possibly have lost the 
ace on the handicap. But very few people had faith in its 
bility to stay the course, so it would have been pretty low 
n the betting. Nobody mistrusted its engine, but people 
lave yet to be converted to faith in its own queer mechanism. 

Before the start the sky was overcast with clouds and 
yecasionally had a look of rain. Also for a while the wind 
vas distinctly chilly,—rather a relief after the past few days. 
ir. Entwistle of the Meteorological Department prophesied 
ine weather for the next day, though the weather reports 
aid that there was occasional rain in the North and that low 
louds over the Cheviots pulled the visibility down to about 
oo yards in places,—a pleasant prospect for pilots of even 
low machines, let alone some of the really fast back-markers. 
\nyhow, according to Mr. Entwistle, Iceland had lost its 
atest fit of depression and there ought to be fine weather 
vith a nice North wind on the Saturday. 

One Moth pilot seemed considerably concerned about find- 
ng out the exactly best place to land at the intermediate 
ontrols, on the grounds that only half-an-hour was allowed 
or landing, filling up tanks and getting ready to start again. 
\ merely rude bystander assured the Moth pilot that there 
vas no reason to fuss, for anybody, he said, could top-up a 
Moth’s tank with an ordinary fountain-pen filler in half-an- 
1our, adding that a Moth was not like some of the big 
nachines which would want a couple of hundred-gallon 
3owser-tanks at work on them to get through in time. 

GETTING Away. 

So far as the actual start was concerned there was really 

1othing to report. Nearly all the machines got away in 


excellent style. Some pilots chose to scrape the grass with 
their right wing-tips in turning down-wind to head off ta 
the East. Others were careful enough to fly straight ahead 
and get well off the ground before turning. Some pilots on 
turning headed straight off in the direction of Epping or 
thereabouts, others took a more Northerly course, apparently 
intending to go by way of Cambridge. Even among the most 
experienced cross-country flyers opinions on this point seemed 
to vary a great deal. 

The start of the Auto-giro was at any rate amusing. The 
gallant youth who went as passenger did his best while the 
machine was on the’ starting line to wind up the windmill 
by sheer manual labour to a speed which might conceivably 
help the machine to get off. But in spite of that it did a 
complete circuit of most of the aerodrome before Mr. Rawson 
hauled it off the ground. Still one must confess that when 
it did get off it showed quite a good climb and very respect- 
able speed. How one hates the idea of hanging on that re- 
volving bearing with those huge flail-like blades whirling 
round and only kept at the proper distance from one another 
by one bit of wire. The thing is really very ingenious, but 
one cannot persuade oneself to regard it as a serious flying 
machine. 

The only other incident of any kind was an unfortunate 
minor accident which prevented Mr. Bulman from starting 
on the Hawker Heron. As in the case of the Imp and Moth 
collision at Blackpool, nobody was to blame or everybody 
was to blame. Colonel Lindsay Lloyd of Brooklands, the 
Clerk of the Course, had driven his official car out onto the 
aerodrome some little way from the railings, so as to be near 
the starting point. One or two other people, seeing the car 
on the aerodrome with nobody in attendance, drove out to it 
so as to save themselves that much extra walk from the rail- 
ings. Among them was Mr. Sydney St. Barbe, who parked 
his car outside Colonel Lindsay Lloyd’s. 

Mr. Bulman taxying from the sheds to the starting line 
saw a crowd of people in front of it who hid the cars from 
his view. The people separated to let the Heron through 
and the Heron bumped into Mr. St. Barbe’s Morris, bursting 
its airscrew, damaging its lower wing, completely abolishing 
the windscreen of the car and pretty well wrecking the near- 
side mudguard and footboard. The total amount of damage 
was small, but it might have been quite serious, The marvel 
is that none of the flying bits of airscrew happened to hit 
anybody 

If, instead of adopting the attitude that nobody in particu- 
lar was to blame, one wanted to be ultra-critical, one could 
say that no car ought to have been left on the aerodrome; 
that seeing that it was an official car other people ought not 
to have parked theirs alongside it; that in any case the 
Royal Aero Club ought to have had somebody there to send 
away cars other than official cars; that Mr. Bulman ought 
to have had men running alongside his wing-tips to make 
sure that the road was clear for him; that he might even 
have had somebody walking right in front of the machine 
to keep a clear course; that he ought to have been looking 
over the right-hand side of the machine instead of the left 
(it really was the left this time); and finally that if the car 
had not existed the aeroplane would not have hit it and that 
if the aeroplane had not existed the car would not have been 
hit. Anyhow, it was a pity that the Heron did not start 


because she is said to be quite fast and this was the first 
time that a machine with the Hawker steel-tube construction 
has been put into a race. 


THE FASTEST MACHINE.—The Avro Avenger (Napier Lion), which did the fastest time, getting away at 


Hendon, —(“ Acroplane ” photograph.) 
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Of the machines which started, certainly one of the most 
notable was the Spartan designed by Mr. Simmonds. This 
machine, in which all wings, are interchangeable with one 
another and the elevators are interchangeable with the rudder 
and the tail-plane tips with ‘the fin, is a most interesting 
proposition. One hopes to describe and illustrate it in 
detail at an early date. Meantime a brief description of it 
is published elsewhere in this paper. 

The Baby Avro, as one has said, was an interesting com- 
ipetitor. 

For the first hour or so of starting the starters were simply 
a long succession of Moths and Avians, varied with an occa- 
sional Widgeon. Among the Moths the two Gypsy Moths 
flown by Mr. Broad and Mr. Alan Butler were truly remark- 
able for their beauty of shape and their look of speed, as 
well as for their lovely finish. They both looked more like 
prize pieces of cabinet-making than mere aeroplanes. Mr. 
Butler lost 2 minute or two at the start through stalling his 
engine, having forgotten to turn on the tap of the right 
petrol tank. But when he did get away the machine was 
obviously very fast. 

Two new Bristols, one a training-school machine with a 
Titan engine and one an independent design of Mr. Barn- 
well’s for a two-seater fighter, with a Jupiter VI, both 
attracted a lot of attention. The big machine was alleged to 
jhawe a speed of about 155 m.p.h., which is very good for a 
“two-seater and considerably faster than any of our Service 
»single-seaters of to-day. 

Another machine which drew a lot of favourable comment 
~was the Blackburn Lincock.' This is a sporting effort to 
‘build a really fast machine behind a 230 h.p. Lynx IV. See- 
vimg that it was put on the same mark as the big new Bristol 
with a 450 h.p. Jupiter the handicappers evidently think that 
Mr. Blackburn has succeeded. Anyhow it is a very pretty 
machine though one is inclined to think that the big pots 
for the valves and cylinder-heads may reduce the speed. 

However, nobody was hurt at the start of the race and prac- 
tically every machine got away without hesitation. There 
have never been so many machines started in any other race 
in this country before. And when there have been a number 
of machines there has always been some accident or incident 
or mess-up at the start. So we are entitled to judge from the 
fact that everything went so beautifully according to plan 
that British Aviation really is improving. 


THE ENTRANTS. 


There is quite a lot of interest in the list of entrants, 
apart from the pilots: Out of the 36 starters 12 of the en- 
trants piloted their own machines and can claim to be pilot- 
owners, for presumably Mr. Hope, though a professional 
aviator, may be reckoned as a pilot-owner as chief of his 
own firm. In additiozr Major Nathan. whc entered the 
machine flown, by Wing Cdr. Smith and Air Commodore 
Weir who entered the Autogiro must be, reckoned among 
private owners though not piloting in the race. Also the 
machine flown by Captain Geoffrey de Havilland is owned 
by Mr. Butler and the machine flown by Mr. Boyes is owned 
by Mr. Newton, so that there were 16 private owners in all. 

The majority of the other entrants, are people in the Trade 
who support air racing because they believe that it en- 
courages the improvement of the breed. But besides them 
there are people who have acquired the right to enter a 


SIDE-BY-SIDE.—The Blackburn Bluebird (Genet), 
(passenger), 


piloted by Fig. Off. Birt and entered by Mr. Rupert Preston 
getting-off at Hendon. —(“ Aeroplane” photograph.) 


machine either by hire or by borrowing and -have entered 
it for love ef the sport. These latter include Mr. R, J, 
Preston of the Coldstream Guards, Captain C. B. Wilson, 
Sir Charles Wakefield, Mr. Will Hay and Sir William 
Joynson-Hicks, our esteemed Home _ Secretary. 


AT THE NORWICH CONTROL. 
(Observed by C. M. McAlery.) 


The Norfolk and Norwich Aero Club’s Aerodrome at Mouse- 
hold was the first stopping place in the King’s Cup Race 
and the Control was organised by the Club, with two Royal 
Aero Club officials as timekeepers. Mr. Basil Young was in 
charge of the general arrangements, Captain Harry Cator 
marshalled the machines and Mr. Cecil Gowing did the re- 
cording and communications. A detachment of R.A.F. from 
Bircham Newton put up and ran a temporary wireless station. 

The race caused an unexpected amount of local interest 
which became embarrassing during the morning owing to the 
large number of people who invaded the aerodrome, smoked 
all over the petrol-filling station, climbed into the cockpits 
of the machines and leaned against the wings and fuselages 
in spite of all the efforts of the club officials, supported by 
a Serjeant of the County Constabulary, to damp their air- 
mindedness. In fairness it must be stated that the public 
did not write their names on the aircraft. 

Mr. Yeatman arrived first with Mr. Stamners two minutes 
behind him. ‘The latter lost a minute in. starting up again. 
Miss Spooner, who had the heart and the ha’pence of the 
whole county of Norfolk behind her, landed at 09.23 hours 
having picked up seven minutes over the 99-mile stretch. 
The Halton machine was sighted next and its life-story 
was broadcast to the appreciative. audience while it landed. 
Its time was x1 hour 11 minutes. 1 second. The Autogiro 
took 1 hour 5 minutes and 3 seconds doing the longest flight 
of its existence at that time, and hit the deck cross-wind 
to the scandalised horror of the budding pilots of the Norfolk 
and Norwich Club. 

Mr. Hope, who arrived about 09.50 hours, seemed in doubt 
about the finishing line and took the precaution of flying 
round and crossing it again. Flt. Lt. Bonham-Carter in the 
Parnell Imp got through in five minutes under the hour and 
looked like a good thing for a place. The Simmonds Spartan 
flown by Flt. Lt. Webster caused a great deal of interest but 
was reported to be slower than had been expected with one 
hour nine and a-half minutes over the lap. 


Mr. Warwick in the A.N.E.C. IV seems to have had trouble 
from the start. He did not leave Norwich until 12.12, nearly 
three ‘hours after he left Hendon. ‘The Blackburn Lincoek, 
re-christened by the local paper the Sincock, was Noakesed 
over the course in 53 minutes. The Avenger, looking rather 
like an aggressive Avian, came in last ‘‘ with the roar of a 
whole herd of Lions.’? One would hate to meet the Avenget 
after accidentally referring to one of the Avians as a Moth, 
although one believes that it was not designed primarily fot 
the purpose of destroying careless journalists. 

There seemed to be one grouse at the Norwich control 
and that was the absence of any weather reports. The 


weather was dull with heavy clouds, and the going was bumpy 
and several pilots were heard bleating for weather reports 
for the next lap. A heartless she-spectator thought, audibly, 
that modern aviators were a spoon-fed lot. 
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AT THE NEWCASTLE CONTROL. 
(Observed by O. B. SERVER.) 


The King’s Cup has gone to the winner but the race I 
think has made an impression in this quarter. After the 
failure of the Flying Meeting last year people began to realise 
that hard work was required to make any show a success. 
The result was that all our organisation for this control was 
complete long before the day and all eventualities had 
been considered. 


We were favoured by having a West wind which meant 
that the starting line was close to the crowds and so they 
could obtain a good view of the machines. After the arrival 
of the third machine they began to come in thick and heavy 
and everyone had to put a jerk into it to deal with them. 
Needless to say we managed that all right though the starter 
very nearly got into a flat spin. 


Norman Jones imagined he was being started after his 
time and as he took off his language could be seen but not 
heard. It was by no means complimentary to the starter. 


J. W. Irving was the Chief Marshal and he saw that all his 
men did their jobs properly, and a few more besides. P. F. 
Heppell had the ground organisation to look after and he 
managed to stow away a goodly collection of cars and people. 
For a Friday, the crowd was much larger than was expected. 
Dodds, the new Secretary, managed to get a good deal of 
work done, as also did Brian Dodds, who was assisting the 
time-keeper. Because John Bell was supposed to be good 
at figures he was given a Code Book and the title of Meteoro- 
logical Officer. That book gave him a sleepless night, but 
he managed to get all the reports away. The only trouble 
was decoding all the weather reports. He has now a pro- 
found respect for the weather experts. 


The R.A.F. detachment from No. 26 (A.C.) Squadron was 
very useful, especially the wireless section. All Service 
pilots received special attention from the R.A.F. lads. 


The only accident occurred when Yeatman landed his Moth 
in an impossible portion of the aerodrome; this in spite of 
the fact that a map had been sent for each competitor, show- 
ing the good, bad and indifferent parts of the aerodrome. 


The disappearance of Warwick caused quite a stir round 
here. Miss Leathart on the Grasshopper with John Bell 
as passenger was over the Cheviots for more than an hour 
on Saturday. They went as far as Carter Bar with Baxter 
Ellis, and when he turned west they turned east and raked 
the valleys for a good hour. No trace at all could be found. 
The Scottish people are supposed to have been right down 
to the border. But they may not have come any further 
south than Hawick, and the hills up to Selkirk are pretty 
sticky. The R.A.F. sent up two more machines but the 
weather was hopeless on Sunday, haze and low cloud. 


Great disappointment was felt when it was known that the 
Autogiro was out of the race. One member wanted to have 
a bet that it would never get as far as Cramlington, but as 
all were of the same opinion there was no bet. 


The Short Mussel dropped on to the aerodrome on Friday 
and deposited Short himself and Lankester Parker. One 
great know-all who had been telling the people round about 
that he had flown most machines informed all and sundry 
that this was a D.H.33, the only monoplane that de Havil- 
lands had ever built. 


THE HALF-WAY LEADER.—The Gloster Grebe two-s eater 


THE COURSE OF THE RACE. 
(Observations by C. G. G.) 


Information about what had happened to the competitor 
was hard to come by on Friday night, so one does not pr 
pose to attempt to give here an account of Friday’s happet 
ings. ‘These are, one thinks, better dealt with in a gener: 
discourse on what one gathered from various competito: 
and officials and other sources at the end of the race. 

Nor does it seem worth while to give the position of th 
different machines at the various controls. What matte: 
most is the order of arrival at the Glasgow Aerodrome ; 
Renfrew which was the stopping place at the end of tt 
first day. 

On the way to Glasgow the wind was against the con 
peitors nearly all the way. On the second day the wind w: 
largely in their favour except for the last stage from Lympr 
to Brooklands. Also the weather up in the North was n 
quite so good on the Friday as it was on the Saturda 
Consequently the order of arrival at Glasgow gives a fa 
indication of the relative speeds of the machines and of tl 
ability of the pilots against the wind and under not too ea: 
conditions. 

The order of arrival at Glasgow was :—(x) Atcherle 
(Grebe) ; (2) Broad (Moth G); (3) Hope (Moth G); (4) Uwit 
(Bristol 101); (5) Jones-Williams (Bristol 838); (6) Butl 
(Moth); (7) Stack (Moth); (8) Bonham-Carter (Imp); ( 
Noakes (Lincock); (10) Miss Spooner (Moth); (11) Jackame 
(Moth); (12) Summers (Avenger); (13) de Havilland (Moth 
(x4) Martin (Avian); (15) Norman Jones (Moth) ; (16) Sempi 
(Widgeon); (17) Brooklyn (Widgeon); (18) Richardsc 
(Moth); (19) Wilson (Avian); (20) Matthews (S.E.5a); (2 
Cazalet (Widgeon); (22) Webster (Spartan); (23) Cantri 
(Avian); (24) Percival (Avian). 

Those who retired from the race in the first day were « 
follows :— 

Yeatman (Moth), damaged his undercarriage at Newcastl 

Stammers (Moth), also retired at Newcastle having got 
to Birmingham on the first leg of the course in mistake fc 
Norwich, with the result that he was completely ont of tl 
hunt by the time he had put right his mistake. 

Trench (H.A.C.r) retired at Leeds with a broken magne 
drive. 

Birt (Bluebird) forced-landed at Minworth. 

Whitehead (Baby Avro) landed in a field near Bury S$ 
Edmunds because of air-sickness, turned over and damagé 
his machine rather badly. 

Rawson (Auto-Giro) ran out of petrol near Nuneato: 
landed in a small field and could not get out,—as must ha\ 
been fairly evident after its run round at Hendon. 

Smith (Moth) and Boyes (Avian) collided on the aerodron 
at Nottingham and both retired. This was singularly u: 
fortunate, as Mr. Boves was flying an Avian just bought | 
Mr. Newton of Airways,—which thus becomes the first pap: 
to keep a tame aeroplane for its own special work. M 
Sprigg, the editor of Airways, was a passenger in th 
machine, intending to have a first-hand experience of tl 
race. 

Soden (Moth) had a forced landing near Glasgow at 
there retired from the race. Apparently what happen 
was that his airscrew detached itself and cruised off into tl 
atmosphere. Flt. Lt. Soden watched it into a field at 
landed as near as possible to it. Unfortunately he was 1 


able to stick it on again and continue. 


(Armstrong Siddeley Jaguar) which was leading at 
Glasgow. —(“ Acroplane” photograph.) 
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FOR THE 


CHALLENGE CUP 


PRESENTED BY Mr. J. D. SIDDELEY FOR COMPETITION AMONGST 


LIGHT AEROPLANE CLUBS. 


FIRST 


Miss W. E. Spooner (London Aeroplane Club) flying her 
own Moth, now in its third year and fitted with the 
original first 60 h.p. Mark I. Cirrus engine, with already 


nearly 1,000 flying hours to its credit. 


SECOND 


Mr. Alan S. Butler (Bristol and Wessex 
Aeroplane Club) flying his .own 85-100 h.p. 
Gipsy Moth. 


THIRD 


Mr. A. C. M. Jackaman (London Aeroplane 
Club) flying his own Cirrus Moth. 


FOURTH 


Mr. Norman Jones (London Aeroplane Club) 
flying his own Cirrus Moth. 


FIFTH 


Lieut. L. G. Richardson, R.N. (London 
Aeroplane Club) flying his own Cirrus Moth. 


DED 


week LIGHT CAR 


Streets 


MOTH 


MOTH 


MOTH 


MOTH 


MOTH 
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Ragg (Avian) had a forced landing near Atherstone but 
did not crash his machine as was reported. 

Warwick (Anec-IV) left Newcastle and 
appeared. - ; 

Jones (Martinsyde) smashed his undercarriage getting off 
from Castle Bromwich, probably because he had small racing 
wheels on the machine. 

The fastest time to Glasgow (Renfrew) was done by the 
Avenger, which averaged 144 m.p.h. The big Bristol was 
obviously faster than that, but owing to the compass trouble 
before reaching Norwich, her actual time over the course 
was slower. 

At Birmingham and Newcastle, Miss Spooner, who started 
third from Hendon, was leading the field, but she lost her 
way over the Cheviots, or over the hills round Selkirk, and 
so was tenth at Glasgow. Miss Spooner said that when fly- 
ing over the hills she found herself close to a hillside which 
she had not enough power to climb. Consequently she flew 
round it until she discovered an up-current on the windward 
face of it, which lifted her high enough to get over the top 
of the next and higher hill. One might expect an R.A.F. 
pilot who had done a couple of years in the Kurdish Hills 
or on the Afghan Frontier chasing around looking for free 
lifts of this kind. But one hardly expects a woman pilot 
to be quite so air-wise. 

After the leading pilots had landed, the Glasgow Corpora- 


thereafter dis- 


tion Trophy for the first light aeroplane to atrive in 
Glasgow was presented to Mr. Hope. One is told that the 
Glasgow people were extraordinarily kind to everybody. 


Each pilot on landing was asked whether he would like to 
stay in an hotel or in a private house. 

A number of the best people round Glasgow had offered 
free accommodation to the competitors and in consequence, 
to use the pet phrase of the American provincial papers, 
“‘a happy time was had by all.” One can well believe it, 
for nowhere has one met more whole-hearted open-handed 
hospitality than in Glasgow. 


Mr. WARWICK’S DEATH. 


So many other people failed to. arrive at Renfrew that 
nobody worried about the non-arrival of Mr. G. N. Warwick 
in the Missel Thrush (the Anec-IV) for some considerable 
time. Often in air races a machine and pilot spend the 
night out, though generally the pilot gets a telephone mes- 
sage through before night. 

But by Saturday; morning as no word came from or of Mr. 
Warwick search was made for him by air and on the ground 
everywhere on the line from Newcastle to Renfrew. 

Machines from the Newcastle Club, from various Scottish 
sources and from the R.A.F. searched the Cheviots and the 
hills round Selkirk and Peebles. Eventually, on Monday, 
Mr. Warwick’s body and the wreck of the Anec-IV were 
found by a shepherd on Broad Law, near Peebles. 


BROOKLANDS—FEATURING THE KING’s 
CUP RACE. 
(Observed by Geoffrey Dorman.) 
One read in the daily papers that the finish of the King’s 
Cup Race was to be at Brooklands, and to amuse the crowd 
who would come to see the finish, the R.A.F. would give a 


THE ILL-FATED ANEC-IV.—The late Mr. Warwick starting from Hendon. 


display of flying and there would also be a 200-mile race 
for motor-cars. ‘This at any rate seemed to be putting things 
in the right perspective. 

‘There were at 12.30 hrs. already a number of machines in 
the air. The Henderson Flying School Avros were carrying 
joyriders, and an S.E.sa was flying round carrying a banner 
on the tail advertising itself for sale at £300. 

It was difficult at first to find any trace of the air officials 
but one eventually located the ever-helpful Mr. Goodman 
Crouch in Col. Lindsay Lloyd’s office and was then able tc 
obtain all information required. 

Therefore one parked the Morris Oxford-and-Asqnitt 
(which was attending its last flying meeting before being 
turned out to grass after faithful service) by the side of the 
track with the intention of using him as a grand stand frou 
which to watch the motor-car side-show. One then discovered 
however that the centre of attraction was over at the sheds, 
By this time however the O. and A. was hemmed in on all 
sides and one was unable to abstract him. Being unwilling 
to face the famous Desert March to the sheds one embarkec 
in a friend’s Lagonda. 

On arrival one found that Sir Frank MaclLean’s Caravan 
last seen at Hendon had now come to rest by the cornet 
of the track sheds, and was in use as the “ office.”  Inci 
dentally these must be the oldest aeroplane sheds in Eng 
land, if not in the World, and they take one back to the 
good old pre-war days with quite a jerk. 

By this time it was 15.30 hrs, and the surprising news cam« 
through that Mr. Hope and Miss Spooner had already left 
Lympne for Brooklands. One says “ surprising ”’ for oné 
had been led to expect the finish at about 17.00 hrs. 


At about 15.50 hrs. a Moth came into view flying low anc 
fast. Having crossed the track it was seen to be Mr. Hope's 
machine. ‘Thinking all was over Mr. Hope proceeded to loor 
and stunt round before landing to claim the adoration of the 
populace. Having landed Mr. Hope at once switched on hi 
well-known winning smile and was surrounded and cheered 
But he had reckoned without the low cunning of the Roya 
Aero Club officials. 

Suddenly there was terrific hooting from the direction 6: 
the paddock and Sir Frank Maclean’s white Rolls-Roye: 
came tearing across the aerodrome and told Mr. Hope he 
had not crossed the finishing line. 


The winning smile was switched off and the engine wa: 
switched on all in one movement and within about 30 second: 
Mr. Hope was in the air again. With superhuman skill h 
located the cunningly-concealed finishing line landed agais 
and the winning smile was switched on again fortissimo. 

Pilots would do well to remember that it is safest to lan 
as soon as possible after a race, before throwing stunts, t 
make sure they have won, as you never can tell with Aer 
Clubs. 


Mr. Hope had a very narrow squeak, for no sooner had hi 
landed a second time when Mr. Uwins appeared on th 
Bristol and crossed the line about a couple of minutes afte 
Mr. Hope. 

The line was placed so that the Vickers Works laid it 
stymie from the incoming machines. _So far as one coul 
see very few finishers did cross it. 
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; : : RANCE 
Specially desigaed for land train- - : e RECORD 


of 60 hrs. 7 mins. 32 


. ° ba 7 secs. was made ona 
ing aircraft. Its cylinders and certain S Sian ETE 


PUMA 


engined D.H,9 by 
Adjutant Crooy and 


those of the Jaguar and Lynx. : ‘st. Groenen. 


other parts are interchangeable with 


ARMSTRONG SIDDELEY MOTORS LIMITED, 
Coventry, England, and 10, Old Bond Street, London, W.1. A70. 


"LOWN AND KNOWN ALL OVER THE WORLD. 
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After Mr. Uwins came Miss Spooner, who received an ac- 
clamation as the winner of the Siddeley Trophy. 


Again out of a clear sky it started to Moth. Out of the 
first twelve machines to finish nine were Moths (of all sorts, 
types, and marks). Which speaks for itself of the Moth 
as a Moth and as a practical vehicle. It also says something 
for Mr. Halford, the designer of the Cirrus and Gipsy. 


Captain*Geoffrey de Havilland also scores a distinct triumph 
as the father of the Moth, the more so as he himself finished 
fifth, and Mr. Butler, Chairman of the De Havilland Com- 
pany, finished sixth. Capt. de Havilland carried Mrs. Butler 
as passenger, as the machine was Mr. Butler’s own private 
Moth. 


Altogether it was an exceedingly satisfactory race. Twenty- 
three machines out of 36 (35 if one excludes the old Dutch 
scenery, which nobody expected to finish, and is only a 
freak anyway and not a practical aeroplane) finished the 
course, which is one believes a much higher percentage of 
finishers than was the case in the 200-mile motor-car race 
which was won by the ex-aviator Mr. Malcolm Campbell. In- 
cidentally one would remind Mr. Campbell that if a certain 
shed at Gosport had been a foot higher in the winter of 
1916-17, he would probably not have won the 200-mile race 
on Saturday.—c. D. 


THE FINISH. 


(Observed by C. G. G.) 


The finish was not what one could call exciting. First of 
all it happened about an hour earlier than it ought to have 
done. Consequently quite a number of people who would 
have liked to have gone round to the sheds to see the 
machines arrive were over at the paddock watching, the 
light-car race. 


The broadcasting arrangements were excellent. But there 
was a certain difficulty in following the course of the air 
race even with the help of the excellent broadcaster. For 
example, one heard something like this :—‘‘ The first aero- 
plane to leave the control at Bristol was wow-wow-rrrrrr- 
eeeeeee,’’ as somebody shot between the sandbanks on the 
finishing straight with his throttle closed and then opened 
up with a supercharger which made more row than a ship’s 
siren, 


And the brutes always did it at the critical moment when 
the broadcaster was mentioning some (definite name or 
place. It did not matter where one was in relation to the 
track, There was always some car or other hurtling by, 
making about as much noise as a Fox formation at a 
Pageant. And, considering that some of the cars were about 
20 Cat-power, the noise they made was surprising. 

Anyhow, Mr. Hope hove in sight over the Vickers sheds 


AN IMP-EDIMENT.—The Parnall Imp (Genet) 


finds the big R.A.F. sheds 
in its way when landing at Brooklands, —(“ Aeroplane ” photograph.) 


and landed peacefully, thinking himself a comfortab, 
winner. As he taxied up to the parking place officials rushe; 
out and told him that he had not crossed the finishing line 
Promptly Mr. Hope leapt feverishly into his machine again 
opened his throttle and dashed for the finishing line. So hi 
actual official time was probably a couple of minutes slowe; 
than his real time. 


Other competitors coming in rather higher evident 
spotted the line all right, for there were no other mistake: 
of like kind. 


Thereafter the machines arrived in the order and at th 
intervals indicated in the table which appears elsewhere 
Mr. Cantrill was the only competitor who left Glasgow an 
failed to reach Brooklands. The others nearly all reporte 
a good voyage with entire freedom from trouble. 


HAPPENINGS ON THE WAY. 


Capt. de Havilland, who was flying Mr. Alan Butler’s ok 
Moth with Mrs. Butler as passenger, said that the visibilit) 
was good all the way except for dodging a few hill-tops it 
the mist on the first stage of the home journey. Incidentalh 
he remarked that he had the throttle of his Cirrus wide ope1 
against the stop the whole way and it mever missed a beat, 
rather a handsome testimonial considering that his primar 
interest is in the new De Havilland Gipsy engine, but jus 
what one might have expected from him. The three Gips 
engines in the race, flown by Messrs. Hope, Broad an 
Butler, behaved beautifully. One of them had a valve cay 
replaced at Glasgow and that was the only thing touched 


Mr. Hope’s Gipsy Moth was an ordinary standard machine 
but those flown by Messrs. Broad and Butler were speciall 
streamlined for the job and consequently were handicappe 
out of a place. But they put up a magnificent show, as thei 
speeds in the table will show. There is interest in notin; 
that these three Gipsy engines were not faked in any wa’ 
for the race. They had the standard 5 to 1 compression, usin; 
straight petrol without benzol or any other kind of dope 
and they were all giving 100 h.p. full out. Both the Gips 
Moth and the Gipsy engine may be set down as proved suc 
cesses. And the two specially streamlined Moths are ce1 
tainly the most beautiful aeroplanes one has seen. 


Of the late arrivals, Flt. It. Bonham-Carter on the Parnal 
Imp reported doing 120 m.p.h. from Glasgow to Liverpoc 
over the ground, but that after that something went wron 
with the oil arrangements and he began losing oil heavil 
and losing power with it. This machine originally had ver 
neat streamline helmets over the cylinder heads, but the 
had to be removed because. officially they were regarded a 
streamlining which had not been declared for the benefit « 
the handicappers. So the question arises as to what cot 
stitutes cowling and what does not. 


(now the Hawker Co.’s) at Brooklands 
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The telegrams below from Lady Heath, 

Sqd. Ldr. Hinkler and Capt. Lancaster 
show the high qualities of the 
Fairey Metal Airscrew where 
efficiency coupled with complete 

reliability are required. 
Sele Manufaeturers of the Fairey Patent Metal Airscrew (Reeu 
licence) for the British Empire : 


THe FAIREY AVIATION COMPANY LTD., HAYES, MIDDLESEX. 


DEREK ‘ 
REST hc 


ee a sian AS IY 
: Roe : Syotek ec tite 
shes tie ogeisayn™ 2 ** 

Pane es 


die 


eigh 
ng BAleen eay 
and touring,” Months ot 


Karachi, 8th December, 1927. 


* Metal propellor has given perfect s tis- 
faction under trying conditions wooden 
propellor would have been useless.” 


LANCASTER. 
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THE NOVELTY OF THE RACE.—The Simmonds Spartan (Cirrus) with interchangeable wings and control aero- 
foils. She is here seen taxying in at Brooklands with Mr. O. E. Simmonds at the wing-tip and Fit, Lt | 
Webster in the machine.—(‘‘ 4eroplane” photograph.) 


The Simmonds Spartan put up a very good show, but it Winner, W. Lawrence Hope, on D.H. Moth G. (D.H. Gips 
suffered all the way from excessive petrol consumption and 85 h.p.). | 
loss of power. As is generally known, the machine was and. £100 (£50 presented by Mr. Vernon Bellhouse at 
rushed through in a hurry and was damaged through run- £50 presented by Sir Charles C. Wakefield, Bart.). Winne 
ning into a ditch in the course of a test flight. Consequently C. F. Uwins, on Bristol zor (Bristol Jupiter 490 h.p.). | 


there was no time in which to tune the engine properly. 3rd. £50 presented by the Blackpool ‘Tower Co. Lt 
Therefore its speed may safely be assumed as well up to Winner, Miss Winifred E. Spooner, on D.H. Moth (Citn 
that of other light aeroplanes in its class. - Mark I, 60 h.p:). 


Fit. It. Webster reported that it is a good machine to Sprcta, Prize of £100, presented by Mr. Alan S. Butler fc 
land because although he landed it fast its undercarriage was the fastest time round the course. Winner, Flg./Off. | 
very satisfactory and it pulled up as if it had four-wheel Summers, on Avro Avenger (Napier Lion, Mark IX 550 h.p. 
brakes. This was doubtless owing to its being rigged with Other prizes were presented as follows :—{4o from Gla 
a bigger angle of incidence than was absolutely necessary. gow Corporation; £40 from The Glasgow Herald; a cup fro 


Mr. Martin who had done well on the first. half of the ‘ye Folkestone Herald. and five guineas from The Easter 
ae suffered from a leaking petrol tank all the way from Daily Press. ‘The names of the winners and the conditior 
asgow. 


Ter e a 

Col. Sempill had valve trouble over most of the second hs nek Chae es at the time of going <2) ; 
day and arrived very late. ‘ 

Fig. Off. Atcherley, who was leading at Glasgow on Friday 
night and looked a fairly certain winner, broke a flying wire 
before reaching Jjiverpool. The delay in replacing the 
damaged wire lost the race for him. 

Considering the mishap to the Grebe and the time lost 
by Mr. Uwins over his defective compass, and his own 
mistake in not crossing the finishing line correctly, Mr. 
Hope was lucky to win. But the race is not always to the 
swift nor the battle to the strong, and luck as well as 
judgment is necessary to make any success in this World, 
so nobody will grudge Mr. Hope the honour of having won 
the King’s Cup for the second time.—c. Gc. c. 


The King’s Message. 

The following message was received by the Royal Aero 
Club from His Majesty the King through Lord Stamford- 
ham :— 

The King thanks you for informing His Majesty of the 
result of the King’s Cup Air Race, and asks if you will 
convey his congratulations to the winner, W. Ll. Hope. 


The Prize List. 
The following are the prizes which were won in the King’s 
Cups Races — 
1st. THE Kinc’s Cup, presented by His Majesty the King, 
and £200, presented by Sir Charles C. Wakefield, Bart. 


A REMINISCENCE. 


The start for a handicap race on an Aerial Derby Day at Hendon in 1913.—A Beatty: 
Wright and a Grahame-White box-kite on the starting line. ; 
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“ Fiicur’ Photograph. 


Here are some of the Press comments regarding the “{Bristol”’ 
Single-Seater Fighter shown at the Paris Aero Exhibition: 


“THE AEROPLANE,” July 11th, 1928. 

“The real clou of the Show, the thing which everybody who was anybody in aviation 
went to see, was the ‘Bristol’ Single-Seater Fighter . . . Though our old friends the 
Bristol Aeroplane Company from their earliest days .. . have been noted for the excellence 
of their workmanship, and though everyone will freely admit that Bristol workmanship 1s still 
unsurpassed by anyone else ns 


“FLIGHT,” July Sth, 1928. 


“The Cameo of the Show,’ this was the expression used by a French engineer in reference 
to the ‘Bristol’ Single-Seater Fighter.” 


“THE TIMES,” June 30th, 1928. 
«  . .. A Single-Seater Fighter shown bythe Bristol Aeroplane Company . . . very 


considerably surpasses any other in the Show in performance, ingenuity of design, work- 
manship and equipment . . .” : 


Fall particulars on application to: 


THE BRISTOL AEROPLANE CO., LTD., 
FILTON — BRISTOL. 


Telegrams: ‘‘ Aviation, Bristol.” ; Teleph ne: 3906 Bristol. 
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WORKSHOP NOTES ON THE BUILDING OF METAL HULLS. 
By M. Lanciny, A.M.I.N.A., A.M.I.Ae.E.* 


INTRODUCTION. 

An earlier article (see THE AEROPLANE, Mar. 28, 1928) dealt 
th the constructional design of a metal flying-boat hull. 
1e present one will describe the adaptation of shipyard 
ethods to the building of the hull illustrated in that article. 
ying-boat building is little more than shipbuilding on 
smaller scale and if our designers are going to meet the 
mpetition of cheap production of excellent designs on the 
yntinent they must turn to the experience of our genera- 
ms of shipbuilders. 
It will not be found that metal construction in any way 
rhtens the load of the designer and draughtsman when 
mpared with wood construction. Much greater exactitude 
necessary and the design must be considered in detail. 
1 all-metal hull should not be put in hand until the 
sallest parts have been worked out on paper. Metal does 
tt lend itself to subsequent modification and everything 
ust be foreseen. 
For the sake of economy in the works, drawing office ex- 
‘mses are certain to increase when changing over to the 
wer material We have a fair comparison in the 
fference between a modern constructional engineer on steel 
ume building work, and the jobbing carpenter and brick- 
yer who used to get.on almost equally well with or with- 
t architect’s drawings. 

In the works, however, economies may be effected by 
e standardisation and efficient layout of plant to secure 
e minimum movement of material between processes. 
herever possible, standard jigs and tools should be made 
» and it will be found that a greater degree of accuracy 
d interchangeability of spares will be obtained. 

As has already been pointed out, the design department 
ould see that hand work is eliminated on every possible 
casion, and whenever a process such as annealing can be 
ssed over, this should be done. One of the most important 
alities in a metalwork draughtsman is the power of 
sualising every bit of work which must be done to the 
tail he is designing, and to help the workman to dodge 
ery unnecessary process. Too often one can see all this 
rgotten in the heat of developing some pet scheme with 
eat unconcern of the difficulties and expense involved in 
development. The number of different angle and channel 
ctions used for stiffeners and lugs should be kept down 
thlessly and those permitted should be standardised. 


PROCESS OF BUILDING. 

The first thing to be done in the works is the laying off 
the lines full size in the mould loft. The offsets supplied 
the drawing office could hardly be given with a greater 
curacy than .10 in. since they are usually prepared from 
lines drawing done in a scale of 1/12th full size. Much 
ne will be saved both in the works and drawing office, if 
2 body offsets are given to frame stations and not to the 
- equidistant ones which have no structural meaning 
The actual process of laying off will not be described, since 
Presents no novel features and is fully understood by any 
ipwright used to boat or ship work. An admirable text- 
ok on the subject is Attwood and Cooper’s “‘ Laying Off, 
_ the Geometry, of Shipbuilding ” (Longman, Green and 
pe One point does deserve mention, however, and that is 
? importance of having a perfectly flush mould-loft floor, 
je from excessive cracks and knots and of ample size. 
4s 1s a thing which may be insufficiently realised by those 
shout actual loft experience. 
tie floor should be of at least 13 in. thick, of hard straight 
uned pine in wide planks, close-butted together with the 
tenings so arranged that the surface may be dressed 
eee 
‘In the issue of Mar. 28 the name of the author of the article on 
_Constructional Design of Metal Hulls was mistakenly given ee 
Langley. The correct name is that given above. 


periodically. For each 45 ft. hull a space of 55 ft.x20 ft. 
should be provided and if several designs are going through 
at about the same time, it should be remembered that it may 
be necessary to leave the lines of each one down on the floor, 
for as long as the boat is on the stocks. 

The lines having been faired in the usual way with all 
frames, stringers, floor lines and shell plating edges added, 
a check on all the offsets should be returned to the drawing 
office, and wood templates prepared for the shops. A 
‘“ scrive board’? should be made at the same time. This 
will differ from a shipyard scrive board in that the work is 
of such small size that actual ‘‘ scriving ’’ or cutting of the 
lines will not give the degree of accuracy required. 

The board may be made in the form of a table with a sur- 
face of three-ply or some light coloured veneer glued and 
screwed to a heavy top. The frame lines should then be 
drawn in pencil and the surface varnished to preserve them. 


From these frame lines templates or moulds are prepared. 
The only information taken from the scrive board is the 
outside contour of the frame. Each frame should be tem- 
plated in parts to represent its components—the floor plate, 
the side frame, the deck beam, the deck and chine corner 
brackets—the remaining information being taken from the 
drawings. 

It should then be possible to lay each template on a piece 
of sheet of the appropriate thickness and to transfer all the 
particulars on to it for cutting and shaping. 

When only one machine is being built, the templates may 
be in thin wood, doing no more than giving the outside 
shape of the finished plate. Other particulars may be added 
direct from the drawing. 

But when the building is on a production basis, it is ad- 
visable to have the templates in sheet steel, of, say, 18 s.w.g., 
containing the positions of all holes, so that they may be 
clamped to the plates and used as drilling jigs in addition to 
giving the outside contour. 

A further wooden mould, three quarters to an inch thick, 
may be made from the scrive board to each frame line, round 
which the shell angle of the frame may be bent to its correct 
contour. 

Reference to the drawings included in the earlier article 
show that in the particular design given, these contour lines 
are, for the most part, straight. It is possible to design a 
hull with the deck camber, the radius of the deck corner 
brackets and the flare under the chine, constant throughout 
most of the length, thus reducing the number of moulds 
necessary, cheapening and simplifying the construction. 

At this stage the levelling of the frame shell flanges to 
follow the fore and aft run of the boat should be done. For 
this, it is necessary to turn to the scrive board again and to 
use a bevel measurer of the type shown in Fig. I. 

Suppose that the bevel of the frame at ‘‘B’”’ as shown on 
the scrive board (Fig. II) is required. Then the arrow mark 
on the bevel measurer is applied to a point ‘“‘ A ” opposite 
“‘B ” on the next frame, the adjustable distance ‘‘ Y ’’ made 
equal to the frame spacing and the point of the movable leg 
“I,” is brought up to “B.” The angle of ‘‘L,” to the 
vertical leg of the bevel measurer gives the required bevel. 

Since the bevel, particularly on the frames at the ends of 
the boat is likely to vary considerably between the dorsal 
and keel, the bevel measurer should be used at four or five 
different positions on every frame. 

_On setting up the keel and dorsal one may follow the prac- 
tice of boat and launch builders in using a stout pine mould 
cut out to the longitudinal profile of the hull. This should be 
erected and shored up in the actual position in which the 
boat is to be built, under cover and with a convenient run- 
way above to lift the hull, when complete, on to a trolley 
for removal. The keel and dorsal plates may then be built 
into it complete, their top and bottom flange angles added 
and the whole riveted together. In the meantime the frame 
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ADJUSTED TO FRAME SPACING. 


BiGeie 


webs and angles should have been prepared on the bench 
and be ready to erect on to the keel and dorsal in complete 
half units (port and starboard). 


A constant watch must be kept by the shipwrights on the 
fairness of the hull as the work proceeds. Distortion of the 
vessel in the transverse direction is likely to occur as the 
various weights are added bit by bit. The verticality and 
straightness of the profile mould should be checked all the 
way along its length every day, and any sagging corrected 
at once. In the same way, the frames must be checked before 
they are finally rivetted up. Until the stringers are actually 
riveted into the structure, ribbands will of course be neces- 
sary to support the frames. 

These should take the form of pitch-pine battens running 
the length of the boat and clipped to every frame, there 
being one, two or three inches from the eventual position of 
each continuous stringer. 

As will be seen from Fig. III, the rigidity of the frame 
to ribband attachment depends on the tightness of the bolt. 
If the frame distorts fore and aft the bolt may be slackened 
off slightly, the frame tapped back into position, and the bolt 
tightened again. It is usual in full-sized shipbuilding to 
lay off the ribbands carefully in the mould loft before they 
are actually required, and to mark on them the exact position 
of every frame. 

The importance of a day-to-day inspection of the hull for 
local distortion or sagging cannot be over-estimated. iit; 
say, a shell plate has been templated from a structure which 
has fallen out of truth, then the plate must either be scrapped 
or an unfair line expected in the finished boat. And that 
unfairness becomes all the more evident when covered by a 
sheet of shell plating. - 

When the franies are finally riveted up they are 
ready for the positions of stringer angles and 
plate edges to be marked on them. ‘These are 
‘transferred from the loft floor or scrive board to 
the frames in the usual shipyard manner by 
means of flexible laths girthing the frames. 


Ay din 
vit 


ee 


Again following shipyard practice, these lines must } 
faired in on the hull by clipping light battens along th 
frame marks from end to end adjusting them until the 
are satisfactory. The only thing which can ensure real fai; 
ness in these lines is the eye of an experienced shipwright 

The next item is the cutting of such notches as are neces 
sary to pass the continuous stringer and girder angle 
through. Once the keelsons and side intercostal girder 
are built in, a start may be made with the shell plating. , 
photograph of one of the earlier metal hulls, at this stage 
its construction, may be seen in Fig. IV. 

Since the hull is ‘‘ clinker straked,’’ that is, with the lowe 
edge of each strake of plating as “ sight edge ”’ except fo 
the keel, the first strakes put on are the garboard ones (thos 
each side of the keel). Until such time as the plating | 
nearly completed and the profile mould can be cut away, th 
keel plate cannot be added. It is the last thing riveted o 
before painting the inside. 

The plating is continued strake by strake. Each plate j 
first cut to shape, this being picked up, if necessary, by mean 
of a template from the framing, It is then beaten or rolle 
to fit the contour, the lower edge joggled over the previon 
strake and temporarily clipped into position again. Th 
run of the frames and continuous stringers can now be marke 
on, and the plate taken down again for drilling. Th 
drilling for the short inter-frame stiffeners should also 
done at this stage, and these stiffeners riveted on after anod 
treatment but before the plate is finally re-erected. 

The plate is now clipped into position again on the fram 
work, and acting as its own drilling jig, the rivet hol 
driiled in the frame and ‘stringer flanges. Before rivetin 
it should be bolted up with service bolts in at least ever 
fourth hole. To rivet each plate on as soon as erected © 
rather liable to lead to distortion of the framework. 0 
these grounds and also probably to distribute the work moi 
economically it is advisable therefore to leave the rivetin 
until most of the shell plating is bolted in position. Rivetin 
is dealt with in a later paragraph and no more need be sai 
about it here. 

It is during the shaping and fitting of the shell platin 
that most of the defects due to designing a hull with elabora' 
flares and curves show themselves. In the first cutting \ 
the plate, ‘‘Sny”’ (a concave edge-to the plate) may | 
found. This is difficult to allow for and not simple to c 
exactly, besides putting up the percentage of scrap meta 
Again in the shaping, rolling to single curvature is vei 
much easier than beating to convexity, which calls for all tt 
skill of experienced panel-beaters, particularly as duralumi: 
even when annealed repeatedly, is always liable to crac 
under hanimering. The metal must be heat-treated eithi 
when rolled or beaten, but rolling calls for no addition 
annealing if it can be done during the ‘“ soft phase.” 

When the shell plating is completed there remains litt 
to be done to the hull except the addition of cockpit com 
ings, fittings, towing rings, etc., all of which are fair 
straightforward and call for no particular comment. | 

As is the rule in most aircraft works, all workmen engagi 
in or on the machine should wear plimsoles. Hven so, tl 
anodic surface of the metal is liable to wear very thin in ot 
or two places which are constantly being walked upon. 


Fig. 4. 
(Reproduced by Courtesy of the Royal Aeronautical Society.) 


Metal hull framing ready for plating. 


ILY 25) 1928 Aeronautical En gineering (Supplement to THE AEROPLANE) 207 


‘Blackbur 


AIRCRAFT. 


THE BLACKBURN LYNCOCK SINGLE-SEATER FIGHTER 


4é 


The behaviour of the Lyncock was amost remarkable 
demonstration of what can be done to-day towards 
_ producing acheap moderately- powered a - 
performance fighter. With an Armstrong-Siddeley 
“Lynx engine of 200 hp only, this machine carries 
the same fuel and armament as are carried on 
standard Service Fighters...... and her performance 
is practically identical with that ofany fighter now 
in use inthe R.A.F. that has an unsupercharged 
engine. If fitted, as if can easily be, with the 
supercharged Lynx’ it would equal even these latter.” 


The Aeroplane May 23 (928; 
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The hull is now ready for painting and weighing before 
being handed over to the riggers for assembly with the main 
planes, engine, tail and control units. All the main attach- 
ment fittings for these parts, even when in steel, should have 
been erected before the boat leaves its building berth. Subse- 
quent drilling and riveting is both uneconomical and un- 
satisfactory. 

PROGRAMME OF PROCESSES. 

The various processes through which each piece of plate 
or angle passes on its way from store to final erection are 
as follows :— 

(x) Cutting out the blank in its flat developed shape. 

(2) Annealing to 360°C. or heat treatment to 480°C. de- 
pending on the amount of work to be done in shaping. 

(3) Rolling, beating or drawing to shape. Punching of 
flanged lightening holes, etc. 

(4) If the article has been annealed then heat treatmnt 
to 480°C. must follow here. 

Some means of recognising the exact state of all metal in 
the workshops should be adopted to distinguish between 
parts which have been completely heat-treated and those 
which have only been annealed. The charge hand on the 
salt-bath plant should be held responsible for stamping all 
annealed material as such and only deleting that marking 
when it is eventually returned to him for heat treatment. 
Without this it is exceedingly difficult for the inspection and 
progress departments to keep track of all units, relying solely 
on the word of the workmen concerned. 

(5) After heat treatment some slight re-shaping may be 
necessary but it must be done quickly before age-hardening 
sets in. 

(6) The article should now be anodically treated and 
greased with lanoline. Every small unit must be treated 
separately before riveting into assemblies, however small 
these may be. 

(7) The unit is ready for erection or riveting into some 
assembly which in its turn is erected into the boat. 


RIVETING. 

Hand riveting should be avoided not only on account of 
its expense, but also because of the unsatisfactory workman- 
ship in which it usually results. The heads are badly formed 
or cracked and the plating often damaged severely by the 
die. 


Pneumatic riveting gives very satisfactory results, pro- 
vided that reasonable care is exercised and the anodic sur- 
face of the surrounding plating is not disturbed. The 
hammer may be of a similar type to that used in shipyards 
for light caulking. The ‘ dolly ’? must be heavy enough and 
should be shaped to take the rivet head. 


Better workmanship might be abtained with a single pres- 
sure riveting tool similar in action to the hydraulic machines 
used on constructional steelwork. But the principle would be 
difficult to apply to shell riveting since the opposite ends of 
the rivets are usually separated by so much structure, 


As much of the work as possible should be done on the 
bench by a single pressure tool of this type before erection. 
For instance, the half-frames may be finished off complete and 
all inter-frame stiffeners attached to the shell plates. 

During the riveting the following precautions should be 
taken :— 

(x) A number of rivets in a row should not be hammered 
up one by one in their order. The first should be in the 
middle of the row, then one at each end, then intermediate 
ones again and so on. 


(2) Service bolts should not be spared. Before a line 
of rivets is put in, every fourth hole should be bolted up 
and it is even advisable to bolt up a blank hole next on 
each side of the one into which the rivet is being put. 


If these precautions are not observed, it will be found 
that owing to the thinness of the plating, stretching and 
creeping will take place under the hammering. A stretched 
seam will be bowed outwards or inwards, and in flight, where 
reversals of loading occur, ‘‘ drumming ”’ will possibly take 
place and the rivets collapse. 


HEAT TREATMENT OF RIVETS. 


Rivets are not usually annealed since they cannot be heat: 
treated after hammering into position. It is found that if 
they are heat-treated and quenched they are, for at least an 
hour or two, as soft as if they had been annealed. This, 
then, is the usual procedure. They are heat-treated, quenched 
and used at once, Thus they can develop their full strength 
on ageing. It is therefore not advisable to heat-treat too 
many at once, since if the rivets have once hardened they 
will crack under hammering. é 


NEW AEROPLANES, 


The Cant 22. 


MADE BY CANTIERE NAVALE TRIESTINO, Monfalcone, Trieste. 
boat for the Trieste—Genoa service. 
WInGs.—Unstaggered biplane, triangulated 
much larger span than lower. 

covered. 

HuLi.—Oval section with Vee bottom and one step. Two stepped wing 
tip floats on overhang of lower wing. 

TaIL UNIt.—Normal monoplane type, tail plane high upon fin and wire 
braced. Unbalanced elevators, horn-balanced rudder. 

POWER PLANI.—Three 200 h.p. Isotta-Fraschini “ Semi-Asso”? engines. 
(These are one row six-cylinder versions of the 500 h.p. V twelve 
Asso.) Engines carried on engine mounts from hull or lower wing 
entirely independent of wing bracing. 

ACCOMMODATION.—Open cockpit for pilot ahead of wings, cabin for 
I2 passengers in hull. 

DIMENSIONS.—Span 21.0 m. (67 ft. ro in.), Length 16 m. (52 ft. 6 in.), 
Height 5.35 m. (17 ft. 7 in.), Wing area roo sq. m. (1,075 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 3,400 kg. (7,480 lbs.), Fuel 
and oil 900 kg. (1,980 lbs.), Pay load 900 kg. (1,980 lbs.), Loaded 


Civil flying- 


strut bracing, top wing 
Timber framed wings, fabric 


weight 5,500 kg. (12,100 lbs.), Wing loading 55 kg./sq. m. (112 
lbs./sq. ft.), Power loading (750 h.p.) 7.34 kg./h.p. (16.1 lbs. /h.p.). 

PERFORMANCE.—Maximum speed 180 km.h. (112 m.p.h.), Minimum speed 
Ioo km.h. (62 m.p.h.). 


The Cant 23. 


Mabe BY CANTIERE NAVALE TRIESTINO, Monfalcone, Trieste. Civil pas- 
senger carrying aeroplane for long stage routes. 

WinGs.—Unstaggered biplane, rigid strut Warren bracing and large 
overhang on top plane. Wings of mixed steel and duralumin 
construction. 

FUSELAGE.—Rectangular section, built on duralumin formers, corrugated 
duralumin sheet covered. 

TAIL UNIT.—No data available. 

UNDERCARRIAGE.—Normal Vee type, rubber cord sprung. 

POWER PLant.—Three 200 h.p. Isotta Fraschini ‘* Semi-Asso”’ engines 
with frontal radiators. One petrol tank behind each engine (about 
250 litres—55 galls. each), with A.M. pump feed to carburettors. 

ACCOMMODATION.—Open cockpit behind central engine for crew of 
two, with W.T. installation. Cabin for ten passengers behind. 


The Cant 22 Seaplane. 
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“CALCUTTA ”’ 
All-metal Air Liner 
for 15 passengers 
and crew of three. 
(Bristol ‘‘ Jupiter’ Engines.) 
Imperial Airways, Ltd 


“ SINGAPORE” 


All-metal Naval Type- 

Recently returned from 

Sir Alan Cobham’s 

flight of survey round 
Africa. 

(Rolls -Royce ‘‘Condor’’ Engines.) 


ALL-METAL 
FLYING BOATS. 


SHORT BROS. (Rochester & Bedford), LTD., ROCHESTER. 


Telephone—Chatham 2261. 
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DIMENSIONS.—Span 21 m. (67 ft. 10 in.), Length 14.0 m. (45 ft. x2 in.), 
Height 4.8 m. (15 ft. ro in.), Wing area 91.6 sq. m. (985 sq. ft.). 
WEIGHTS AND LOADINGS.—Weight empty 2,775 kg. (6,105 lbs.), Crew 
200 kg. (440 lbs.), Wireless and instruments roo kg. (220 lbs.), Fuel 
and oil 600 kg. (1,320 lbs.), Pay load goo kg. (1,980 lbs.), Weight 
loaded 4,575 kg. (10,065 lbs.), Wing loading 50 kg./sq. m. (109 
lbs./sq. ft.), Power loading 6.1 kg./h.p. (14.2 lbs./h.p.). 

PERFORMANCE.—Maximum speed 200 km.h. (124 m.p.h.), Minimum speed 
95 km.h. (59 m.p.h.), Ceiling 5,000 m. (16,400 ft.), Guaranteed range 
at 140 km.h. (87 m.p.h.) 1,000 km. (621 miles). 


The Cant 27. 


MADE BY CANTIERE NAVALE TRIESTINO, Monfalcone, ‘Trieste. 
flying-boat. 

WINGsS.—Strut braced (Warren truss) biplane, lower wing smaller in 
chord and span than top. Inset narrow chord ailerons on top 
only. All metal (presumably light alloy) construction. 

Hvuiut.—Nearly rectangular section with slight Vee on bottom and 
rounded corners on top. Single step well behind C.G. All of 
light alloy. Two stepped wing tip floats under lower wing. 

Tat. UNiIt.—Normal monoplane type. Tail plane well clear of water 
on fin and strut braced below to hull. MHorn-balanced rudder, 
plain elevators. 

POWER P.LANT.—One JIsotta-Fraschini ‘‘ Asso” 500 h.p. engine in 
nacelle below top centre section. Fuel tanks in hull below engine. 

ACCOMMODATION.—Mooring cockpit in bows of hull, followed by cabin 
with accommodation for six seats. Side-by-side dual control seats 
for crew behind wings. 

DIMENSIONS.—Span 19.0 m. (62 ft. 4 in.), Length 11.55 m. (38 ft. ro in.), 
Height 4.20 m. (13 ft. 9 in.), Wing area 64.5 sq. m. (690 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 2,000 kg. (4,400 lbs.), Fully 
loaded 3,300 kg. (7,260 lbs.), Wing loading 5: kg./sq. m. (10.5 
lbs./sq. ft.), Power loading 6.6 kg./h.p. (14.5 lbs./h.p.). 

PERFORMANCE.—Maximum speed 200 km.h. (124 m.p.h.), Minimum speed 
Ioo km.h. (62 m.p.h.), Range 800 km. (s00 miles) at 170 km.h. 
(105 m.p.h.). 


Passenger 


The Caproni 97. 


SS 


The Focke-Wulf Mowe (geared Jupiter engine), 


Mave BY LA SOCIETA PER LO SVILUPPO DELL’AVIAZIONE IN ITALIA, Milan 
General utility cabin monoplane. | 
WincGs.—High wing monoplane, strut braced, uniform in chord ant 
section except for rounding at tips. Constructed of steel tubing 
not welded, and fabric covered. Large unbalanced ailerons, 

FUSELAGE.—Rectangular section, steel tube framing, not welded, 

UNDERCARRIAGE.—Split-axle type with vertical telescopic legs attachec 
to front wing spar bracing strut. One half axle and one thrus| 
tube hinged to lower fuselage longeron on each side, 

Tat, UNIt.—Normal monoplane type. Tail-plane adjustable in the air 
Horn-balanced rudder. 

POWER PLANT.—Machine may be fitted with either one, two or three 
engines. The normal civil type has three air-cooled radial engine 
of 100-130 h.p. (Armstrong Siddeley Mongoose in illustration), 
Alternatively two radial engines of 200 h.p. (Lynx, Titan, Whirl. 
wind or the like) or one 420 h.p. (Jupiter) may be fitted. Wing 
engines mounted on nacelles supported from wing struts vertically 
over undercarriage legs. Fuel tanks in wings giving gravity feed. 

ACCOMMODATION.—Pilot in the usual enclosed cockpit in line with lead. 
ing edge of wing. Civil type has cabin for six, lavatory anc 
baggage space behind. The twin-engined versions may be equipped 
for reconnaissance or light bombing purposes, in which case an 
observer is apparently placed in the nose of the fuselage and 4 hack 
gun position is arranged behind the wing. 

DIMENSIONS.—Span 16.0 m. (52 ft. 6 in.), Length 10.85 m. (36 ft. 7 in,), 
Height 3.5 m. (11 ft. 6 in.), Wing area 40 sq. m. (429 sq. ft.). 

WEIGHTS AND LoaDINGs.—(Three-engined civil type): Weight empty 
1,200 kg. (2,640 lbs.), Fuel and oil 400 kg. (880 lbs.), Load, including 
pilot, 600 kg. (1,320 lbs.), Weight loaded 2,200 kg. (4,840 Ibs.), Wing 
loading 55 kg./sq. m. (11.2 lbs./sq. ft.), Power loading 7.0 kg./h.p. 
(15.4 lbs./h.p.). . 

PERFORMANCE.—Maximum speed 195 km.h. (121 m.p.h.), Minimum speed 
99 km.h. (62 m.p.h.), Service ceiling 5,000 m. (16,400 ft.). 


The Focke-Wulf “Mowe” Type A.17. 


Mabe sy THE FockKEe-WuLr FLuGzeucBAU A.G., Bremen. Nine Das: 
senger commercial machine, ordered by the Luft Hansa A.G. 
WINGS.—High wing cantilever monoplane. Wing tapers in chord and 
thickness to tip. Ailerons on skewed hinge line with increasing 
chord towards wing tip. Box spars, three-ply ribs and three-ply 
covering. ; 

FUSELAGE.—Rectangular section, of welded steel tube, wire braced. 
Cabin section covered in three-ply, rest in fabric. 

TaIL UNIT.—Normal monoplane type, without external bracing, except 
for a pair of struts to tail-plane rear spar from bottom of fuselage, 
Steel tube framing, fabric covered. 

UNDERCARRIAGE.—Split-axle type. Axles hinged to lower edges of 
fuselage and supported by a thrust tube also hinged to fuselage. 
A vertical strut runs from axle end to a slide carried in the nose of 
the wing from the front spar. Rubber shock absorbers fitted at 
this slide. ; 

POWER PLANT.—One Jupiter-engine ungeared 420 h.p. (type A.17) or 
geared 480 h.p. (type A.17a). Fuel tanks (2) in leading edge of 
wing give gravity feed to carburettor. Oil tank in fuselage behind 
engine. Jupiter exhaust manifold and long exhaust pipe fitted. 

AcCCOMMODATION.—Side-by-side pilots’ seats with dual control under lead- 
ing edge of wing with windscreen running up to wing. One baggage 
compartment under floor of pilots’ cockpit, and one mail compart- 
ment below pilots’ seats. Cabin 3.5 m. x 1.5 m. x 1.8 m. high 
(rr ft. 6 in. x 5 ft. 3 in. x 5 ft. xr in.) below wing. Lavatory 
and baggage room side-by-side behind cabin. Cabin seats 9 pas- 
sengers in seven single and one double seat. 

DIMENSIONS.—Span 20 m. (65 ft. 7 in.), Length 13 m. (42 ft. 8 in), 
Height 4 m. (13 ft.), Wing area 62.5 sq. m. (674 sq. ft.). 

WEIGHTS AND LOADINGS.—(Type 17a geared engine): Empty 2,450 kg. 
(5,390 lbs.), Fully loaded 4,000 kg. (8,800 lbs.), Wing loading 64 
kg./sq. m. (13 lbs./sq. ft.), Power loading 8.3 kg./h.p. (18.3 lbs./h.p.). 

PERFORMANCE.—(Type 17a geared engine): Maximum speed 108 km.h. 
(123 m.p.h.), Cruising speed 16) km.h. (109 m.p.h.), Climb to 1,00 m. 
(3,280 ft.) 6.6 mins., Ceiling 4,500 m. (14,800 ft.). Type 17 ut 
geared engine at 3,625 kg. (8,000 lbs.)) : Maximum speed 169 km.h. 
(105 m.p.h.), Climb to 1,000 m. (3,280 ft.) 8.4 mins. 
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BLACKPOOL AIR PAGEANT 


JULY 6 & 7 
The Inter-Club Members’ Handicap Race Owner Pilots’ Handicap Race (Final) 
(Final) Ist. Norman Jones 
1st. Dr. Dixon (Newcastle Aero Club) 3rd. Fit. Lt. Soden 
3rd. W. J. Brighton (Midland Aero Club) DAILY DISPATCH NOMINATION 
INTER-CLUB RELAY (Final) HANDICAP (Final) 
1st. Midland Aero Club. Ist. Miss O’Brien 


CASTLE BROMWICH AIR 
PAGEANT 


JUNE 9 
6 more successes 


AIR) LEAGUE, CHALLENGE CUP 
ist. Sqdn. Leader Probyn. 2nd. Norman Jones 
SECOND SUCCESSIVE WIN 1927-1928 
MIDLAND INTER-CLUB HANDICAP 
ist. Newcastle Club 2nd. Norman Jones 
MIDLAND OPEN CHALLENGE CUP 
and. Nottingham Club 3rd. Sqdn. Leader Probyn 


KING’S CUP AIR RACE 


JULY 21 
and. C. F. Uwins 4th. Capt..H. S. Broad 
Bristol Io! D. H. Moth 
Jupiter Engine D. H. Gipsy Engine 


All won on 
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THE HAL TRICKS 


Winner for the third year in successtm 


The 1,100 mile Race round Britain h 


THE KING{ 


s 


Capt. W.L. Hope, pilot wes 
of the winning Moth 
machine in the 1928 
King’s Cup Race, con- 
gratulating Miss W.E. 
Spooner, the only lady 
in the race, who finished 
third on another Moth 
and secured the Siddeley 
Trophy Tour Challenge 


Cup. 


ew Streets 
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SAFEST 
BEST 
PERFORMANCE 
MOST 
ECONOMICAL 


EASIEST 
TO LEARN 
TO FLY 


FIRST - 1926 


| FIRST - 1927 
} | FIRST - 1928 


MOTH 


Pilot — CAPT. W. L. HOPE 


the machine was a STANDARD G TYPE MOTH 
tted with an 85 /100 h.p. DE HAVILLAND 
GIPSY ENGINE. 


MOTHS were also placed : 
a4tth., Sth., Oth, 7th., th. and 12th. 


Vhat greater evidence can there be of the Moth’s reputation as 
THE BEST LIGHT AEROPLANE IN THE WORLD” 


For full particulars of the Gipsy Moth write : 
THE DE 0 Smeg AIRCRAFT COMPANY LTD. 
igs odrome, Edgware, Mi nes 


Telegrams : Ha ving inf 53 ee lindale. Tele phon : Coli ndale 6160-6163 
TAVILLAND AIRCRAFT PTY. LTD. THE DE HAVILLAND AIRCRAFT OF CANADA LTD. 
ee Site ate So uth Me ben urne, Australia toor Federal Buildings. ee Richmond Street West, Toronto 2, Canada, 
: Moth, Melbourne. itp elegrams : Moth. Toronto. 


NDING WITH ADVERTISERS. 
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The Savoia-Marchetti 64 on the 


The Savoia Marchetti 64. 


MADE By SociEYaA IDROVOLANTI ALTA-ITALIA, Milan. Designed and built 
expressly for an attack on the World’s duration and distance 
records. On May 31 to June 2 the machine established a duration 
record of 58 hrs. 37 mins., and thereafter leaving Rome on July 5 
it was flown non-stop to Touros, near Port’ Natal, on the Brazilian 
coast. 

GENERAL DESCRIPTION.—This machine is a sort of land version of the 
famous S.55 seaplane of the same make. It has an enormous 
cantilever monoplane wing, with a small nacelle slung below it 
centrally for the crew. Two enormous tail booms are arranged 
on each side of the nacelle, the upper one springing from the upper 
wing surface, the lower one from the base of the undercarriage. 
A normal monoplane tail is fitted at the end of the booms. High 
above the wing, over the nacelle, is a power egg with one engine 
‘driving a pusher screw. 

Wincs.—Thick section monoplane tapering in chord and thickness to 
tips. Built in one piece, on three spars and plywood covered. 
Unbalanced ailerons. 


Aeronautical Engineering 


taking-off causeway at Montecellio, Rome, 


Bopy.—The small central nacelle is oval in section, and is really 
part of the wing. 
‘Tar, Unit.—Normal monoplane type. Rudder horn-balanced. 
UNDERCARRIAGE.—T wo axles hinge to the bottom of the central body 
are supported from the structure, which carries the lower of the 
tail booms on each side. Details of structure not available. 
Power PLaNt.—One Fiat A-22; engine, 500 h.p., in streamline egg carried 
above wing by two pairs of N. struts. Petrol tanks (6,500 litres— 
1,343 galls.) distributed along three-quarters of the wing span, 
AccoMMopation.—Crew of two in central body which has dual ¢on 
trol seats in line with the leading edge, and gives room for either 
pilot to lie down and rest. : ; 
DIMENSIONS.—Span 21.5 m. (7o ft. 7 in.), Length 9.0 m. (28 ft. 7 in.) 
Height 3.7 m. (12 ft. 2 in.), Wing area 60 sq. m. (645 sa. ft.), 
WEIGHTS AND LOADINGS.—Weight empty 2,400 kg. (5,280 Ibs.), Loadec 
weight 7,000 kg. (15,400 lbs.), Wing loading 116 kg./sq. m. (2 
Ibs./sa. ft.), Power loading 14 kg./h.p. (30.8 Ibs. /h.p.). 
PERFORMANCE.—Maximum speed at half load 235 km.h. (146 mph) 
Maximum range 11,500 km. (7,150 miles), 


R 


NEW ENGINES. 


The Isotta-Fraschini “‘Asso 1,000.” 


MapE By LA FABRICA AUTOMOBILI IsoTTA FRASCHINI, Turin. 

-Type.—18-cylinder three-row water-cooled, 

CYLINDERS.—Separate steel barrels, welded-on separate steel jackets, 
tied together by light alloy head casting in one block for each 
row. Four valves per cylinder. Bore 150 m/m., Stroke 180 m/m., 
Compression 5.3. 

Pistons.—Of aluminium alloy. Four rings above gudgeon-pin, which 
floats in piston and little-end. 

VALVE GEAR.—Two overhead camshafts, one for inlet and one for ex- 
haust, supported from cylinder head castings of each cylinder row. 
Valves controlled by rockers. Valve gear totally enclosed by 
bolted-on casing. 

CONNECTING Rops.—Central master rod, two articulated side rods. 
H section. 

CRANKSHAFY.—Six-throw type, on seven plain bearings with one double 
row ball thrust. 

CRANKCASE.—Three piece of magnesium alloy castings. Upper section 
carries cylinders only. ‘The central carries all crankshaft bearings, 
the lower is an oil retainer and cover. 

CARBURATION.—Six vertical carburettors fitted between cylinder rows 
each feed three cylinders. 

L,UBRICATION.—Normal dry sump system, 
seavenger pumps—gear type. 

STARTING GEAR.—Distributor for gas or compressed air starting. 

AUXILIARY DrRives.—All contained in a rear cover bolted to crankcase 


All 


with one pressure and two 


end. Magnetos driven by helical pinions on horizontal lay shafts 
above crankshaft. Water pump drive through vertical shaft below 
magnetos. 


AIRSCREW DRIvVE.—Direct. 

WriIcut Dry.—-803 kg. (1,767 lbs.) —0.80 kg. (1.76 lbs.) per h.p. 

PERFORMANCE.—Normal output (guaranteed) 900 h.p. at 1,550 r.p.m., 
Maximum 1,000 h.p. at 1,700 r.p.m., Consumption .22 kg. (.484 Ibs.) 
per hour fuel and .o18 kg. (.04 lbs.) per h.p. hour oil. 


The Walter Castor. 


MADE BY J. WALTER AND CoO., Praha-Jinonice, Czechoslovakia. 

Typr.—Air-cooled radial, seven cylinders. 

CYLINDERS.—Bore 135 mm., Stroke 170 mm., Compression ratio 6 to I. 
Forged steel barrels, with integral cooling fins. Aluminium alloy 
heads heat-treated, screwed on and locked by a screwing-up and 
clamping bolt on a split section of the head. Heads easily removy- 
able. Two bronze valve sets pressed into head. 

Pistons.—Heat-treated aluminium alloy with domed heads. 

CONNECTING Rops.—One ‘“* H” section master rod of nickel-chrome steel. 
Big-end consists of two large diameter rings forming roller bear- 
ing races, with space between rings for the six auxiliary rods. 
These are circular section (hollow). 

CRANKSHAFT.—T'wo-piece built-up type with counterbalance weights on 
both webs. Runs in two journal roller bearings and one thrust 
bearing, with an auxiliary roller bearing for the tail shaft. 

CRANKCASE.—In two parts, split on centre line of cylinders, bolted 
together by bolts between cylinders, with removable front and 
rear covers. 

VALVE Grar.—A two-row cam-dise, concentric with crankshaft, is car- 
ried in the front of the crankcase and is driven by spur gears 
through a lay-shaft. ‘The valves are operated through push-rods 
the rocker-arms in the usual way. ‘Triple concentric springs fitted 
to each valve, with a return spring on the push-rod end of the 
rocker-arms. 


INDUCTION SystEM.—A twin Zenith type 60 D.C.J. carburettor supplies 
mixture to a chamber in the rear of the crankcase, containing 
a centrifugal fan driven direct from the crankshaft. Seven skewet 
induction pipes lead to inlet valves. Carburettor jacketed by 
warm oil from scavenger pump. , ! 
IGNITION.—Two Bosch G.F.7 or two Scintilla G.N.7 magnetos ar 
mounted on a transverse lay shaft below the crankshaft ot 
brackets cast on the front crankcase cover and are driven throug! 
a bevel gear from the end of the cam-gear lay-shaft. 


LUBRICATON.—Normal dry-sump system, Two gear-pumps are mounte¢ 


Cylinder and 


ol 
wm 
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TUTTLE PUMPER i 


The Boulton & Paul “Partridge” single 
seater fighter of all-metal construction. 


Boulton & Paul All-metal “Sidestrand” 
Day Bomber. Chosen recently after exhaus- 


tive tests as a Royal Air Force Service 
Machine. 


BOULTON & PAUL LTD 
pots! NORWICH: sort hsce, 


LONDON OFFICE: 135-137, Queen Victoria St., E.C.4 


‘Telegrams: ‘ Boutique Cent, London.” Telephone: Central 4642. 


Eee 
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The Castor engine (240 h.p.) 


in the bottom of the rear half of crankcase and spur gear driven 
from the crankshaft. 

AUXILIARY DRives.—Gear drives for petrol pump, revolution indicator, 
gas-starter distributor, dynamo, etc., are provided in a compartment 


in the rear cover completely shut off from the rest of the crank- 
case. 


VICKERS BRAKES 


It has already been chronicled that the Vickers Vanguard, which is 
for the time being in the service of Imperial Airways Lid., has been 
fitted with hydraulically-operated wheel brakes on the undercarriage 
and with a tail wheel in place of the tail skid. 


This braking system has been found very effective. It- permits of 
pulling up the Vanguard, which weighs 82 tons loaded, in some 80 
to roo yards without that scarifying effect on the aerodrome surface 
produced by the usual tail skid. 

The system is exceedingly simple both in design and in operation. 
The pilot has a brake-lever which operates a small hydraulic pump. 
Two backward and forward movements of this lever take up all brake 
clearances, but do not put the brakes on to any noticeable extent. 
On the third stroke the brakes are applied in direct proportion to the 
movement of the lever. The pilot is able to “feel”? the brakes through 
the lever, and ease off or pull on as is necessary, and he can instantly 
completely release them by pushing the lever forward and through 
a gate. 

The Vickers brake system comprises a small oil reservoir, lever- 
operated pump with special valve (pilot’s control), piping system and 
brake assembly mounted on axle together with special wheels. 

The wheels are of Vickers-Palmer design with steel brake drum 
integral with wheel, the three brake shoes are of aluminium alloy 
castings Ferodo lined, and the whole brake is of the internal expand- 
ing type operated by a simple hydraulic cylinder and plunger. The 
three shoes are arranged to give a servo action, i.e., the small load 
applied to the first shoe is increased by the action of this shoe 
and applies a much greater load to the second shoe and so on. The 
ultimate braking force is thus many times the initial force. 

Strong take-off springs are fitted and the shoes release instantly. 
The complete shoe assembly with operating motor, etc., is mounted 
on a disc carried on the axle and in that respect is very similar to 
the brakes of acar. The wheel is readily removed without in any way 


ToRQUE 
ROD 


YLINDER_ 


PISTON. 


~ 


BRAKE Blocks. 


The Vickers Brake. 


Engineering 


made by Walter and Co., Prague. 


WEIGHT.—248 kg. (546 Ibs.). 


PERFORMANCE.—Normal output 240 h.p. at 1,750 r.p.m. Maximum 
mitted output 260 h.p. Fuel consumption, of 50:50 per cent. 
and petrol mixture 0.72 to 0.23 kg. (0.48 to 0.50 lbs.) per h.p. h 


FOR AEROPLANES. 


disturbing the brakes. The necessary construction to take up the 
torque reaction depends upon the type of undercarriage. 

The brakes are completely enclosed and protected against 
mud and water. 

The piping system consists of solid drawn steel tubing of 
diameter and is easily installed. 

The pilot’s. control is in effect a lever operated hand pump y 
special non-return valve on the delivery side. The pump no 
sucks oil from the reservoir and forces it into the piping 5 
under pressure. The number of strokes usually required to 
the brakes with maximum effect is three and oil pressures wu 
1,000 lbs. per sq. inch can be obtained. The first two strokes serv. 
take up all clearances between the shoes and the drum, they 
take up all spring and raise the pressure to approx. 200 lbs. per sq. 
inch. | 

This pressure will not give a very strong braking force and there | 
is no difficulty in landing the machine under these conditions. The | 
final pull will raise the pressure from 200 to say 800 lbs per sq. inch | 
and give maximum braking effort. - 

When the pressure in the system exceeds 200 Ibs. per sq. in. the | 
special non-return valve is held permanently off its seat an ; 
pilot’s brake lever is in direct communication with the brake 
He can thus feel the brakes and control the amount of braking 
acar. Should it be necessary suddenly to reduce the braking eff 
zero the lever is pushed forward and sideways through thi 
(beyond the normal pumping action); this releases the pressure 
system and is instantaneous in action. 

In a normal landing complete brake control is obtained ¢ 
the third stroke. : 

The reservoir is kept filled with any thin non-freezing ©: 
the working pistons are fitted with self-adjusting packings a 
leakage of oil is nil. 

Air release plugs are fitted at each brake motor, but it is 
nécessary to withdraw these on the initial filling or on refilling 
having disconnected pipe line. a 

A pressure gauge mounted on dashboard gives indication 
pressure existing in the system. 

The whole installation is extremely light. : 

All parts are of simple construction and ample provision has ft 
made for wear. 

The brake linings are readily renewable. 

An efficient set of brakes enables the tail skid with its attendan 
disadvantages to be abolished and its place taken by a sprung castor 
wheel. 

This wheel is carried in a hollow steel fork, mounted on an oleo- — 
pneumatic shock absorber with a travel of three inches. The wheel 
can swivel through 90 deg. on either side of normal position, and 
for handling the machine in sheds and the like a bar can be ed 

through the hollow axle. ; 


AIRSCREW DRIvE.—Direct, through tapered seat and single key. 
| 
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The efforts of .the Societe 
Lorraine ensure steady 
progress in the value 
and reliability of 
Aviation. 


490)? ot y 


Over 5,000 
engines are in 
use all over the 
World. They are fitted 
to all types of aircraft, having 
made themselves indispensable by 
their regularity of operation. Their 
use in service has confirmed the brilliant 
reputation which they have obtained in the 
number of big flights made during recent years. 


LORRAINE | 


Telephone : Wagram 99.87. 
7 a 
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NEW TECHNICAL LITERATURE. 


Aerodynamics. 


“ Aeronautical Research Papers.” By J. H. Parkin. Bulletin No. 7, 
The University of Toronto. Published by The University of Toronto 
Press. 221 pp. No price stated. 


The aerodynamic laboratory at the University of Toronto is the 
only establishment of this type in Canada, and in addition to serving 
as part of the normal equipment of the University carries out ex- 
perimental work for the Air Board of Canada and for commercial 
aircraft constructing firms. 


Aeronautical Research Paper No. 16 describes the new R.A.E. type 
4-foot wind channel recently installed, gives an account of its instru- 
mental equipment and the results of investigation of the air flow 
therein. 


A.R.P. No. 17.—‘ Research on Channel Wall Interference”? was pub- 
lished in the Journal of the R.Ae.S. in December, 1927, and was men- 
tioned in abstract in Aeronautical Engineering, Jan. 25, 1928. 


A.R.P. No. 18.— Pressure Distribution over U.S.A. 27 Aerofoil with 
Square Wing Tips” gives very full data of pressure plottings on this 
wing section as a monoplane, and as an equal-winged biplane, gap 
equal to chord, for zero and 15° and 30° positive stagger. 


A.R.P. No. 18. “ Pressure Distribution over Géttingen 387 Aerofoil 
with Square Tips’ gives similar data for another aerofoil section. 


A.R.P. No. 19.—“ Biplane Investigation’’ gives lift, drag, and C.P. 
coefficients for the complete biplane and for each of the component 
wings of a series of models all equal-winged with gap equal to 
chord. Three aerofoil sections were used—Airscrew 4, U.S.A. 27, and 
G6ttingen 387—each at 0°, 159, and 30° stagger. 

This series of reports provide useful data for design purposes, more 
particularly as to the distribution of load for stressing purposes. They 
are concerned mostly with fairly thick wing sections and they show 
that in general biplane effects on sections of this type are not widely 
different from those which occur with the better known thin sections. 


“ Research on the Control of Aeroplanes.’ By Prof. B. Melvill Jones. 
Supplement to “ Nature,’? May 12, 1028. 


This is a report of a discourse given by Prof. Melvill Jones at the 
Royal Institution in February of this year, which well deserves to be 
read by all students of aeronautical engineering. In this lecture 
the author discusses in very general terms the history of the aero 
plane control, and the divergent views of those two schools of thought, 
one of which believed in making the aeroplane controllable and leaving 
it to the pilot to keep it right side uppermost, and the other in 
making the aeroplane stable so that the pilot had merely to steer it, 
and he shows fairly convincingly that neither school of thought was 
entirely right or entirely wrong. 


The problem of greatest importance in connection with aeroplane 
controls has always been that of control and/or stability at the stall. 
After the general consideration of the control v. stability question, 
Prof. Jones gives a very clear explanation of the dangerous 
characteristics of the stalled aeroplane, and of the reasons which cause 
it to become uncontrollable, illustrated by a number of records showing 
the actual motions of a stalled aeroplane when the controls are used 
in the normal way. ‘The main value of this lecture lies in the 
author’s well-known capacity for clear and easily-followed explana- 
tions of complicated phenomena. 

“The Effect of the Sperry Messenger Fuselage on the Air Flow at 
the Propellor Plane.” By F. E. Wick. Technical Note No. 274. 
The National Advisory Committee for Aeronautics, Washington. 

This report gives the results of an exploration of the air flow in 
the plane of the airscrew made with the full-sized fuselage of a 
Sperry ‘‘ Messenger’? aeroplane mounted in the 20 ft. wind tunnel 
of the N.A.C.A. at Langley Field. The tests were made at a wind 
speed of 75 m.p.h. 

The airscrew normally fitted to this aeroplane has a diameter of 
78 inches. With the three-cylinder engine in place, but with airscrew 
removed, the air velocity level with the blade tip at the top position 
was approximately that of the free air-stream, but dropped to 90 per 
cent. of normal at about 17 in. radius and to 84 per cent. at 12 in. 
radius. Below the airscrew centre speed was still measurably below 
normal at 60 in. radius (below the landing wheels of the machine). 
This definitely marked reduction below the airscrew centre is caused 
by the drag of the undercarriage. 

Exploration along a horizontal line (showed reduction in air 
velocity inside a radius of 20 inches less than either of those found 
on a vertical line, but becoming intermediate between that observed 
above and below the airscrew centre for radii above 20 inches. 

It is suggested that these variations in air flow are large enough 
appreciably to alter the airscrew characteristics, and that allowance 
for changes of this magnitude could with advantage be made in 
airscrew design. 

“The Distribution of Loads between the Wings of a Biplane having 
Decalage.” By R. M. Mock. Technical Note No. 269, The National 
Advisory Committee for Aeronautics, Washington. 

In this note the author firstly calculates the 
characteristics of certain biplane combinations, starting from the 
measured characteristics of model monoplanes, and applying biplane 
corrections as deduced from the Vortex theory by Fuchs and Hopf. 
Thereafter actual biplane models were tested in the wind tunnel 
and the results of test and computation are compared. 

There are marked divergences between computed and observed re- 
sults, particularly in regard to the relative distribution of load between 
the two wings. The upper wing carries a smaller proportion of total 
load than the calculations indicate. 

The discrepancies are ascribed to the incomplete representation in 
the calculations of the actual state of affairs. The aerofoils are repre- 
sented as lifting lines at a fixed distance apart. Actually the gap 
between aerofoils decreases towards the trailing edge, there is an 
increased velocity in the gap from this cause which decreases the 
circulation and lift on the upper wing and increases both on the lower 
wing. Moreover, the theory assumes that the trailing vortices are 
concentrated at the wing tips, whereas they are actually distributed 


aerodynamic. 


nearly elliptically along the span. By elaborating the mathematica} 
treatment the author considers the discrepancies could be removed, 

The discrepancies in question do not seriously affect the overall] 
characteristics of complete biplane combinations to any very important 
extent. 


The Aeronautical Research Committee. 

R. & M. No. 1103.—* The One-foot Wind Tunnel at The Nationa} 
Physical Laboratory; including Particulars of Calibration made with 
Pitot Tube and Vane Anemometer at Low Speeds.” By L. F, G, 
Simmonds, M.A., A.R.C.Sc., and L. J. Jones. 

Description of a small wind tunnel built for testing anemometers 
and small measuring instruments, and of tests made to calibrate it 
for wind speed and regularity of flow. 

R. & M. No. 1104.—‘' On the Flow of Air Behind an Inclined Flat 
Plate of Infinite Span.” By A. Fage, A.R.C.S., and F. C. Johansen, 
B.Sc. -Priceers. 3d. net. | 

Account of a series of measurements of the periodic flow behind a 
flat plate to investigate the nature of the wake, the rate of shedding 
of vorticity from the edges of the plate, etc. The results show that a 
vortex street resembling that suggested by Von Karman is formed, 
that the spacing of the vortices in that street differs somewhat from 
that shown in Von Karman’s theory, but that the measured drag 
closely approximates to that given by Von Karman’s formule if the 
measured values of vorticity and of vortex spacing are used. 

R. & M. No. 1105.—% The Aerodynamics of a Simple Servo-Rudder 
System.” By H. M. Garner, M.A., and Flt. Lt. C. E. W. Lockyer, 
R.A.F. Price 6d. net. 

An investigation based on aerofoil theory of the characteristics of 
the type of servo-rudder which consists of a narrow flap hinged to 
the trailing-edge of a rectangular rudder. This method of controlling 
a rudder will enable rudders of very large size to be controlled by 
small forces applied to the rudder bar. It is concluded from the in- 
vestigation that the angle of servo-rudder required to hold the main 
rudder over to any given angle varies little with the relative size of 
the servo-rudder and that it is therefore always advantageous to keep 
the servo-rudder small. The conclusions require checking by test 
on models of such rudders. 

R. & M. No. 1107.— Further Experiments on a Model of the ‘ Bantam’ 
Aeroplane, with Special Reference to the ‘Flat’ Spin.’ By A. B. 
Irving, B.Sc., and A. S. Batson, B.Sc. Price 1s. 3d. net. 

Report of the results of wind tunnel tests on a model of a 
“ Bantam’ aeroplane at large angles of incidence (up to nearly 
90°) and at various speeds of rotation. These show that the range 
of auto-rotation of this model extends from just below 20° to over 80° 
incidence. At certain incidences (50° to 80°) and at certain speeds 
of rotation the fin and rudder were found to tend to increase the 
rate of rotation. Removing wings and undercarriage had little effect 
on this reversal of the effect of fin and rudder and by removing suc- 
cessive sections of the tail plane it was shown that reversal was due 
to interference between tail plane and the fin and rudder. The fin 
and rudder on the body without tail plane gave nearly the same results 
as fin and rudder alone without body. 

At 60° incidence and moderate speeds of rotation the rudder control 
on the complete model is about half as great as the effect of fin and 
rudder alone. At higher speeds of rotation the rudder control on the 
complete model becomes greater than the effect of fin and rudder 
alone. 

The pitching moment tending to reduce incidence on the complete 
model increases steadily with increase of incidence up to 90° except 
between 42° and 50°, where the curve becomes nearly flat. The 
pitching moment due to the tail plane alone falls off slightly at above 
20° incidence, and beyond 32° incidence the total pitching moment 
for the complete machine is increasingly greater than that for tail 
plane alone. : 

The effect of rolling on the pitching moment of the complete machine 
at 44°, 60° and 90° incidence and with elevators at plus or minus 20° 
is an increase in moment with rotation. The effect with tail plane 
removed was small at incidences of 44° and 60°, but at 90° there was 
an increase in pitching moment rather less than that for the com- 
plete machine. Rotation was found to increase the drag of the model 
in all conditions at a rate increasing with incidence and with rate of 
rotation. 

R. & M. No. 1108.—* The Rotating Wing in Aircraft.” 
Wimperis, M.A., F.R.Ae.S. Price 6d. net. 

Reprint of a paper read before Section G of the British Association 
at Oxford, August, 1926. Contains an elementary survey of the theory 
of the rotating wing as applied particularly to the la Cierva Autogiro. 


R. & M. No. 1109.—* The High-Duty Compression Ignition Engine.” 
By D. R. Pye, M.A. Price od. net. ‘ : 
Reprint of a paper read before Section G of the British Association 
at Oxford, August, 1926. A general survey of the results of exper! 
mental work on compression ignition engines at the R.A.E. and at the 

Ricardo Laboratory. 


R. & M. No. r110.— Note on Some Fatigue and Density Tests made of 
Aluminium Aggregate.’ By H. J. Gough, M.B.E., B.Sc., Ph.D. 
Price 4d. net. 

Record of experiments made on normal polycrystalline specimens of 
aluminium for comparison with tests made on specimens in the fo 
of single crystals. The material was tested both “as rolled” at 
annealed. In both conditions markedly higher ranges of fatigue 
stress were shown by the polycrystalline material, a fact ke 
attributed partly to the strengthening effect of crystal boundaries which 
inhibit slip as between crystals and partly to the random orientation 
of crystal axes. The polycrystalline material show a small but 
definite decrease in density after alternate stressing. No such change 
of density could be detected in the single crystal specimens. 

R. & M. No. x111.— A General Theory of the Autogiro.” By H. G, 
Glauert, M.A. Price 1s. 6d. net. ; 

A mathematical investigation of the characteristics of the Cierva 
Autogiro on the basis of aerofoil theory. Certain simplifying assumP 
tions are made—i.e., that the angles of incidence of the blade elements 
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HAWKER AIRCRAFT 


‘“‘ Aeroplane”' Photograbh. 


The Hawker ‘‘ Hawfinch” is a new single-seater machine 

for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


iets Jab {ey 
HAWKER ENGINEERING Co., LTD. 


Specialists in Military Aircraft. 


Fam |) (Rees 


Zee.) AOS 
ZR 


Works: KINGSTON. 
Aerodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
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are always small, and that only the primary oscillation of the blades 
need be taken into account. It is also assumed that the induced 
velocity of the trailing vortex system resembles that of an aerofoil 
rather than that of an airscrew. 


An alternative method of analysis of the Autogiro by an estimation 
of the energy losses is developed in an appendix and leads to results 
in marked divergence in certain important details from those reached 
in the body of the report. 

The conclusion is reached that the L./D of an Autogiro is at best 
6 to 8, and that as the maximum speed is increased the “ stalling ” 
speed must increase too. 


R. & M. No. 1112.—‘On the Influence of Supercharging on the 
Performance of Aeroplanes.” By R. McKinnon Wood, M.B.E., B.A., 
A.M.1I.C.E., F.R.Ae.S. Price od. net. 

A general discussion on simple theoretical grounds of the effect of 
supercharging engines on the performance of aeroplanes. Three cases— 
(a) fixed airscrew, (b) variable pitch airscrew, and (c) variable speed 
gear and fixed airscrew—are considered. 

The result of supercharging is a loss of performance at low heights, 
unless ground boosting is employed, and a great improvement in 
performance at great heights. A variable pitch airscrew is necessary 
to get the full advantage of supercharging under all conditions, but 
such a screw has little value if performance at a definite operating 
height only without regard to time taken to reach that height is 
important. 

The variable speed gear cannot give such good all round performance 
as the variaDle pitch airscrew. 


R. & M. No. 1113.—“ Closed Vessel Explosions of Carbon Monoxide, 
Oxygen, and Nitrogen Mixture.’ By R. W. Fenning, M.B.E., 
BiSc., DAC. Price od. net. 

Record of the results of a series of experiments from which it is 
hoped to determine the dissociation of CO, and to estimate the 
specific heat of that gas at high temperatures. 


R. & M. No. 1116.—‘ Wind Tunnel and Dropping Tests of Autogyro 
Models.” By L. E. Caygill, A.M.I.M.E., and A. E. Woodward 
Nutt, B.A. Price 6d. net. 

Records results of tests on two four-bladed models of Auto- 
gyros, one of 2.2 ft. and the other of 10 ft. diameter, devised to obtain 
further information as to the behaviour of this type of machine in 
vertical descent. Tests of the smaller model were made in the 7 ft. 
wind tunnel, and both models were tested by dropping them with 
wings rotating from a height of 90 ft. and timing their descent. 

From these tests the coefficient of normal force in vertical descent 
was found to be 0.67 to 0.71 for the small model in the tunnel, about 
9.6 for the 2.2 ft. model and 0.58 to 0.71 for the large model in free 
flight. These figures do not bear out the results suggested by full 
scale demonstration flights. 


R. & M. No. 1117.—“ Scale Effect on three Aerofoils at Low Values of 
LV, R.A.F. 32, Gottingen 433, and Géttingen 410 with 2 per cent. 
Centre Line Camber.” By F. B. Bradfield. Price 6d. net. 


Tests made to discover the reason for very large drags found when 
testing 8-inch chord model wings carrying 1r-inch chord pilot planes. It 
was found that the dragof the1-inch chord models increased very rapidly 
as Vl decreased, and at the same time the angle of no lift de- 
creased and the angle of maximum lift increased and in one case all 
that is left of the stall is a change in the slope of the lift curve, the 
maximum lift occurring in the neighbourhood of 45°. 


R. & M. No. 1118.—“ A Survey of Longitudinal Stability below the 
Stall, with an Abstract for Designers’ Use. By S. B. Gates, M.A. 
Price 1s. 3d. net. 


Using a system of units suggested by Glauert in R. and M. No. 1093, 
wherein resistance derivatives are expressed as non-dimensional units, 
the author develops a simple method of assessing the dynamic 
longitudinal stability of an aeroplane over the range wherein the lift 
curve is sensibly a straight-line. 

The characteristics of any given aeroplane are expressed by the 
fundamental co-ordinates, K which depends only on C.G. position 
relative to both tail plane and wing and the radius of gyration of 
the aeroplane about a lateral axis, and Y which depends only on the 
relative areas of tail and wing, the radius of gyration and the slope 
of the tail-plane lift curve. 

By plotting the point having XK and Y as its co-ordinates on.a series 
of charts, the stability, or otherwise of the particular machine is 
determined by the position of this characteristic point in relation 
to a series of boundary curves. Each of these boundary curves corre- 
sponds to a particular value of one of four parameters dependent on 
the characteristics of the particular machine. 

In the abstract for designers’ use methods of computing all the 
quantities involved and of using the charts are described without 
reference to the theory involved. The process thus presented seems 
to be if anything simpler than the method usually adopted for assessing 
static longitudinal stability and could be followed by anyone capable 
of making the more usual computations. The method depends in 
practice on assumptions of uncertain accuracy particularly as to the 
effect of slipstream on tail just as do the computations of static 
stability, but it certainly deserves a trial by all progressive designers. 
Even if the accuracy of prediction possible is not very high a useful 
guide to the avoidance of dangerous instability should be given. 


R. & M. No. 1128.—“ Motoring Losses in Internal Combustion Engines.” 
By H. Moss, D.Sc., A.R.C.S., D.I.C. Price 6d. net. 


Records experiments made to investigate the cause for the marked 
difference which has at times been found between the friction losses 
in an I.C, engine when running under power and when being driven 
by a motor. Ricardo has already shown that an increase of 45 per 
cent. in piston friction may be caused by carbonisation of oil when 
running under power. In these tests measurements of total losses in 
a motored engine were made with intake at a range of pressure 
from normal to twice normal. Pumping losses were measured by the 
R.A.E. electrical indicator, and deducted from total losses to give 
frictional losses. The results show a marked increase in friction losses 
with increasing pressure presumably due to increased side thrust on 


piston. This is sufficient with the effect discovered by Ricar 
to explain the observed increased friction in an engine under pow 

(Note.—The publications of the Aeronautical Research Committee ¢ 
be supplied by Tug AEROPLANE Book Department, 14, Bream’s Buildin, 
London, E.C.4.) 


Miscellaneous, 


“The Medical Examination of Civilian Aviators.” 
and Edition. The Air Ministry, March, 
Stationery Office. Price 1s. net. 

An official foreword of this work says: “ The following explanati 
of the methods and standards now in use in Great Britain for { 
examination of applicants for licences as civilian aviators is pr 
lished for the information of all concerned.” 

To this it seems necessary only to add that the first and small. 
section of the book contains a statement of the regulations whi 
govern the medical requirement for civil pilots’ licences, and y 
serve to inform the would-be applicant as to the standard of physi 
fitness required of him. The major section, however, is rather 
guide to the medical man who may have to make examination of sy 
applicants. 


C.A. Publication 
1928. London: H, 


Journals. 
“Journal of The Royal Aeronautical Society,” No. 210, Vol. XXX 
June, 1928. Price 3S. 6d. net. 

Contents :—Official Notices of the Society; Correspondence; Repo 
of Papers on (1) Modern Developments in Aircraft Instruments, 
Major C. J. Stewart, O.B.E., M.I.Mech.K., F.R.Ae.S., M.1LA.B.; 
Experiments on Model Airscrews at High Tip Speeds, by G. 
Douglas, M.C., D.Sc. 

“ Notiziario Technico di Aeronautica,’ No. 5, May, 10928. 
by the Italian State Library, Rome. Price 25 lire net. 

Contents :—(1) Il decollo degli abparechi sovraccaricati (The Take- 
of Overloaded Aeroplanes), by Capt. Cosci Domenico; (2) Diagram 
dinamometrici dello spiegamamnto dei paracadute (Diagrams of t 
Forces on a Parachute during Opening), by Major Aldo Guglielme 
and Ing. A. R. Tripodi; (3) Abstracts from various technical journ: 
throughout the World. 

“The S.A.E. Journal,’ Vol. XXII, No. 5, May, 1928. Published 
the Society of Automotive Engineers, New York. Price $1 n 

Contents :—Reports of discussions on papers on (1) National A 
ways Engineering, by F. C. Hinsburg; (2) The Control of Airer 
Design, by E. W. Stedman; (3) Technical Problems of Airworthin« 
Control, by Clarence M. Young; together with many items deali: 
primarily with the technique of the motor-car. 


BOOK REVIEWS, 


Modern Aero Engines. 


“ Neuzeitliche Flugmotoren.” By Dr. Ing. Hans Katz. 
the Bibliothek fur Luftschiffart und Flugtechnik. Published 
Richard Carl Schmidt & Co., Berlin. 386 pb. 9 inches x 6 inch 
plus 3 loose folders. 390 figures. Price 25 Reichmarks net. 

This is a book purely descriptive of the aero-engine as it exi 
to-day, and in its own sphere is an excellent production, which show 
be valuable to all who have to deal with such engines as a book 
reference. 

The first two chapters, totalling 185 pages, give general descriptio 
of water- and air-cooled engines respectively. The salient char: 
teristics of the modern products of all the better known Germ 
British, American, French, and Italian engines are given and 4 
surprisingly copiously illustrated. There follows a section on t 
design of air-cooled cylinders rather summary in treatment and t 
remaining sections describe specific types of reduction gears, igniti 
apparatus, carburettors and fuel pumps, superchargers and starti: 
gears. 

Appended to the book are four large tables giving very comple 
data for over 100 different engines, including every make and ty 
that one can think of which has any real interest at the present tin 

Considering how comprehensive is the range of this book and hc 
small its bulk there are surprisingly few notable omissions to | 
discovered in it. The section on superchargers is probably most op 
to criticism, presumably because little or no work on this accesso 
has been done in Germany since the War, and relatively little h 
been published concerning supercharger developments in oth 
countries since. zs 

Curiously enough the author has made little or no use of the1 
formation which has been published by the American Nation 
Advisory Committee for Aeronautics on this subject, but he has drav 
largely on Mr. Fedden’s paper on superchargers, read to the Instit 
tion of Automobile Engineers in 1927. 


Publish 


Vol. 27 


Elementary Physics. 


By Ivor B. Hart, OB. 
Published by Humphrey Milford f 
4% inches x 7% * 


“An Introduction to Physical Science.” 
Ph.D., B.Sc. Second Edition. 
the Oxford University Press. 
Price 4s. net. 

This is the second edition of an eminently sound elementary 
of instruction in physical science, written by one of the senior membe 
of the Royal Air Force Educational Service. The book is prim 
intended as a class-book and the course of instruction given there 
requires a certain amount of practical experiment and the provision 
some laboratory equipment. As a guide to the science master of 
school or similar institution the book is an excellent one, and it 
also be recommended to those unable to attend any form of cl 
who desire to acquire a sound idea of the general principles of phys! 

The lack of laboratory equipment and consequent inability to ¢ 
out many of the experiments described need not prevent any intellig 
reader from acquiring quite a sound general knowledge of the 
jects covered. - 

The book is divided into eight sections, dealing with the meas 
ment of lengths, areas and volumes, hydrostatics, the measureme 
of time, forces and their effects, heat, sound, light and electric 
and magnetism. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
July 17. 


ENERAL DutTIES BRANCH.—N. W. A. Cullum is granted a S.S. comn. 
Plt. Off. on probation with effect from July 6 and with seniority of 
ie 29. The following Plt. Offs. are promoted to the rank of Flg. 
:—J. L. Adams (April 1); J. Clarke, J. C. A. Johnson, J. Norwood, 
J. Arbuthnot, G. F. Whistondale (June 11), The following Plt. Offs. 
probation are confirmed in rank:—G. E. E. Singleton, A. P. 
ler, G. R. Jackson, F. W. Murison, H. Box, K. F. Jones, R. W. M. 
rk, V. S. W. Smyth, I. B. Beesley, A. R. Combe, J. R. Mathews, 
K. Horner, H. J. Cross, U. H. Mignon, O. G. Williams, P. W. M. 
ight, C. BE. V. L’E. Feasey, M. G. Sedorski, D. J. Hughes-Morgan, 
T. K. Bullmore (Sec. J.t., R.A., T.A.) (July 18); L. M. Woolveridge 
ly 20). 

he following Flt. Lts. are seconded for duty with the Estonian 
rernment (July 5):—A. C. Collier (and is granted the acting rank 
Sq. Ldr. whilst so seconded), G. C. Gardiner, D.F.C., O. E. 
rsley. 

It. Lt. R. Pyne, D.F.C., ceases to be seconded for service as Aide- 
Camp to the Governor of the United Provinces (May 16). 

t. Cdr. A. N. Grey, R.N., Flg. Off., R.A.F., relinquishes his temp. 
an. on return to Naval duty (July 15). The following Lts., R.N., 
. Offs., R.A.F., cease to be attached to the R.A.F. on return to 
val duty:—F. M. R. Stephenson (July 10); H. lL. St. J. Fancourt, 
B. Heath (July 12). 

lg. Off. N. Vintcent is removed from the half-pay list, scale B, 
being granted leave without pay (June 11); Flg. Off. N. Liddall is 
ced on the retired list on account of ill-health (July 13). The 
owing Fig. Offs. are transferred to the Reserve, Class A :— 
I. Riley, A.F.C. (July 3); H. L. R. Gough, T. R. Wheatley (July 
PP. R. Stroud (July 16). Flg. Off. J. W. New is transferred to the 
serve, Class C (July 14). 

he following officers resign their S.S. comns.:—PlIt. Off. G. R. T. 
tke (July 14); Pit. Off. on probation J. O. C. Huggett (July 16). 
° S.S. comns. of the following Plt. Offs. on probation are terminated 
cessation of duty:—D. Timms (July 14); E. E. Carter (July 16). 
IEDICAL BRANCH.—The following Flg. Offs. are promoted to the 
kK of Fit. Lt. (July 13) :—J. O. Priestley, D.M.R.E., J. Twohill, M.B. 
ESERVE OF ATR FORCE OFFICERS.—GENERAL DutTIEs BRANCH.—The fol- 
ing are granted comns. as Plt. Offs. on probation :—Cuass A.A. 
—J. G. Naz. E. W. Seymour-Hosley (June 20); J..L. Browne, P. F. 
gland, W. W. LL. Janes, G. H. Newberry (July 2); G. Nelson 
ly 3). SPECIAL RESERVE.J. B RR. Brooke (June 25). Plt. Off. on 
bation G. EB. Langdon is. confirmed in rank (July 11); Flg. Off. 
S. Eaton is transferred from Class C. to Class A (June 13); Flg. 
. H. W. Pierce is transferred from Class A to Class C (July 12); 
. Off. M. J. Berlyn is transferred from Class AA to Class C 
ir. 25); Sa, Ldr. R. Hutton relinquishes his comn. on completion 
service (May 16). 

TORES BRANCH.—FIlt. Lt. F. R. Berresford relinquishes his comn. on 
ipletion of service (May 28). 

[EDICAL BRANCH.—The following Fit. Lts. relinquish their comns. on 
: a of service :—T. A. G. Hudson (July 4); C. H. B. Thompson 
ats). 


- Appointments. 
Weck ending July 23. 

ENERAL DUTIES BRANCH.—Flight Lieutenants IL. C. Wynne-Tyson, to 
me Aircraft Depot, Henlow, 29/6. F. I,. Pearce, to No. 440 Flight, 
rh 

lying Officers L. T. Pankhurst, to Home Aircraft Depot, Henlow, 
6. J. M. Fearon, to No. 2 F.T.S., Digby, 14/7. 

ilot Officers A. G. C. Somerhough, to No. 440 Flight, 13/7. H. Box, 
No. 7 Sqdn., Worthy Down, 26/7. F. T. K. Bullmore, to R.A.F. 
pot, Uxbridge, 18/6. G. Fachiri, to No. 45 Sqdn., Middle Kast, 2/7. 
EnV. L’H. Feasey, to No. 55 Sadn., ‘Iraq, 25/5. A. P. Miller, 
S. W. Smyth, to R.A.F. Depot, Uxbridge, 26/6. The undermentioned 
. Offs. are posted to No. 2 F.T.S., Digby, with effect, 14/7. J. R. 
ling, I. F. Balfour, R. I,. Bennet, A..K. H. Binley, J. H. Brown, 


R. J. Clare Hunt, J. C. L. Claxton, A. G. Cole, R. H. Coupe, N W. A. 
Cullum, S. A. Davis, F. C. Edney Hayter, R. C. W. Ellison, W. C. 
Garrett-Petts, D. IL. Iremonger, J. M. Israel, E. G. James, G. W. J. 
Jarrett, G. R. O’C. Lempriere, C. N. McLoughlin, J. G. Reiss, J. D. 
Robertson, H. E, Sales, I. M. Smith, R. H. Surrier, W. G. Stevenson, 
K. G. Vandyk, P. C. Wilkin, and F. K. Wood. 


Vacancies for Short Service Officers. 

The Air Ministry announces that about 120 officers will 
be required by the Royal Air Force for flying duties during 
the next few months. Applications are accordingly invited 
from suitable candidates, who must be between the ages 
of 18 and 25, well-educated and of good eyesight and 
physique, 

Short service commissions are granted for five years’ ser- 
vice on the active list and four in the reserve. A small 
number of commissions may be extended to ten years on 
the active list and four in the reserve. 

Application forms and full details of the conditions of ser- 
vice can be obtained from the Secretary, Air Ministry, 
kkingsway, London, W.C.2. 


Auxiliary Air Force Annual Training, 

The annual training of the Squadrons of the Auxiliary Air 
Force will be held as follows :— 

No. 600 (City of London) Sqdn., Aug. 5 to Aug. 19, at 
Lympne. 

No. 601 (County of London) Sqdn., Aug. 5 to Aug. 19, at 
Lympne. 

No. 602 (City of Glasgow) Sqdn., July 13 to July 27, at 
Leuchars, 

No. 603 (City of Edinburgh) Sqdn., July 21 to Aug. 4, at 
Leuchars. 

No. 605 (County of Warwick) Sqdn., Aug. 5 to Aug. 19, at 
Manston. 


H.M.S. Furious. 


The First Lord of the Admiralty, in reply to a question by 
Lt.-Cdr. Kenworthy in the House of Commons on July 18, 
said that the approximate full speed of His Majesty’s air- 
craft-carrier [Furious was 34 knots before conversion and 
was now 30 knots. She carried 36 aeroplanes, of which 12 
could be converted to seaplanes. 


Inter-Services Lawn Tennis. 


The Army won the inter-Services Lawn Tennis Champion- 
ship at Wimbledon on July 16 and 17. ‘he Army scored 10, 
the Navy 6, and the R.A.F. 2. 

In the Singles Wing Cdr. Saul, the R.A.F. Champion, was beaten 
by Capt. O’Callaghan (Army) 6—2, 6—3, and by Cmdr. Worthington 


(R.N.) 7-9, 6—1, 6—1. Flt. Lt. Davies (R.A.F.) was beaten by 
Lt.-Cdr. Glover (R.N.) 1t—-9, 8—6, and by Maj. Scrope (Army) 6—4, 
6—3. Flt. Lt. Gilbert (R.A.F.) was beaten by Capt. Lewis-Barclay 


(Army) 6—r, 6—4, but beat Lt. 

In the Doubles, Wing Cdr. Saul and Fit. Lt. Davies were beaten 
by Maj. Scrope and Capt. O’Callaghan 7—5, 6—2, but beat Lt.-Cdr. 
Glover and Eng. Lt.-Cdr. Carr 6—4, 1—6, 6—4. Flt. Lt. Williamson 
Jones and Flt. Lt. Hirst were beaten by Lt.-Cdr. Worthington and 
It. Buzzard 6—4, 6—3, and by Lt. Baker and Lt. Hutchins 


Buzzard (R.N.) 6—2, 6—4. 


0—2; 


6—2. Tt. Lt. Gilbert and Sq. Ldr. Murphy were beaten by Lt.-Col. 
Rawson and Capt. Tewis-Barclay 6—2, 6—3, and by Surg. Lt.-Cdr. 
Ratcliffe and Lt. Evered 6—2, 6—4. 


THE GLOSTER GOLDFINCH.—A. three-quarter rear view of the latest single-seat fighter produced by the 


Gloster Aircraft Co. Ltd. 


It has a maximum speed of 172 m.p.h. at 10,000 feet. 
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KING’S CUP 1928. 


THE WINNING MACHINE 
a D.H. MOTH piloted by Capt. W. L. Hope 


WAS COATED WITH 
“TITANINE” LIGHT AEROPLANE DOPING SCHEME. 


20 Machines out of 24 
which took part in the Race 
were coated with 


TITANINE 
DOPE. 


TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


TELEPHONES ,celegrams and Cables :— Works: Hendon (London), 
Regent 4728, Tetrafree, Piecy, London.” New Jersey (U.S.A\), 
Gerrard 2312, Codes: A.B.C. 5th Ed. and Bentleys. Milan (Italy). 
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CLEANNESS AND _ SPEED. 


By. G. H. HANDASYDE, 


[The following article by Mr. Handasyde deserves the con- 
jeration of the rising generation of designers, who have 
en so trained on wind-tunnels and equations as to believe 
at aeroplane design is an exact science. We are still a 
ng way from understanding the actual effect on air-flow of 
mbining a number of bodies each of which may be individu- 
ly an excellent streamline shape in theory and in practice. 
1e Martinsyde F.4, designed in 1917, still seems as good as 
y of our later scientific products when fitted with the 
me power-plant, even though the newer machines may be 
signed to fit the engines and the F.4 was not. And Mr. 
andasyde’s views may provide food for useful thought.] 


Does a clean design influence speed in an aeroplane? The 
mediate answer to the question will be yes. But on giving 
e matter a moment’s consideration it is obvious that the 
atement requires qualification, that qualification being that 
e cleanness is combined with low resistance. If that be 
, then there will be no need to examine the case any 
rther. 
It is in view of this qualification that the writer pro- 
ses to examine in the present article whether or not the 
neral accepted ideas of cleanness conform with the require- 
ents of the qualification. 
In the first place it will be as well to examine which is 
tually meant by a clean design. Does it only imply that a 
irticular machine is nice and smooth all over, free from 
inor projections such as control levers, wiring fittings, bolt 
ads, etc.? Or does it mean that the design as a whole is 
easing to the eye, that the fuselage is of a nice streamline 
rm, and that struts, wires, etc., are reduced to a minimum 
umber, and all the various components are blended to- 
ther with easy fairings, conforming with the accepted 
eas of streamlining ? 
Take the second case first, as it is of far greater im- 
rtance, as was proved by a great number of full-scale 
periments, extending over a number of years, and carried 
it by the writer for the late Martinsyde firm :— 
In the first place it is very difficult to get two designers 
-agree as to what is pleasing to the eye in aircraft. One 
is only got to look at productions of the various designers 
confirm this statement. 
They are not in agreement on any one type as to numbers 
struts, sunk fittings or the methods of blending the 
rious parts together to get the best results. Nor do the 
rformances of the various machines indicate a marked 
periority of any one design over the other, except in one 
two cases. 
One of these exceptions which the writer has in mind has 
monstrated that its qualities are very much in advance 
any of its competitors, and yet this particular machine 
es not conforn. very closely with general ideas at present 
; fuselage is not very streamline in shape, nor does its 
eed come from lack of struts and wires, or from a lavish 
nount of streamlining. But this particular design con- 
ms many features which were found to be desirable to 
tain speed in the Martinsyde experiments. 
This statement does not, however, mean to imply that to 
in speed it is necessary to have a lot of struts and wires, 
little or no fairing of the various components together, 
ther it points to the fact that were there fewer struts and 
res and more correct fairing the speed would be increased. 
1¢ difficulty to be overcome, however, is to find out what 
ape the fairing should take. 
To indicate how much this might depart from accepted 
eas, and as an indication of the difficulties, reference ‘s 
ade to experiments carried out on the under-side of the 
selage of a Martinsyde F.4 from aft of the trailing edge 
the bottom wings to the stern-post. At first a fairing 
is carried from the wing to the stern-post in an un- 
oken taper of approximately D section at the trailing edge 
e bottom wing, dying away to nothing ai the stern- 
st. 
In the vicinity of the trailing edge the structure was 
ply. Aft of this it was canvas carried on wood stringers. 
It should be noted that in this design the lower wings 
ere carried close against the under-side of the fuselage 
ngerons,—fhe under-side of the wing actually forming 
e bottom covering of the fuselage mid-section. 
Several schemes were tried, and the best seemed to be one 
1ere the fairing was carried only half-way to the tail-end,— 
€ remainder of the fuselage being covered-in flat. This 
ve a broken line, and was not nearly so pleasing to the 
€ as the complete fairing, but it meant two to three miles 
erence in speed, and the production machines were all 
ted with this type 
A later experiment was made in which there was no 


ne 


O.B.E. 


fairing,—the whole under-side of the fuselage being covered- 
in flat. The space between the bottom of the fuselage 
and the trailing edge of the wing was filled in with a 
square ending, forming a step very like that of a 
float. This gave very much the best results. But, it was 
a nasty biow to one’s ideas of streamlines and what the air 
flow did at the junction of wing and fuselage. 

It is not claimed that this is the only correct way of deal- 
ing with the problem. It does, however, serve to show that 
things are not always what one thinks they should be, and 
that a lot of research could be carried out on this point 
alone to determine the correct shape. But the research has 
to be done full scale, as it is impossible in a tunnel to re- 
produce actual flying conditions. 

The tendency of to-day is towards round or oval section 
fuselages. This in the light of the experimental data is 
wrong. It may be that a cireular streamline shape gives the 
best results on its own, but when it is linked up with other 
surfaces, such as wings, etc., it is far from being the best, 
more especially when forming the mid-section of a biplane 
fuselage. It would. seem that a rectangle filling the 
entire gap is the best. 

Of course, in some cases this type is impossible to use, 
because of other conditions. But undoubtedly the more nearly 
one approaches this, the less is the resistance. 

The after end might gradually approach a circular section 
without harm, if the tail-plane be mounted mid-section. But 
this entails lowering the tail-plane in relation to the top 
wing. Which is undonbtedly an undesirable feature, and one 
that increases resistance to a considerable extent. 

Then again it is of the greatest importance that the top 
side of the fuselage should be level, and that all the taper in 
side-elevation should be got by the underside bending up 
towards the top, both fore and aft. This shape destroys the 
more general ideas of streamline form, but it is one that has 
been incorporated in The fastest machines of to-day, and 
accounts for a good deal of their speed. 

Their design is on the whole clean, but not more so than 
other designs. In fact it is less so than one or two others. 
But in the one case the design is clean and of low resistance 
as a unit, while on the other hand the other design is very 
clean and pleasing to the eye, and, no doubt, of even lower 
resistance in the various components, but the unit resistance 
is higher, owing to lack of harmony between the various com- 
ponents So the advantage gained by the cleanness of tne 
design is lost through lack of the qualification that clean- 
ness must be combined with low resistance. 

Or, to put it another way, a clean design may or may not 
be an efficient one. 

Now take the case of an efficient machine, but one not 
particularly clean in the first sense. That is to say, no at- 
tempt is made to bury fittings, and the machine is covered 
with small resistances such as bolt-heads, cowl fittings, etc. 
Suppose the machine is taken and all roughness is done 
away with, fittings sunk, everything is made flush. What is 
the probable gain in speed? 

On paper there should be a fair amount, in practice there 
may be possibly nil, or at the best very little, and certainly 
not enough to be worth the extra cost except in the case of 
racing machines. 

To reinforce this statement take an actual case, namely 
the Martinsyde F.4. This machine, though produced eleven 
years ago, is, if fitted with equal engines, probably as fast 
as anything of similar type built to-day. It has been fitted 
with various engines, none of which it was ever designed to 
take, and yet it responds with improved speed proportional 
to the increase in H.P. of the engines fitted. 

Take the case when fitted with a radial engine. The 
fuselage of this machine is deep and narrow with flat sides, 
and therefore ill adapted according to accepted practice for 
fitting with a radial. The engine was more or less just stuck 
on the front end, with the result that vertically the fuselage 
is much deeper than the diameter of the engine. But side- 
ways the position is reversed,—the result being neither 
pleasing to the eye nor of good streamline form. But the 
result was good. 

Now would the performance be increased if the sides were 
faired so as to take a form corresponding more nearly to 
that of the engine? It is very nearly safe to say it would 
not. 2 

All the experiments seemed to point to the fact that it 
was the main shape that counted and that streamline fair- 
ings added to projections tended to make the resistance 
worse, owing to the increase in area and to the fact that it 
is very difficult to find the direction the air-flow wants to 
take It is possible that the streamline fairing might be 
nearly at right angles to the flow. 
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During the period 1918 to 1920 a number of experiments 
were made with various sized resistance surfaces at various 
postions on the fuselage. The results, however, were so con- 
tlicting that it was decided to take a series of readings with 
Pitot tubes all over the machine. ‘This is a long and laborious 
job, but it is one that would repay any designer to undertake 
who wants to find out what the air does round any particular 
machine. 

In this particular machine it showed why the previous 
resistance results were so conflicting, and clearly indicated 
that in certain regions minor projections and roughness were 
not likely to affect performance, and that therefore cleanness 
of the first or minor order in these particular regions on 
the fuselage would not influence speed. 

The Pitot readings very clearly indicated that the major 
portion of the middle section of the fuselage carried along 
with it a layer of dead air which in some places reached a 
depth of 3 inches. It may be as well to note that it is not 
implied that the dead air was absolutely without motion, as 
any reading under 10 m.p.h. was considered dead, though it 
might actually give some slight reading. 

It may be of some interest to give a general idea as 
to how the Pitot readings were taken. 

In the main Pitot heads were secured along the fuselage 
at every 2 feet and every 6 inches vertically, the standard 
distance from the side of the surface being 4 inch. Where 
the reading at auy of these points was unusual, a number 
of intermediate readings, both fore and aft of the point, 
and at x inch and 3 inches from the surface were taken. 
This was carfied out on both sides of the fuselage and 
tail plane and fin. 

A set of very close readings both front and rear of the 
radiator were taken, and served to show how little the 
radiator experts of that time knew about their subject. 
The air flow was actually in the wrong direction through 
the tubes at a position where they fondly hoped to get 
cooling surfaces. 

It was thought at first that the dead region was merely a 
backwater, due to the air being thrown outwards by the 
nose of the machine. But this was not.so, as no dead area 
existed on the front end of the fuselage. The vertical 
boundaries of the area were roughly in line with the edges 
of the wings. 

Sufficient experiments were carried out to determine 
whether or not the wings alone were responsible. Un- 
doubtedly the wings do have a very great influence on the 
flow over the fuselage, especially where there is a gap be- 
tween the top of the fuselage and the under-side of the top 
wing. And, if there has to be such a gap, then the gap 
should be either small or large. 

How small requires experiment, but in this case the 
difference of an increase of 3} inch made a reduction of 
2m.p.h., so it would appear that the gap should just be 
large enough to allow of a free flow, but not large enough 
to allow of two independent flows starting to take place. 
If the gap has to be fairly large, then it should be large 
enough to allow of the two flows having sufficient room to 
develop separately. 
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Cleanness is only relative. What may appear clean to one 
designer may appear just the reverse to another, but is either 
of them in a position to judge? Is there anyone at present 
with sufficient knowledge of the air-flow round an aeroplane 
to be able to pronounce judgment as to whether a machine 
is aerodynamically clean or not? : 

The writer has endeavoured to show how sivall details 
can and do affect the whole. Experiments seem to indicate 
that the flow round an aeroplane should be treated as a whole 
and not as a collection of flows round more or less adjacent 
parts. . 

The goal to aim at is unit flow, and when cleanness in 
design is looked at from this standpoint, then the influence 
on speed will be great. But beauty of outline is apt to he 
misleading and if cleanness is judged from this standpoint, 
the apparent clean design may fall far short of being a good 
one when speed is considered. 


AN ALTITUDE TEST. 


On July 16 Lieut. W. H. Bleakley, Air Corps, reached an 
indicated height of 38,000 ft. on the U.S. Air Corps Materiel 
Division XCO-5 biplane (400 h.p. Liberty engine) in order 
to test a new Form F-IA supercharger, designed to give sea- 
level pressure up to 30,000 feet, as against 20,000 feet of the 
older Form F. He used an adjustable pitch duralumin air- 
screw. 

Mr. Bleakley remained at this height, which was ulti- 
mately corrected to 36,509 feet, for 18 minutes before the 
engine began to over-heat and misfire. ’ 

He used liquid oxygen instead of the ordinary oxygen gas, 
and suffered no ill-effects whatever. In a previous practice 
flight on May 31 he used the gas, and it was over two weeks. 
before he recovered fully from the after-effects. 


THE CURTISS FALCON MAILPLANE. 


‘The Curtiss Aeroplane and Motor Co., of Garden City, 
L.I., N.Y., has just completed a commercial version of their 
Falcon two-seat reconnaissance biplane, and the first spect- 
men has been purchased by the newly-formed Transconti- 
nental Air Transport, Inc., for the personal use of Col. 
Charles Lindbergh, who is in charge of the company’s 
technical committee. 

The new Curtiss Falcon is equipped to carry 750 Ibs, of 
mail or baggage in two metal-lined compartments forward 
of the pilot. These two compartments have a combined 
cargo capacity of 52 cubic feet. The rear compartment 1s 
also available as a passenger cabin and is fitted with two 
folding seats, sliding glass windows, adjustable ventilators 
and internal lighting. \ 

The engine fitted is a 625 h.p. Curtiss Conqueror Vee 
water-cooled engine. This engine normally develops 625 h.p. 
at 2,400 r.p.m., but it has been fitted with a special, large 
Curtiss-Reed airscrew which holds it down to 1,800 f.p.m, 

The top speed of the Falcon is just over 150 m.p.h, and 
the cruising speed is 135 m.p-h. The machine carries 150 
gallons of petrol, which is enough for five hours, or about 
775 miles, at cruising speed. 


RELATIVE CLEANLINESS.—The Curtiss Falcon Mailplane, which has a s 
size and limited revolutions of the engine. 
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peed of 150 m.p.hr. in spite of her 
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In Every 


King’s Cup 


Masgnetos 


have been used by the 
machines which have gained 


Ist and 2nd Places. 


1928 Race. 


ll Machines which completed the course were fitted with 
B.T.H,. Magnetos, 


Ist Place 2nd Place 


DH. Moth G. Bristol 101. 
Engine: 85 h.p. ‘“‘ D.H.” Gipsy. Engine: 490 h.p. ‘‘ Bristol ” Jupiter. 
Pilot : : W. Lawrence Hope. Pilot: eC ee wins. 


Fastest Time. 


Avro Avenger. 
Engine: 550 h.p. ‘‘ Napier” Lion. 
Pilot: Flight Lieut. F. L. Luxmoore, D.F.C. 


“Unfailing in exacting tests and 
Trouble-proof for normal duty.”’ 


‘he British Thomson-Houston Co., Ltd. 


ELECTRICAL ENGINEERS AND MANUFACTURERS, 
Alma Street - . Coventry. 


orks: Coventry, Rugby, Birmingham, Willesden and Pnereriiel!d. 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


230 


The Aeroplane 


THE SIMMONDS SPARTAN. 


The Simmonds Spartan biplane is quite one of the most 
interesting machines which has been produced for a long 
time. In general appearance it is a neat light-aeroplane on 
modern lines with a Cirrus IL engine and a split under- 
carriage. Its originality lies in the interchangeability of 
its aerofoil surfaces. 


-Tc give credit where credit is due, a similar idea of inter- 
changeability was introduced in the Baboon, designed by 
Mr. Frederick Koolhoven for ‘the British Aerial Transport 
Company, commonly known as the Bat Company, just after 
the War. The Baboon was a training machine in which 
ailerons, rudder and elevator-flaps were all the same. Conse- 
quently, instead of having to carry a stock of spares for all 
these different parts at a training school, a much smaller 
stock of control flaps was enough to keep going. But in the 
Baboon the wings were not interchangeable, except from top 
to botton:. 


Mr. Simmonds has gone a step further. In the Spartan 
although all the wings have tapered ends they are all inter- 
changeable. This is done by the simple process of using a 
wing-curve of symmetrical section above and below. ‘Thus if 
a wing be wanted for the right-hand side of the machine 
one side of it is on top, and if the same wing be wanted for 
the left-hand side of the machine it is merely turned over 
and the under surface then becomes the upper surface. 


In a similar way the same aerofoil can be used for either 
a right or left elevator-flap, or for the rudder. 


Still further, the aerofoil which does duty for a fin in 
front of the rudder can be used for either the right or left 
side of the fixed tail-plane. 

Also the same aileron can be used for either the right hand 
or left hand side. 

Lastly, the main bracing wires are all of the same size and 
length, so here again only one part need be carried as a 
spare for all main bracing. 

Thus a club owning several machines built on these lines, 
instead of having to carry a whole stock of spare wings 
(upper and lower, left and right), tail-planes, rudders, fins 
and elevators (the parts most likely to’ be damaged in a 
minor accident such as a collision with another machine on 
the ground or’ with a carelessly-driven car on the aerodrome) 
need only carry a small stock of spares, knowing that what- 
ever the damage the parts can be replaced from stock. And 
as there are so few different types of aerofoil to make, the 
actual production of the aerofoils can be made considerably 
cheaper. 

The advantages to private owners is equally clear. The 
private owner can keep a couple of spare planes and a few 
Spare control aerofoils in his garage at comparatively small 
expense. In the ordinary way he could not afford to keep 
a complete set of planes and control-flaps and consequently 
if he had a minor accident he would be compelled to wait 
until he could get spare parts from the makers. 

If after further test this system of design proves itself to 
be without any important effect on the performance of the 
machine, it seems worth careful consideration by the de- 
signers of big machines either for Service or civil purposes. 
As Mr. Simmonds argued in a recent letter, it is well known 


THE SIMMONDS SPARTAN. 


The outstanding novelty of the past six months. 


that considerably over half of the spares usually carried q 
R.A.F. Stations and by aircraft earriers of the Fleet Air Ar. 
are never used because they are not needed before they } 
come unserviceable or obsolete. By this interchangeah 
system the number of spares can be reduced and a stead 
but much smaller, flow of new spares can pass through {! 
Stores Depots. Z 


Even if there be some objection to the system in hig 
performance fighters or actual war machines, it would see. 
to have undoubted advantages for training machines eith 
at Service or civilian flying training schools. 


Considered simply as a flying machine the Spartan seen’ 
to be a very good job. It has been designed for an Aen 
batic Certificate of Airworthiness at 1,680 lbs., which M 
Simmonds claims is higher than that of any other ligl 
aeroplane. He adds that the service weight is likely to | 
in the neighbourhood of 1,400 lbs., which is regarded ; 
fairly standard weight for this class of machine. At th 
weight the Spartan certainly seems to be very robust, an 
slight mishaps may be avoided owing to its extra strengtl 


Pilots who have flown the machine say that her contro) 
are very good. The view from the cockpit is clear and eac| 
cockpit has a large door which makes entrance easy. Th! 
luggage compartment is large, and quite easily takes go 
clubs, fishing rods and other long articles. In accord wit! 
modern practice in aeroplanes the wings fold back and eac 
wing only requires one locking-pin to be withdrawn. 

The performance of the Spartan will be watched wit 
interest no matter what its position in the race for th 
King’s Cup may have been. If this system of interchang 
ability does not detract from its performance there seems n 
reason why all light aeroplanes and training machines < 
any rate should not be built on the same system. 

Though the name of Mr. Simmonds is not well known on! 
side the Aircraft Trade, he is a young man with a very cot. 
siderable amount of experience. He was originally at th 
Royal Aircraft Establishment at Farnborough, where he wa 
Secretary of the R.A.E. Club which built quite an interestin| 
little niachine for one of the earliest light aeroplane mee/ 
ings in this country. From the R.A.E. he went to th 
Supermarine Company at Southampton, where as a designe. 
he has necessarily acquired valuable knowledge during th 
recent years in which the Supermarine firm has produce) 
such widely different types of craft as the Southampton fly, 
ing-boats and the Supermarine-Napier machine which wo. 
the Schneider Trophy. 

One happens to know that Mr. Simmonds’ ideas ru 
equally towards very large machines and very smiall one: 
so that he must by no means be regarded simply as the de 
signer of one light aeroplane with considerable possibilities 
And apart from his position as a designer, Mr. Simmonds i 
the Managing Director of the Hampshire Aeroplane Clut) 
one of the most successful organisations in this country 
It was his experience of club work which first indicated t 
him the need for reducing the cost of production of ligh 
aeroplanes and also the cost of operating them. Certain! 
he seems to have gone far towards the necessary solutio! 


of these problems.—c. G. Gc. 


and control-aerofoils the machine has a strong appeal as a training machine, and to the private owner. 


With interchangeable wings 
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KINGS CUP 
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Mr. W. L. Hope, winner of the same 

race in 1927, flying the new Gypsy- 

type Moth and using Shell Petrol, 

won the King’s Cup Race, which 

finished at Brooklands on July 21. 

Mr: Hope won against a notable 
field of 36 starters. 
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THE GLOSTER GOLDFINCH. | 


The Gloster Goldfinch is an all-metal single-seat fighter 
fitted with the 470 h.p. Bristol Jupiter VII supercharged 
radial air-cooled engine. 

In general arrangement the Goldfinch is very similar to 
the well-known Gloster Gamecock but it incorporates a 
number of modifications and improvements that have been 
suggested during the long period of service of the Game- 
cock type as one of the standard single-seat fighters of the 
Royal Air Force. s 

Primarily the Goldfinch is of all-metal construction. 

The wings are built up of high tensile steel strip. The 
spars consist of two flanges of a. special rolled section 
diagonally braced with short members of the same material. 
All ribs are built up of high tensile strip. Narrow-chord 
ailerons built up of high tensile steel strip are fitted to 
top and bottom planes and are carried on false spars. 

The centre-section of reduced chord and thickness is 
mounted above the fuselage on two sets of steel-tube struts 
in the form of an ‘‘ N ’”’ when viewed from the front. This 
new arrangement, coupled with the thin centre-section, pro- 
vides a considerably better view forward than that on the 
Gametock I, which had an inverted Vee cabane and no 
centre-section. The centre-section spars are of high tensile 
steel-tube and the ribs are built up of strip of the same 
material. A wireless and dual-purpose generator as well as 
a lighting and heating generator are built into the top 
centre-section where they. provide the minimum of drag and 
do not materially affect the top speed as in the case of 
generators fitted in an exposed position. 

The two fuel tanks are carried in the top plane, one on 
either side of the fuselage, the petrol feed being entirely by 
gravitv, a system that has given every satisfaction and proved 
so reliable in the Gamecock and Grebe types. These tanks 
are easily detachable and can be easily replaced in the field. 
The oil tank, in the form of a cooler, is mounted behind the 
engine. 

There is one set of parallel streamline steel-tube struts 
and one interconnecting aileron strut on either side of the 
fuselage. 

The fuselage is constructed in two portions. The front 
portion is built up of mild steel square tubes and mild steel 
plate fittings held together by ferrules. Special high tensile 
steel spars for the attachment of the bottom planes are built 
into this portion of the fuselage. 
Jupiter VII, is mounted on a mild steel engine ring rigidly 
supported by struts to the fuselage. The rear portion. of 
the fuselage is built up of round mild steel and duralumin 
tubes assembled with pressed mild steel plate fittings which 
form lugs for the tie-rod cross-bracing. 

The front fuselage fairing is of aluminium with detach- 
able panels fastened by flush turnbuttons. The rear portion 
of the fuselage is covered with fabric over wooden formers. 

The tail unit, of all-steel construction, consists of tail plane 
and elevators, top and bottom fins and balanced rudder. The 
tail plane is built up on continuous spars of round mild 
steel tube, and is mounted above the top longerons of the 
fuselage. It is pivotted at the front spar, the tail adjusting 
gear being actuated through the rear spar by means of a 
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The engine, a Bristol — 


A high-performance all-metal single-seat fighter fitted with the 470 h.p. Bristol 


square thread and sprocket wheel operated from a ha; 
wheel in the pilot’s cockpit. | 

The undercarriage is of the standard Gloster 
with oil damping device and rubber buffers. 

The pilot’s cockpit is well arranged and roomy and 
equipped with an adjustable seat which can be operated | 
a lever alongside, the weight being suspended on elast 
shock absorber cord. A door, is provided in the port side. 
the fairing to allow of easy exit. 

The armament consists of two fixed Vickers guns mount 
in troughs, one on either side of the fuselage and frit 
between the cylinder heads and through the airscrey 
Oxygen equipment is fitted and the wireless transmitter ar 
receiver are carried in an aluminium tubular crate whi 
is dropped into place vertically in the bay behind the pilo 
The military load and fuel are arranged to give the minimy 
effect on trim for variation of load. 

According to the official Martlesham Heath report t 
Goldfinch is very manceuvrable and easy to control. (Co 
trols are very light and effective at operational height 
Landing is easy and pleasant and taxying very good. Tt 
view is very good for fighting, bombing and ground machin 
gunning. The cockpit is well arranged, roomy, warm ar 
comfortable. 

As illustrated, the machine is fitted with short stub e 
haust pipes, but an exhaust-ring flame damper can be fitte 
thus making it an ideal night fighting machine owing | 
its low landing speed and wide-track undercarriage. 


SPECIFICATION. 


DIMENSIONS.—Span (top plane) 30 ft. (9.14 m.), Span (bottom plan 
27 ft. 10 in. (8.47 m.), Chord (top) 5 ft. 3 in. (1.6 m.), Chord (botton 
5 ft. 23 in. (1.59 m.), Wing area 274.32 sq. ft. (25.4 sd. m.), Lengt 
22 ft. 3 in. (6.8.m.), Height 1o ft. 6 in. (3.2 m.), Stagger 1 { 
8 in. (0.51 m.). 


oleo ty; 


WEIGHTS AND LoapINGs.—Weight loaded 3,050 Ib. (1,385 kg.), Wir 
loading 11.77 Ib./sq. ft. (54.5 kg./sq. m.), Power loading 8.08 Ib 
h.p. (3.68 kg./h.p.). : 

PERFORMANCE.—Speed at 10,000 ft. (3,050 m.) 172 m.p.h. (275 km.h, 
Speed at 15,000 ft. (4,575 m.) 167 m.p.h. (269 km.h.), Speed | 
20,000 ft (6,100 m.) 157 m.p.h. (253 km.h.), Landing speed 59 m.p.] 
(95 km.h.), Climb to 5,000 ft. (1,525 m.) 3 min. 18 sec., tO 10,0 
ft. (3,050 m.) 6 min. 30 sec., to 15,000 ft. (4,575 m.) 10 min. a7 se 
to 20,000 ft. (6,100 m.) 16 min. 9 sec., to 25,000 ft. (7,625 m.) 28 mir 


Service Ceiling 26,800 ft. (8,170 m.), Absolute ceiling 28,000 { 
(8,840 m.). 


DORNIER SUPERWALS FOR THE U.S.A. 


The Detroit and Cleveland Aerial Navigation Co., of 3o 
N. Michigan Avenue, Chicago, an offshoot of the Detto 
and Cleveland Navigation Co., a Great Lakes steamshi 
company, plans to operate a flying-boat service over th 
Great Lakes. 

The eastern section of the line across Lake Erie betwee 
Detroit, Cleveland and Buffalo is to begin operations o 
July 1, 1929, and the western section from Detroit to Chicag 
by way of Lake Huron, Mackinac and Lake Michigan will b 
opened several months later. 

Two 35-passenger Dornier Superwal flying-boats have bee 
ordered by the company for use on this service. 


Jupiter VII engine. 
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THE MECHANISM OF AIR SURVEY. 


The following letter from the managing director of the 
Aircraft Operating Co. Ltd. deserves particular attention :— 

Sir,—The writer of the article which appeared in THE 
AEROPLANE of June 27, under the title of ‘‘ Mechanical 
Plotting of Air Photographs,’ seems to assume that the 
information that he is giving is new to the British com- 
panies interested in air survey, and that the system as 
described by him has not been adopted because there has 
been a relatively small demand for air survey, and also 
that this demand comes from districts where surveys of 
approximate accuracy are preferable to no surveys at all. 
This is entirely incorrect. As a matter of fact, the method 
described nas been thoroughly investigated, both by the 
Air Survey Committee and by the technical experts of the 
Aircraft Operating Company. 

While it is true that successful air surveys do not depend 
entirely on the skill of the pilot and photographer, yet 
these men, by doing their work accurately, can enable just 
as good a map to be made without a special plotting ma- 
chine, as with it, in certain circumstances. The contrary 
view may be prevalent in some circles, but certainly not in 
informed circles. 

The writer of the article seems to think there is nothing 
between the mosaic (where no allowance is made for tilt, 
etc.) and the machine plot. This is quite wrong. The 
Arundel System, which was evolved and perfected by the 
Air Survey Committee, and is in use by my company, cuts 
out the effect of small tilts, but does not ignore them, and 
given skill on the part of the pilot, which the writer of the 
article seems to deride somewhat, the system produces just 
as good maps at topographical scales as a machine, at less 
cost and in less time, and without the large capital expendi- 
ture involved in the purchase of an expensive plotting 
apparatus. 

We are fully alive to the value of the plotting machine 
for certain classes of work, but we have yet to learn that a 
machine has been placed on the market whose uses would 
be economically justified. The main trouble lies in the 
provision of ground control. Given three fixed points, on 
each photograph, there is little doubt that a satisfactory 
map can be produced, though not without considerable 
complication and expense. The cost of providing this 
amount of control would, however, be prohibitive, and in 
many types of country, impossible to carry out. 

Claims are frequently made by certain firms that their 
particular products do not require such a close control 
after the first pair of overlapping photographs. As far as 
my information goes, however, there has, as yet, been no 
practical demonstration of such claims, and after an ex- 
haustive study of the subject, in collaboration with the Air 
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The Bristol Single-Seat Fighter (Jupiter) 
visitors of all nations to be the finest example ever seen on the Continent of all-metal construction. 


p: 


Survey Committee, my company are of the opinion 
the general principles and design of Continental machin, 
do not favour a sufficiently rapid and accurate system | 
mapping in advance of ground control. 
These arguments apply in particular to the determinat;| 
of contours, in advance of height control, which are, hi 
ever, just as important as plan positions for many pu 
These questions have been given first consideration 
fundamental design of the new Fourcade Stereogon 
which is now being constructed under the auspices 
Air Survey Committee. It is considered that this ma 
has accordingly far more chance of solving the pr 
than its predecessors. Elementary precaution and f 
for the pockets of their clients demand. that British 
should await the result of trials of this new machine } 
committing their organisation to Continental types, | 
are probably already out of date. ia 
The value of Continental models in dealing with 
photographs, in which case the setting trouble peculiar 
the air photograph do not arise, is not questioned, althong! 
their performance in this respect is not likely to bette 4 
Fourcade machine. This, however, is an application || 
photographic surveys, suitable only to very mountaino, 
country, with which the Aircraft Operating Company ig no| 
at present, primarily concerned. | 
It is quite clear that the writer of the article referred 
in THr AEROPLANE has no knowledge whatever of the yal 
able experimental and research work which is being carrie 
out in this country. That air survey has already reache 
high stage of development without the use of plotting instn 
ments is shown by the very important contracts now bet 
operated by British firms, and the demand for this wo 
is steadily increasing.—Yours faithfully, P| 
H. HeMMinc, Managing Director, b 
The Aircraft Operating Company Ltd. 
[One’s only excuse for the article is that there is a lim 
to the technical knowledge which any individual can holi| 
and so, once in a while, even THr A®ROPLANE must ert. 
CUG. Gal i 


AFRICAN AIRWAYS FAILURE. 

Un July 19 the directors of African Airways Ltd) th) 
company which was incorporated in Pretoria on April 24 | 
operate an air service between Johannesburg and Dutba| 
under a subsidy of £8,000 per annum to be given by ‘| 
Union Government, announced that owing to lack of pub 
support it had been decided to abandon the undertaking, an 
that all capital subscriptions were being returned. ee it 
There .appears to have been a considerable amonnt 
political intrigue and general scandal behind this failure f 
bring to fruition what was in fact a very sound scheme im i 
original form. 


at the Paris Aero-Show, which was admitted by 
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WESTLAND AIRCRAFT 
THE WESTLAND WAPITI. 


(Photos | & 2.) 


With Jupiter VI engine. A General 
Purposes Aircraft suitable for recon- 
naissance, bombing, wireless and 
advanced training, etc. Fitted with 
Handley Page Automatic Slot Gear. 
As supplied to the Royal Air Force. 


THE WESTLAND WIDGEON. 
(Photos 3 & 4.) 


An ideal light ’plane for the private 
owner, club use, etc. Robustly con- 
structed to exceedingly highstandards 
a machine the excellence of which will 
be appreciated by the most experi- 
enced as well as the new pilot. 
Possess s exceptional controllability, 
even when installed flight. Folding 
wings—no rigging to require adjust- 
ment—excellent view for pilot and 
passenger. Low running costs. 


ANOTHER SUCCESS.—Air League 
Challenge Cup won by a private owner 
fiving a Westland Wdgeon at the 
Midiand Air Pageant, June 9th, 1928. 


WESTLAND AIRCRAFT WORKS 
(Branch of Petters Limited). 
Contractors to the Air Ministry, 
YEOVIL, ENGLAND, 
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THE ITALIAN POLAR EXPEDITION. 

Signor Mussolini has ordered the immediate return of 
General Nobile and the rescued members of the crew of the 
Italia, and has forbidden them to make any further state- 
ments. 

The Swedish Government has recalled the Swedish relief 
expedition. 

The Russians and the Italians will continue the search 
for the Italian balloon party. 

Opinion is divided as to the possible fate of Capt. Amund- 
sen and Commandant Guilbaud. The Russians consider 
that they have certainly connected up with the balloon party 
whereas others are as certain that the Latham flying-boat 
force landed“in the open sea, that it has broken up, and 
that the crew has been lost. 

A Norwegian cruiser and an ice-breaker have made. a 
complete and systematic search of all likely areas in which 
to find Capt. Amundsen and his companions, but has found 
nothing. The French cruiser Strasbourg is continuing the 
search. 

The Russian ice-breaker Krassin has slightly damaged its 
propeller and rudder and must proceed to Gothenburg for 
repairs, but will renew the search for the balloon party on 
or about August 15. 


‘ROUND IN TWENTY-THREE.” 


On July 22 Mr. J. H. Mears, Mr. C. B. D. Collier and a 
Sealyham terrier arrived at The Battery, New York, after 
having encircled the World partly by air and partly by 
sea in 23 days 15 hrs. 21 mins. 3 secs., thus beating the old 
record (of 28m daysa4 -ars). 36 mins. .5.-Secs.. by 4 days 
23 hrs. I5 mins. 2 secs. ‘ 

They left The Battery, New York, on June 29 in a seaplane 
in which they overhauled the Olympic, then well out to 
sea. On arrival at Cherbourg they disembarked a Fair- 
child monoplane (425 h.p. Pratt and Whitney Wasp engine), 
which was on board with them, and in this they flew to 
Tokyo, by way of Moscow and Siberia, in six days. 

From Tokyo to Vancouver they and their Fairchild mono- 
plane were transported across the Pacific in the Empress of 
Russia, arriving at the latter place on July 20. They 
immediately left by air for Spokane, Wash. 

On July 21 they flew to Minneapolis and on the following 
day to Chicago, Cleveland and New York, most of the way 
through fog and rain. 

Mr. Collier is an experienced air-mail pilot and sky-writer. 
He deserves the highest praise of what was a thoroughly 
sporting and comparatively sane record-breaking attempt. 


AN AVIATION GUIDE TO SOUTH AMERICA. 

Anuario-Guia de la Aeronautica. 256 pages. Produced by 
Mr. A. Mortz, published by Editorial Autoaero, Buenos 
Aires. Price 1 dollar. Obtainable from THe AFROPLANE 
Book Dept. 

Businesslike firnis concerned with the Aircraft Trade, and 
intelligent flying officers who can remember enough school 
Latin to dig the essence out of the Spanish and Italian 
languages, will find much interest in this annual guide to 
South American aviation. We are doing a good deal of trade 
in South America these days and the South American nations 
are all raising very respectable Air Services, so both from 
the commercial and Service point of view a knowledge of 
what is being done in South America is worth having. 

The book is primarily concérned with aviation in Argentina 
where there is more flying than anywhere else in South 
America. It begins with a kind of monthly record of what 
has been happening in Argentine aviation throughout the 
year 1927 and that in itself is distinctly enlightening. Fol- 
lowing this is a section on Argentine Military Aviation de- 
scribing the activities of the Army Air Service, giving a list 
of certificated pilots, a list of the long flights of the year, and 
a very complete directory of the organisation of the Service 
together with the names of the officials of each Department. 
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A row of Avro Avians (Cirrus) ready for despatch. 


. 
Then comes a similarly complete description of Argentin 
Naval Aviation, which seems to be going very strong. 

Thereafter is a section on Civil Aviation which now has. 
Director of its own, even as we have. Readers may be sy 
prised to know that 153 certificates have been issued to ciy; 
aviators in Argentina. 

Ous business firms will do well to keep an eye on air line 
in South America. Quite a lot is being done in that direc 
tion. 

A large proportion of the book is devoted to description 
of the great flights of the World. ‘This, of course, is for th, 
benefit of those in South America who are newly intereste 
in aviation. 

After that there are sections devoted to aviation in Brazil 
Chile, Peru, Bolivia, Uruguay, Paraguay, Columbia, Ecuado 
and Venezuela, all of which indicate growing activity whic! 
is well worth watching. 

Altogether it is a very useful little book.—c. Gc. Gc. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec.: Harold E. Perrin, 3, Clifford Street, London, W.1.J. 

Report for week ending July 22. : 

Flying Time 32 hr. Instruction 13 hr. 10 min. Soloists 18 hr, 5 
min. Soloists.—Messrs. P. W. Hoare, R. Sanders Clark, P. A. Wills 
W. Roche Kelly, J. J. Hofer, KE. EK. Stammers, Will May, M. L. Bramson 
G. H. Craig, H. M. Samuelson, Art. Fowler, J. C. V. K. Watson 
Instruction.—Miss V. M. Cholmondeley, Messrs. C. Reilly, J. Hanson 
A. Pitt, E. H. Thierry, G. A. ‘Stedall, T.-H. 0, Richardson, R, M 
Doidge, B. Carey, R. S. Rattray, S. Nesbitt, H. M. Samuelson, A 
Hill Reid, B..E. Johnstone, L. G. Sykes. 

Om Saturday last the Club took delivery of G-EBYD, a D.H. Mot! 
(Cirrus Mark II). 

On Saturday the Club machines were used for ferrying Member: 
from Stag Lane to Brooklands to witness the finish of the King’: 
Cup Race. : 

In the fatal accident to Mr. G. N. Warwick, the Club loses one o 
its earliest Members. Mr. Warwick was the first member of the Clu: 
to take out his “ A” Licence. The deepest sympathy of all Member: 
is extended to his relatives. 

The Lancashire Aero Club. 

Report for week ending July 14. 

Flying Time 22 hr. 35 min. Instruction 10 hr. 50 min. Soloists ¢ 
hr. 35 min. Passengers 4 hr. 10 min. Tests x hr. Instruction.—With 
Mr.. Baker—Messrs. Williamson, Davies, Stross, Taylor, Agar, Green: 
halgh, Harrison, Faulkner, Weale, Ashworth, Serck, Mills, Garner, 
Kay, Sellars, Aliott, Brooking, Chart, Davis (R. G.), Miss Baerlein, 
Miss Emery. Soloists (under instruction).—Messrs. Mills, Harrison, 
Weale, Garner. Pilots.—Messrs. Meads, Harbour, Gort, Lacayo, Twem- 
low, Gerrard, Ruddy, Chapman, Hall, Agar. Passengers.—With 
Messrs. Rowley, Scholes, Hall, Leeming, and Michelson—8. 

Our crash average has improved during the week, two crashes 
being recorded against the usual one. QL and. RR were the culprits 
(or victims) according. to the angle of view, but néither of the 
accidents was serious. The most serious thing about them was that 
they interefered very much with flying during by far the best week 
of weather that we have yet experienced. 

Report for week ending July 21. 

Flying Time 31 hr. to min. Instruction 15 hr. 20 min. 
30 min. Passengers 6 br. 5 min. Tests 1 hr. 15 min. Instruction— 
With Mr. Baker—Messrs. Tweedale, Garner, Meads, Chart, Davies, 
Nelson (J. G.), Goss, Weale, Scholes (F.), Ashworth, ‘Faulkner, Allott, 
Kay, Greenhalgh, Williams, Davies (D. B.), Gort, Agar, Harrison, 
Secker, Vattricoux, Miss Baerlein, Miss Emery. With Mr. Cantrill—Mr. 
Stern. Soloists (under instruction).—Messrs. Tweedale, Chart, Mills. 
Pilots.~-Messrs. Lacayo, Gort, Nelson, Riley, Leeming, Goodfellow, 
Chapman, Michelson, Meads, Brooking. Passengers——With Messrs. 
Scholes, Baker, Lacayo, Leeming, and Goodfellow—24. 

QI, came back to service with the new type undercarriage (radius 
rods in front) and went off the following day to Liverpool for the 
the Liverpool Club’s Aerial Gymkhana. She arrived back in the 
evening with the undercarriage in a drunken and lop-sided condi- 
tion. Grave suspicion attaches to Mr. Michelson in this connection, 
who is stated to have gone im for the “landing high jump.” Mr. 
Goodfellow took OK over to Blackpool to give consolation joy-rides 
to the five entrants for the Blackpool Nomination Handicap who were 
disappointed of a flight during the Meeting. The Alpha-Gosport (NF) 
is at last in service and all dual will in future normally be carried 


Soloists § hr. 


The machine on the right bears Spanish mark- 


ings—for an agent who has his machines delivered to Spain by air. 
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W. Lawrence Hope 
ID ASL, Mi Kope ay Bristol 101. 
Gipsy Engine. 3 Jupiter Engine. 


King’s Cup — 
Air Race 


as 1n every other year 
won on 


K:LG 


Sparking Plugs 


which were chosen by 


all finishers 


Third Siddeley Trophy 
Miss W. E. Spooner. Miss W. E. Spooner. 
DABS Moth: D.H. Moth. 


Cirrus Engine, Cirrus Engine. 


K.L.G. Works, Putney Vale, London, S.W.15. Telephone: Putney 2132-3. 
Sole Export Agents: Messrs. S. Smith & Sons (M.A.), Ltd., Cricklewood, N.W.2. 
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out on this type. She first came into use at the week-end and proved 
extremely popular, so much so that all the Soloists evinced a desire 
to go back to dual again. 


The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland. ] 

Report for week ending July 22. 

Flying Time 35 hr. 25 min. Instruction 3 hr. “A” Pilots 12 hr. 40 
min. Passengers 18 br. 55 min. Test 50 min. Instruction.—With 
Mr. J. D. Parkinson—Mrs. Kish, Messrs. Cameron, De Pledge, Dodds, 
Lawson. “A” Pilots—Miss Leathart, Mrs. Heslop, Dr. Dixon, 
Messrs. A. H. Bell, Runciman, De Pledge, R. N. Thompson, Irving, 
Robertson, Turnbull, W. B. Ellis, Percy, C. Thompson, Wilson, Hep- 
bell. Passengers—With Mr. J. D. Parkinson—Messrs. Bulmer, White, 
Miss Klyver, Miss Bakewell. 

The disappearance of Mr. G. N. Warwick on the last stage from 
Cramlington to Renfrew during the King’s Cup Race caused great 
anxiety to all Members, and search patrols were instituted along the 
course into the Border country. These were only abandoned when 
news atrived that Mr. Warwick had crashed near Peebles with fatal 
results. 


To Mrs. Warwick and family, we tender our deepest sympathy. 


The Yorkshire Aeroplane Club. 

[Sec.: Lt.-Col Walker, Sherburn-in-Elmet.] 

Report for fortnight ending July 21. 

Flying Time 76 hr. Instruction 24 hr. 40 min. Soloists 43 br. 35 
min. Passengers 7 hr. 45 min, Instruction.—With Mr. Beck—Miss 
Ellison, Messrs, Lievens, Wilton, Parks, Ostler, Marriott, Arundel, 
Rowley, Pomeroy, Daly, Lloyd, Dujardin, A. Crowther, Fitton, Jack- 
son, Batcock, Collins, Shires, Leetham, Senior, Watson, Lupton, 
Ambler, Brown. Soloists—Mr. Brown. “A” Licence Pilots—Messrs. 
Clayton, Thompson, Ambler, Humpheries, Norway, Wilson, Ostler, 
Lax, Lister, Ely, Birch, Ellison, Wood, A. Crowther, Dawson, 
Reynolds, Dick. “B~” Pilot.—Mr. Fielden. Passengers.—27. 

Included in the above flying times is our record week of 48 lr. 50 
min., but duting the latter week we have been reduced to one 
macHine, RF having completed its time for C. of A., and TB having 
Tun a Master Connecting Rod as a result of the heat wave: 

On Friday, July 20, some 2,000 people visited the Aerodrome to 
watch the King’s Cup machines on their way North. 


The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth. ] 

Report for week ending July 21. 

Flying Time 42 hr. 42 min. Instruction.—With Flt. Lt. 
D.F.C., and Mr. W. H. Sutcliffe—22. 
Passengers.—13. 

On Tuesday Mr. G. C. Jones successfully made his first 
flight. 

During the week three members passed all tests for their “A” 
Licences. 

On Thursday, Flt. Lt. Rose flew “XT” to Stag Lane to have a new 
petrol tank fitted. 

The Castle Bromwich control for the King’s Cup Race appeared to 
work quite smoothly. The ultimate winner of the race was heard 
“ whispering ” his opinion of the previous control in strictly Biblical 
language. We have not yet heard what he said about us on arrival 
at Nottingham. 

The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, The Aerodrome, Hamble.] 

Report for week ending July 20. 

Flying Time 66 br. 20 min. Instruction 35 hr. 30 min. “A” Pilots 
iz hr. 55 min. Soloists 1 hr. 25 min. Passenger Flights 7 Be aeeests 
r hr. 30 min. Instruction—With Flt. Lt. Swoffer and Mr. W. H. 
Dudley—Mr. Westlake, Major Jenkins, Mr. Dalrymple Smith, Mr. 
Walker, Mr. Beagley, Mr. Sturge, Lt. Mandeville, Dr. Russell, Mr. 
Tobutt, Mr. Mole, Mr. R. King, Miss Melvill, Sq. Ldr. Bradyil 
Johnson, Mr. Buckley, Lt.-Cdr. Coveney, Mr. Neave, Mr. Wells, Mr. 
Robertson, Mr. Curtis Nuthall, Miss Grace, Mr. Berney, Mr. Kerry, 
Mr. Craske, It. Dallmeyer, Mr. Fletcher, Mr. Goldman, Mr. Colls, 
Mr. Phillimore, Mr. Somerset, Flt. Lt. D’Aeth, L(t. Townsend, Mr. 
Knight, Mr, Turner, Mr. Reuther, Mr. T. Martin, Mr. Brewster, Mr. 
W. Martin, Mr. Agar, Mr. Redwood, Lt. Donner, Mr. Brodrick, Mr. 
J. S. M. Richards, Mr. Farmer, Comdr. Bell. “A” Pilots——Capt. 
Kirby, Mr. Baynes, Lt. Heath, It. Fagan, Mr. Parker, Mr. Michel- 
more, Don J. de la Cierva, Flg. Off. Mellor, Lt. Collier, Flt. Lt. 
Crawford. Soloists——Mr. Perfect, Mr. Fawkes, Mr. H. King, Mr. Scott- 
Hall, Mr. Wells, Mr. Larden, Mr. Curtis-Nuthall, Mr. Wills, Mr. 
Kerry, Fig. Off. Tillard, Mr. Whittle, Major Jenkins, Mr. Colls, Mr. 
Westlake, It. Townsend, Flt. Lt. D’Aeth. Passengers.—31. 

Major Jenkins and Mr. Colls achieved successful first solos. The 
former instead of doing one circuit, as instructed, in his keenness 
did four. The ladies present said they were glad the engine was 
running and the Chief Instructor tackled him on his arrival. We 
did not hear, but can imagine, what he said. 

KING’s CUP AIR RACE. 

A small but enthusiastic crowd turned up on Saturday to watch the 
arrivals in the King’s Cup Race. 

Miss Spooner was the first to land and she was followed shortly 
afterwards by Mr. Hope, the eventual winner. 

Keen interest was displayed when Flt. Lt. Webster arrived on the 
Spartan. 


To Rose; 
Soloists under instruction.—21. 
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It was seen that the Avenger, the fastest machine in the Tac 
had no chance of overtaking the leaders. 
We extend our congratulations to Mr. Hope on winning 
trace and to Miss Spooner om securing the Siddeley Trophy. 
The Norfolk and Norwich Aero Club. 
[Manager: Basil Young, The Aerodrome, Sprowston.] : 
Report for week ending July 22 ¥ "3 
Flying Time 4 hr. 40 min. Instruction—With Mr. Young—Mesgr| 


C. Bethell, A. Richardson, C. C. White, C. Mills, A. Kirkby 
K. Wharton.. Soloists——Messrs. G. Barker, C. C. White, A. Coope: 
E. Lambert. Passengers.—2. ~ 


A member came into the Club the other evening and said he ha 
made a ‘good landing.” It was most decidedly a “ good” one dy 
now we have no Moth for a time. Following. this a slight unde; 
carriage trouble to the Avian packed up our flying for the re 
of the week. Flying luck appears to run in cycles, sometimes g 
smoothly and then everything goes wrong. However these thing 
will occur sometimes and we have to make the best of them. 

Heartiest congratulations to Mr. Hope on winning the King’s Cup fo 
the second year and also to Miss Spooner for the very fine show sh 
put up. We noticed at Norwich how very particular she was in the 
fuelling and oiling her Moth, not until this was done to her sati 
faction did she rest. r 

The Bristol and Wessex Aeroplane Club. 

[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] - 

Report for week ending July 21. 

Flying Time 28 hr. Instruction 8 hr. 40 min. Passengers—7o flight 
8 hr. 10 min. Cross-Country—1 flight 1 hr. 30 min. Instruction —Wit 
Mr. Tratman—Messrs. Amory, Lysaght, Allinson, Singh, Keeling, an 
Putnam. With Mr. Travers—Miss Miles, Messrs. Harris, Hall 
Bathurst,. Neale, Singh, Warren, Chopra, Lysaght, Keeling, Greer 
hill and Laws. Soloists——Messrs. Downes-Shaw, Hall, Bathurst an 
Jopp. * 

On Tuesday our deputy instructor, Mr. H. G. Travers, flew here i 
a machine recently acquired by one of our members. He begai 
his work of instruction on Wednesday. 

Ideal weather favoured us for the King’s Cup Race. The firs 
arrival here was Miss Spooner, whom we congratulate on winning th 
Siddeley Trophy. Our own representative, Mr. A. S. Butler, was 5¢ 
in the King’s Cup and second in the Siddeley Trophy.  Anothe 
Bristol representative was Mr. C. F. Uwins who, though delayed « 
the beginning, came in znd. But for the delay he would probabl 
have won. It was a notable performance on his part. S 

At 17.30 hr. on Saturday Mr. Downes-Shaw left in G-EBYH, wit 
Lord Apsley as passenger, for Andover, which was reached in 4 


minutes. The return journey occupied 50 minutes. 
The Winnipeg Flying Club. 
[Sec.: F. D. Bradbrooke, 903, Lindsay Buildings, Winnipeg.] 


Report for week ending July 1. 

Flying Time for the week was 34 hr. 22 min., making a total fo 
the Club of 139 hr. 7 min. Of this week’s time just about 24 hours wer 
occupied with dual instruction, 8% hours with members’ solo, an 
50 minutes with passenger flying. 

Five members, club-trained ab initic, were sent solo, these bein 
Miss Magill, Bradbrooke, Alleyn, Brookes and Haldane. Solo flyin 
was also done by Crabbe, Huggard, Morgan, Partridge, and Straith. 

Passenger flights were taken by three members, Mrs. Crabbe, Mr: 
Straith and Mrs. Parkill. ; 

Dual instruction was given to Alleyn, Antonbring, Bradbrooke 
Barker, Barager, Brookes, Furnival, Grainger, Haldane, Longley, Mc 
Farlane, MacBean, MacDougall, Miss Magill, Nanton, Mrs, Oake: 
Parkhill, Crosby, Patterson, and Thomas. ; 

The engine of G-CAKB was given a top overall, having run w 
155 hours in five weeks. The Club’s second Moth, G-CAKU, wa 
delivered, rigged and tested, so that two machines are now in regula 
use. 

The Victoria Aero Club. : 

[Sec.: Sydney H. Pickles, A.F.R.Ae.S., 208, Union Building, Vic 
toria, B.C.] -. 

The Victoria Aero Club started active flying work at the beginnin: 
of July. Credit for this is chiefly due to the untiring efforts of it 
Secretary, who has been entirely responsible for organising the Clu 
and obtaining the guarantee of $4,000 required by the Dominio! 
Government towards the D.H. Moth allotted to the Club. A Directors 
Meeting was held on July 5, at which a resolution was passe 
making the following persons Honorary Life Members of the Clul 
in return for financial assistance and services rendered in the forma 
tion of the Club: Major-General J. H. MacBrien, C.B., C.M.G., D.S.0. 
the Hon. Walter Nichol, Mr. Sydney Pickles (Secretary), and Messts 
D. W. Hanbury and V. S.. Stewart Macleod. Materials for the Club’ 
hangar were donated by various public-spirited firms in Victoria, at 
the hangar was designed by Mr. Pickles, who also assisted in th 
building, labour for which was supplied entirely voluntarily by mem 
bers of the Club. B.C. Airways Ltd. have given free use of their aero 
drome for the Club until February, 1929. The total membership 0 
the Club is already 100, 42 of whom require flying instruction. Mr 
Pickles is acting Honorary Secretary and Instructor until such tim 
as his combined duties become too arduous. With such willing an 
enthusiastic supporters the Club should soon be firmly on its fee 
and one hopes to be able to publish reports of its flying hours com 
parable to those of the British Flying Clubs. 
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“T have never sat behind a 
more wonderful engine.... 
Throughout the entire race 
I had the throttle wide open. 
Itnever droppedone rev. and 
was running as smoothly 
and sweetly at the finish as 
when I left Hendon the day 


before.” 


— CAPT. W. L. HOPE (winner of the 1928 Kin ng’s 
Cup Race), on ps a eng pegey in his ==ooww 
G. Type M: 


1928 KINGS CUP RACE 
3 GIPSY MOTHS started, 
3 GIPSY MOTHS finished 
| Bes Ae and Git 


For particulars of the 85-100 h.p. Gipsy Engine, write to : 
THE DE eee AND ee a a We teers LED: ole mee; fie Ned pasa AIRCRAFT OF eo ne 
Telegrams: Hav re Phone, Calindaen. pia : Colit idale 6160-6163. Gia. dec Se 
THE ee spel Sa AIRCRAFT ee bar 


5 > rne, Aust 
treets gram ee th, Melbourne 
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COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Sunday, 14; Monday, 39; Tuesday, 35; Wednesday, 36; 
Thursday, 36; Friday, 38; Saturday, 41. 

IMPERIAL AIRWAYS LTD. :? 

London—Paris—Zurich : I,ondon—Ostend—Brussels—Cologne and re- 

turn: Machines 84, passengers 821, freight 27 tons. 

AIR UNION: 

Paris—London and return: 

tons. 

K.L.M. : 
Amsterdam—Rotterdam—London and return: 
gers 314, freight 6% tons. 

SABENA : 

Brussels—London and return: Machines 14, passengers 119, freight 

2 tons. 

DevutscHE LUFTHANSA AG. : 

Amsterdam—London and return: Machines 28, passengers 98, freight 

5 tons. 

PRIVATE : 

Machines 19, passengers 21. 

Total number of trips by British Machines 99, carrying 830 pas- 
sengers. Foreign Machines, 140, carrying 972 passengers. 

Nore.—Over and above the traffic listed above from the London 
Terminal Aerodrome, the K.I,.M. have run 11 machines .carrying 3% 
tons of newspapers between Lympne and Ostend. 

COMPARATIVE FIGURES. 

Week ending July 21: 

Machines, 239; Passengers, 1,802; Crews, 
Corresponding week, 1927: 

Machines, 167; Passengers, 
Corresponding week, 1926: 

Machines, 170; Passengers, 
Corresponding week, 1925: 

Machines, 152; Passengers, 
Corresponding week, 1924: 

Machines, 207; Passengers, 
Corresponding week, 1923: 

Machines, 122; Passengers, 
Corresponding week, 1922: 


Machines 57, passengers 438, freight 14 


Machines 37, passen- 


451; Total personnel, 2,253. 


1,313; Crews, 328; Total personnel, 1,641. 


1,243;.Crews, 215; Total personnel, 1,458. 


894; Crews, 213; Total personnel, 


1,055; Crews, 255; Total personnel, 


Crews, 212; Total personnel, 777. 


5653 


Machines, 159; Passengers, 366; Crews, 251; Total personnel, 617. 
Corresponding week, Yo21: 
Machines, 101; Passengers, 460; Crews, 126; .Total personnel, 586. 


Corresponding week, 1920: 
Machines, 82; Passengers, 175; Crews, 
Croydon Notes. 

Traffic this last week has exceeded even last week’s record 
figures and if the fine weather continues for a little longer 
it looks as though the 2,000 passenger mark will be reached 
very shortly. 


104; Total personnel, 279. 


One unpleasing feature of the increase during the pz 
week is that more than the whole increase in passeng 
traffic has been caused by a rise in the passengers carri 
on foreign aircraft, which have this time carried more th 
half the total number of passengers. [Presumably becay 
the British machines have been full up for weeks, and t 
excess passengers have to go in foreign machines whi 
have hitherto been empty.—ED.] 

During this week thirty-seven American art stude 
booked their passage to Paris by Imperial Airways as a par 
Two Argosies were needed to carry them. It is a ct 
fact that one of these Argosies was filled exclusive! 
women students, all the mere males being segregate 
the second machine. c 

Three D.H. Moths (Cirrus engines) for the use of 
Spanish Royal Aero Club left Croydon on Wednesday, yx 
18. They departed, and, arrived at Le Bourget, in, formatic 

Quite large consignments of silver in ingot form have be 
reaching this country recently from France. After the rece 
rush to the Bank of France to change hoarded gold coi 
some influx of gold might have been expected—but w 
silver? 

The Aerodrome Hotel was the scene . of an official openi 
on Friday. Sir Samuel Hoare, Secretary of State for A 
formally declared the hotel well and truly opened, a 
many of those who are concerned with Civil Aviation, bc 
at Croydon and elsewhere, were entertained by Barel: 
Perkins and Co. Ltd. to lunch. 

The only complaint that has been made so far concerni 
this ceremony is that those members of the aerodrome st 
who were not invited to the lunch found great difficulty 
purchasing food or other refreshment in the ordine 
way.—w. H. §. 


Slotted Wings on Civil Machines. 
The Secretary of State for Air, in reply to a questior 
Capt. Garro- Jones in the House of Commons on July 18 
that the Vickers-Vulcan which crashed on July 13 wa 
fitted with the slotted-wing device. 
Certain new machines on order for Imperial Airways 
were to be fitted with this safety device, but none of 
machines now in use were so fitted. 


Sir Samuel Hoare added that he thought there was 
difference between the use of the slotted wing in the c 
of Service machines and its use in the case of civil machin 
The fact that 3,000,000 miles had been flown without seric 
accident to any passenger differentiated the civil machit 
from the Service machines. % 


“For Safety in the Air Everywhere.”’ 


IRVIN AIR CHUTE 


are the life-saving equipment used by all Air Forces of the 
United States, Great Britain, Japan, Sweden, Norway, Poland, 


Chili, Peru, Siam and 


twenty other countries 


throughout 


the world. Everywhere recognised as the most reliable, safest 


and most economical equipment of the kind in existence. 


Superiority 


of every feature proved by years of severe service use and 
thousands. of comparative tests. 


OVER 
OVER 
OVER 


IRVING AIR CHUTE CO., INC. 
372, Pearl St., Buffalo, N.Y. 


Cable Address: 
‘‘Irvin Buffalo, N.Y.U.S.A.”’ 


125 LIVES SAVED IN EMERGENCY. 
10,000 SUCCESSFUL 
50,000 SUCCESSFUL TEST DROPS. 


“LIVE” DROPS. 


IRVING AIR CHUTE OF GT. BRITAIN, LTD., 
Letchworth, Herts. 


Cable Address: 
‘*Irvin Letchworth, England.” 
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n the field of AIRCRAFT 


As in Motoring, Motor-cycling, Cycling 
and Commercial Transport 


“‘DUNLOP 


is aname synonymous with satisfac- 
tiou. Dunlop Tyres have proved their 
reliability and Dunlop Aeroplane 
Tyres, on Dunlop Wheels and well- 
base rims, are approved by the Air 
Ministry for use by the 


ROYAL AIR FORCE 


DUNLOP RUBBER COMPANY LIMITED 
FORT DUNLOP - - BIRMINGHAM 


Brancies throughout the World. 


4 C.F.H. 56 Gp 
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[There is a proverb about horses and stable doors which 
might be taken to heart by those concerned officially or 
commercially with Civil Aviation. The Vickers-Vulcan was 
an ancient freighter and as such was hardly worth the ex- 
pense of fitting with slots,_though, after all, the lives of 
the employees of Imperial Airways Ltd. are worth as much 
to them as are the lives of paying passengers, or perhaps 
more. But the best of pilots sometimes make mistakes, or 
may faint in the act of landing. And this particular machine 
had in fact been refitted with seats for the passenger ser- 
vice. So slots should have been fitted, if only as an in- 
surance on the lives of passengers.—c. G. G.] 


POLAR EXPLORATION AND AIRSHIP DOPE. 


There seems to be a good deal of controversy among 
technical people on the subject of the kind of dope most 
suitable for airships in various parts of the World under 
varying conditions. The debate has apparently arisen 
largely out of the loss of General Nobile’s ill-fated Italia. 

Rumour has it that the fabric of the Italia was treated -with 
acetate dope of French origin, and among some technical 
people the opinion is expressed that this species of dope is 
particularly liable to absorb moisture from the air. If that 
be so, the sinking of the Italia, owing to the ship growing 
heavier and heavier, in spite of the best efforts of her crew, 
would be easily explained. 

Against this rumour the statement is made that our rigid 
airship, R.34, which flew across the Atlantic and back, was 
treated with an acetate dope. But that dope was of British 
manufacture and was not liable to absorb moisture to the 
same extent as some of the Continental acetate dopes. On 
the other hand the opinion is expressed that the only re- 
liable dope for airships is some species of nitro dope, as 
this particular type is not at all liable to absorb moisture. 


Nitro dope has been used for years on British aeroplanes 
and one is told that it is used by the Germans in their big 
airships. So just what objection there could be to using 
nitro dope on the Italian airship one cannot quite explain. 

However, one commends to the Italian authorities, who 
must naturally be interested in clearing up the reason for 
the wrecking of the Italia and the loss of so many lives, 
that they should investigate carefully the whole subject of 
acetate versus nitro dopes. And one further suggests that 
if independent investigation proves nitro dope to be the 
more desirable, some steps should be taken to discover why 
this particular kind of acetate dope was used. 


A FLY IN THE OINTMENT. 


The Equity Court in Sydney has granted an injunction 
restraining Capt. Kingsford Smith and Mr. C. P. Uim from 
dealing in any way with the ‘‘ Southern Cross,” the Fokker 
monoplane in which they flew from San Francisco to Sydney 
across the Pacific. 

Lieut. Keith Anderson claims a share of the profit of the 
flight and also a share in the aeroplane, alleging that he 
entered into a partnership with Capt. Kingsford Smith in 
July, 1927, for the purpose of the trans-Pacific flight. 

Capt. Kingsford Smith refuses to recognise any such claim, 
and maintains that the machine was a personal gift to them 
from their American backer. 


CONCERNING THE SPARTAN, 


Mr. O. KE. Simmonds desires to announce that he has 
severed his connection with the Supermarine Aviation Works 
and that all communications with reference to the ‘ Sim- 
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Wings ”’ should be addressed to ‘‘ Holmfels,’? Woolsto 
Hants.—’Phone Woolston 176. 


BY ERROR, AGAIN. 


In THE AEROPLANE of July 18 the statement was made th 
a two-seater light seaplane piloted by Lady Heath had Pp 
up a height record in the new F.A.I. class for light ty 
seater seaplanes. 

Apparently this announcement was at least prematur 
The Royal Aero Club states that the machine was 60 lb 
above the weight permissible in the light seaplane ela 
and that therefore no record canbe claimed for it, 

Readers should note that the attempt was not one to be 
a record but merely to establish a record which hither 
had not existed. At the same time it is regrettable th 
those who claim to set up records are not more careful 
study the rules and regulations. 


Some time age a claim was made that the height reco; 
for light aeroplanes (land) had been broken and gre, 
publicity was made out of it,—only to be rudely shattered t 
an official statement that correction of the instrumen' 
showed that the much-advertised new record equalled tt 
existing record without beating it, 


PERSONAL NOTICES. 


BIRTHS. 

ADDIS.—On July 18, at Manor Way, Ruislip, Middlesex, to Kathlee 
wife of Edward Addis, Flg. Off., R.A.F.—a daughter. 

ANDERSON.—On July 14, at The Kashmir Nursing Home, Srinaga 
to Alma Birge (née Chamberlain), wife of Flt. Lt. David Forghat 
Anderson, D.F.C., R.A.F.—a son. 

CUNNINGHAM-REID.—On July 17, at. Brook House, Park Lane, { 
Mary, wife of Capt. Cunningham-Reid, D.F.C., M.P.—a son. 

LAWSON.—On July 16, to Dora, wife of Fit. Lt. G. M. Lawsor 
M.C., R.A.F.—a son. 

PRICE.—On July 15, at Chester, to Margaret, wife of C. W.. Prics 
Fle. Off.; RA. ——a ‘soni a 

SCARROTT.—On July 20, at Cross Roads, Carrie, to Idonea, wif 
of George Scarrott, Flg. Off., R.A.F.—a daughter. 

DEATH. 

WARWICK.—On. July 20, in an aeroplane accident near Peeble 
G. N. Warwick, of Mill House, Harpenden. 

[The late Mr. Warwick was educated at Uppingham and as soo 
as he became of military age during the War he went to Sandhurs' 
whence he joined the Indian Army. On being demobilised afte 
the War he studied for the Bar and later went into the Rubber Trade 
Being keenly interested in aviation he joined the R.A.F. Reserve ¢ 
Officers in 1926 and subsequently did his training course at th 
Blackburn School at Brough. He joined the London Aeroplane Clu 
and was the first Member to qualify for an “A” certificate. 

Both at Brough and at Stag Lane he was considered quite a com 
petent pilot. With all his experience of other professions he wa 
intensely keen on becoming a professional civil aviator, and with tha 
end in view he studied for and passed the examination for a 2n 
Class Air Navigation Certificate in April. 

He was a clever and ambitious man and given opportunities h 
would assuredly have made his mark in the World. For though hi 
prime interest was aviation his outlook was far bigger than tha 
of the ordinary paid pilot. To his wife and family one offers th 
deepest sympathy.—c. G. G.] 


FORTHCOMING MARRIAGE. 
STOCKEN-OLIVER—The engagement is announced of Capt. Reginalt 
Herbert Stocken, R.A.F.O., elder son of the late Mr. and Mrs. A. H 
Stocken, of Streatham, and Enid Margaret, elder daughter of the Rev 
A. C. and Mrs. Oliver, of Fretherne Rectory, Gloucestershire. 


MARRIAGE. 


VOLKERT—HALEY.—On July 21, at Isleworth, George R. Volkert, 0 
Grove Park, W., to Violet E. Haley, of Hurlingham. 
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Telephones : 
Cheltenham 3061-2-3-4, 
London, Regent 1745. 


Codes: 
A.B.C. 5th Ed. & Bentley’s. 


Telegrams : 
“Glosaircra, Cheltenham.” 
“Glosaircra, Piccy, London.” 


MIR GRATE 1CO;,. BED: 
SUNNINGEND WORKS, CHELTENHAM. 
Aerodrome and Works, Brockworth, Glos. 
London Office - - 5, Grafton Street, W.1. 
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Series No. 4. 
GLOSTER RACING 
MACHINES. 


THE GLOSTER AIRCRAFT CO., LTD., 


Head Office : 
SUNNINGEND WORKS, CHELTENHAM. 
Weare: | SUNNINGEND WORKS, CHELTENHAM. 


BROCKWORTH AERODROME & WORKS, GLOS. 


London Office: 5, GRAFTON STREET, BOND STREET, W.1. 


THE EVOLUTION OF THE WORLD’S FASTEST BIPLANE. 
L-EVOLUTION DU BIPLAN LE PLUS RAPIDE DU MONDE. 
LA EVOLUCION DEL BIPLANO MAS VELOZ DEL MUNDO. 


E développement des engins 
| de course, quiils  soient 

appelés a circuler sur terre, 
sur “mer ou dans les airs, a con- 
ribué plus que tout autre facteur 
wu perfectionnement de l’automobile, 
ju canot a moteur et—plus récem- 
ment—de l’avion. En effet, les 
‘xigences des épreuves de vitesse 
sure sont telles qu’elles mettent 
mmédiatement en lumieére les points 


aibles du dessin et de la structure, 
‘€ qui a pour résultat de hater le 
drogres, 

Or, la Gloster Aircraft Company 
. su reconnaitre ce fait peu aprés 
es premiers débuts, et, dés 1921, 
lle entreprit tout un programme 
Vexpériences intéressant les avions 
le course, programme ayant beau- 
oup contribué au frestige de 
aéronautique anglaise ainsi qu’au 
rand succés de cette société, dans 


HE development of racing 
craft, whether for land, 
water or air, has contri- 

buted more than anything else to 
the perfection respectively of the 
motorcar, the motorboat and the 
aeroplane of to-day. The exigen- 
cies of pure speed tests are such as 
to show up at once the weak points 
of the craft in design and struc- 
ture and so accelerate progress. 


The Gloster Aircraft Company 
recognised this fact very early in 
their career, and in 1921 they 
launched upon a programme of 
experiment with racing aircraft, 
whieh has contributed consider- 
ably to British prestige in the air 
and incidentally to the great suc- 
cess of the firm in producing 
efficient service aircraft. 

The following pages give a 
brief survey of the firm’s efforts 


L desarrollo de los aparatos 

de carrera, ya sean para los 

fines terrestres, acuaticos o 
aéreos, ha sido uno de los factores 
que mas ha contribuido a la 
perfeccién del automovil, la lancha 
automévil y el aeroplano de la 
actualidad, respectivamente. Las 
exigencias de las pruebas puramente 
de velocidad son tales que en 
seguida ponen de manifiesto todos 


— 


aquellos factores del disefio y la 
estructura del aparato que 
son susceptibles de mejoramiento, 
pudiéndose asi acelerar el progreso 
de los adelantos. 

Este es un hecho que fué re- 
conocido desde hace mucho tiempo 
por la Sociedad Gloster Aircraft 
Company, y en el afio 1921 ya se 
habia embarcado en un programa de 
experimento con aviones de carrera, 
los cuales han contribuido material- 


One 


la construction d’appareils 
donnant un haut rendement 
effectif en service, 

Aux pages suivantes, se 
trouve un résumé succinct 
des efforts tentés par cette 
société dans ce sens, efforts 
qui l’ont —_ultérieurement 
menée a la construction 
du biplan le plus rapide 


du monde, a savoir le 
GLOSTER lV, appareil 
qui, comme _ rendement 


aérodynamique et comme 
exécution, n’a probablement 
jamais été excellé. 

Le progéniteur de cette 
longue série d’appareils de 
course Gloster avait été 
le célébre “Mars 1” ou 
“ Bamel,” avion construit 
pour le Derby Aérien de 
1921, doté d’un moteur 
Napier Lion, et qui fut le 
premier appareil anglais 
concu. tout spécialement 
pour faire de la vitesse. Il 
gagna d’ailleurs la course et 
le handicap, a la vitesse 
moyenne sur le circuit de 
262 km,.-522 SA a heure. 
Plus tard, la méme année, 
il porta’ le record anglais 
de la vitesse a 3160 km. 
396 a l’heure. 

Aprés avoir subi certains épure- 
ments, le “ Bamel” s’inscrivit pour 
le Derby Aérien de 1922, épreuve 
qu'il gagna a nouveau, a la vitesse 
moyenne de 285 km. 738 al’heure. 
Plus tard dans la méme année, a 
’Aérodrome «2 Villesauvage 
(Etampes), il avait atteint la vitesse 
de 341 km. 503, sur un kilométre 
officiellement chronométré, et ce fut 
donc le premier avion anglais qui 
dépassa le chiffre tant désiré de 
200 milles (320 kms.) a l’heure. 
©En 1922, muni d’ailes de plus 
grandes dimensions, le *‘Bamel” 


The Aerial Derby Trophy won by the Gloster Company 


on the “Gloster I” in 1923. 


Trophée du Derby Aérien remporté par la Gloster 


Company sur l’appareil “ Gloster i” en 1923. 


Trofeo del Derby Aéreoganado por la Gloster Company 


en el aparato ‘Gloster I” en 1923. 


in this direction, which have cul- 
minated in the world’s Fastest 
Biplane, the Gloster IV, which 
for aerodynamical efficency and 
workmanship is perhaps un- 
surpassed, 

The progenitor of the long 
series of Gloster Racing machines 
was the well known “ Mars |” or 
“Bamel,”’ constructed for the 
Aerial Derby in 1921 and fitted 
with a Napier Lion Engine. This 
was the first purely high speed 
British machine. It won the race 
and the handicap with an average 


r 


mentea mantener el prestigio 
britanico en el aire e, in- 
cidentalmente, a  propor- 
cionar el gran éxito de dicha 
sociedad en la produccién de 
aviones de servicio eficiente, 
|: En las paginas que siguen 
se facilita una historia breve 
de los esfuerzos hechos por 
la casa en este sentido, 
cuyos esfuerzos han culmi- 
nado en la produccién del 
Biplano mas veloz de mun- 
do entero, a saber, el Gloster 
IV, que quizas no tiene rival 
por lo que se refiere a 
eficiencia aerodinamica y a 
mano de obra. 

El precursor de la larga 
serie de Aviones Gloster de 
Carrera fué el celebrado 
“MarsI” o “Bamel” que 
fué construido para tomar 
parte en el Derby Aéreo de 
1921 y fué provisto de un 
motor Napier Lion. Esta 
fué la primera maquina que 
fué construida en Inglaterrz 
puramente para los fines de 
alcanzar una gran velocidad 
El aparato gano la carrera j 
el handicap con una velo 
cidad promedia de 262,322 
kil6metros por hora en ur 
circuito circular. Luego, er 
aquel mismo afio, contribuy6 a au 
mentar el Record Britanico de veloci 
dad a 316,396 kilémetros por hora 

El avion “Bamel” fué el objetc 
de un repasado con el objeto de qu 
volviera a tomar parte en el Derby 
Aéreo de 1922, el cual fué ganadc 
por dicho aparato con una velocida 
promedia de 285,738 kilémetro: 
por hora. Algo mas tarde en e 
mismo afio, en un recorrido de ut 
kilbmetro de tiempo  ;egistrad 
oficialmente, alcanz6 una velocidac 
de 341,503 kilémetros por hora et 
el Aeréddromo de _ Villesauvage 


The first Gloster Racing Machine, the ‘‘ Mars I” or “ Bamel” (Napier Lion Engine). 


Premier appareil de course Gloster, le ‘‘ Mars 1” ou “ 
El primer aparato Gloster de carrera, el “ Mars!” 


Two 


Bamel ” (Moteur Napier Lion). 
o “*Bamel” (Motor Napier Lion): 


ie 


agna l’altitude de 5.9435 m. 60 en 
| minutes 34 secondes, ascension 
raiment phénoménale. 

C’est en 1923 que se construisit 
> Gloster I, et, pour la troisiéme 
ois de suite, la marque s’adjugea la 
remiere place au Derby Aérien, a 
4 vitesse moyenne de 309 km. 
37 a V’heure, D’ailleurs, cet 
ppareil, monté sur flotteurs, est 
oujours en service pour |’entratne- 
nent des pilotes de la Coupe 
schneider, témoignage des plus 
loquents a l’excellence de la cons- 
ruction Gloster. 

Malheureusement, cette épreuve 
e sest plus courue depuis, par 
uite du manque d’aérodromes 
ppropriés pour appareils aussi 
apides. 

La Gloster Company décida donc 
e construire une machine destinée 
_participer a la Coure Schneider, 
preuve avec laquelle la marque n’a 
essé de s‘identifier étroitement 


The preliminary Training Machine of the Schneider Trophy Team, the 
Appareil d’entrainement préliminaire de l’quipe de la Coupe Schneider, le 
El aparato de ensefnanza preliminar del team del Trofeo Schneider, el ‘‘ Gloster I” 


speed over the circular course of 
163 m.p.h._ Later in that year 
it raised the British Speed Record 
to 196.6-m.p.h. 

The “Bamel” was cleaned up 
and again entered for the Aerial 
Derby in. -1922, which: it 
won at an average speed of 
iis aetna p.le es Later in that 
year at Villesauvage Aerodrome, 
Etampes, it attained a speed over 
an officially timed kilometre of 
212.2 m.p.h., the first British 
machine to touch the 200 m.p.h. 
mark. 

Fitted with larger wings the 
“Bamel” in 1922 made a pheno- 
menal climb of 19,500 ft. in 11 
mins. 34 secs, 

In 1923 the Gloster I was 
constructed and, for the third 
time in succession, the Aerial 
Derby was won at an average 
speed of 192.4 m.p.h. This 


machine, erected on’floats, is still 


“Gloster I” on floats (Napier Lion Engine). 
“Gloster I” sur flotteurs (Moteur Napier Lion). 


sobre flotadores (Motor Napier Lion). 


Etampes, siendo ésta la primera vez 
que un avi6én britanico alcanzara la 
cifra de 320 kilémetros por hora. 

Env 1922" el@avien ~* Bamel;” 
provisto de alas mas grandes, hizo 
un ascenso fenomenal de 5.943,60 
metros en |] minutos y 34 segundos. 

En el aho 1923 fué construido el 
Gloster I, y por tercera vez en 
sucesi6n el Derby Aéreo fué ganado 
a una _ velocidad promedia de 
309,637 kilémetros por hora, 
Este aparato, montado sobre flota- 
dores, todavia esta  prestando 
servicio como maquina de practica 
para los pilotos que mas tarde han 
de tomar parte en el Trofeo 
Schneider, lo cual constituye un 
tributo a la mano de obra de la 
Sociedad Gloster. 

Desgraciadamente, desde aquella 
fecha no se ha vuelto a correr dicha 
carrera aérea por falta de Aerd- 
dromos apropiados para maquinas 
de alta velocidad, 


‘The Gloster “ Mars I” or “ Bamel” (Napier Lion Engine). 


L’appareil Gloster “Mars 1” ou “Bamel” (Moteur Napier Lion). 


El aparato Gloster ‘‘Mars I” 0 “ Bamel’’ (Motor Napicr Lion’. 


Three 


The “Gloster 1” with pilot, the late Mr. Larry Carter, after winning the Aerial Derby in 1923. 


L’app 


areil ‘‘ Gloster 1’’ avec son pilote, feu Mr. Larry Carter, aprés avoir gagné le Derby Aérien en 1923. 
p ) p gag ny, 


El aparato “ Gloster I” con su piloto, el finado Mr. Larry Carter, después de haber ganado el Derby Aéreo en 1925. 


depuis. Le Gloster II se construisit 
en 1924, mais en raison d’un léger 
accident survenu pendant les essais 
il fallut annuler l’inscription. 

Cette construction fut suivie en 
1925 par celle du Gloster III, 
appareil classé second a la course 
de Baltimore (Etats-Unis), a la 
vitesse moyenne de 321 km. 869 
a V’heure, chiffre n’ayant d’ailleurs 
pas donné la pleine mesure de 
l'appareil, puisqu’a certains essais 


in service as a practice machine for 
Schneider Trophy pilots, a tribute 
to Gloster workmanship, 

The Aerial Derby has unfor- 
tunately not been run since owing 
to the lack of suitable Aerodromes 
for high speed machines. 

The Gloster Company there- 
fore decided to construct a mach- 
ine for the Schneider Trophy 
Race, with which they have been 
very closely identified ever since. 


Por consiguiente, la Socieda 
Gloster se decidio construir u 
avin para la Carrera por el Trofe 
de Schneider, con la cual ha estad 
relacionada muy _ estrechament 
desde aquel entonces. El aparat 
Gloster II fué construido en 192: 
pero, debidoaun percance durantela 
pruebas, tuvo que anularse la entradé 

Este fué seguido en 1925 por « 
avioén Gloster III el cual entr 
segundo en la carrera en Baltimoré 


L’appareil 
Four 


“Gloster II” (Moteur Napier Lion). 


The ‘‘ Gloster II” (Napier Lion Engine). 


El aparato ‘ Gloster II’”’ (Motor Napier Lion). 


The “Gloster ITI’’ (Napier Lion Engin2) which finished second in the Schneider Trophy Race, U.S.A., 1925. 
L’appareil ‘‘ Gloster III” (Moteur Napier Lion) qui s’est classé second, a la course de-la Coupe Schneider de 1925, aux Etats-Unis. 
| aparato “Gloster III” (Motor Napier Lion) que entré segundo en la carrera para el Trofeo de Schneider en 1925, en los Estados Unidcs. 


Itérieurs il a pu atteindre 376 km. 
86 a l’heure. A présent, le 
sloster III s’utilise comme appareil 
itermédiaire pour l’entratnement 
e l’équipe anglaise de la Coupe 
chneider. 

La création la plus récente a ce 
mur de la Gloster Company n’est 
utre que le Gloster IV, machine 
onstituant un exemple sans paral- 
le de merveilleuse ingéniosité 
nécanique, Cet appareil, piloté par 
eu le Lieutenant Kinkead, D.S.O., 
oe .F.C., R.A.F., a participé 
la Coupe Schneider, a Venise en 
927, et sa vitesse moyenne sur le 
our le plus rapide avait été de 
45 km. 786 a l'heure. <A cause 
€ certains ennuis provenant du 
1oteur, cette vitesse est restée con- 
idérablement inférieure a |’allure 


The Gloster JI was produced in 
1924, but owing to a mishap 
during the trials, the entry had to 
be cancelled. 

This was followed in 1925 
by the Gloster III which finished 
second in the race at Baltimore, 
U.S.A., with an average speed 
of 200 m.p.h. This speed did 
not represent the full possibilities 
of the machine, and at subsequent 
trials a speed of 234 m.p.h. was 
attained. The Gloster III is 
now an intermediary training 
machine for the British Schneider 
Trophy Team. 

The final product of the Com- 
pany to date is the Gloster IV, 
which is an unparalleled piece of 
engineering skill, This machine, 


piloted by the late Flight Lieut. 


Estados Unidos, con una velocidad 
promedia de 321,869 kilémetros 
por hora. Esta velocidad no re- 
presentaba las posibilidades maximas 
del avién, puesto que en pruebas 
subsiguientes se alcanzé6 una veloci- 
dad de 376,586 kilémetros por 
hora. En la actualidad el Gloster II] 
presta servicio como mi~aquina de 
ensefianza intermediaria para el team 
britanico que ha de tomar parte en 
el Trofeo de Schneider. 

La ultima produccién de la 
Sociedad Gloster es el aparato 
Gloster IV que constituye una obra 
de ingenieria experta sin paralelo. 
Este avion, piloteado por el finado 
Teniente de Aviacién Kinkead, 
DS. OD S:.G 7 DF: Gaedeli Real 
Servicio de Aviacién  Britanica, 
entré en el concurso del Trofeo 


Serena es 


The ‘Gloster 1V” (Napier Lion Engine) which competed for the Schneider Trophy at Venice in 1927. 


sop Ooaein 


El L’appareil “Gloster [V” (Moteur Napier Lion) ayant participé 4 la Coupe Schneider, 4 Verise en 1927. 
aparato ‘Gloster 1V ’ (Motor Napier Lion) que particip6 en la carrera para el Trofeo Schneider en Venecia, en 1927. 


Five 


L’appareil ‘Gloster HI” (Moteur Napier Lion). 


escomptée d’aprés les essais pré- 
liminaires au cours desquels l’appareil 
s’était montré pour le moins aussi 
rapide que le S,5, ayant atteint 
473 km. 145 a l'heure. Mal- 
heureusement, sa vitesse maximum 
n’est pas connue, mais on peut— 
sans crainte de se tromper—l’estimer 
bien supérieure a 480 kms. a 
l’heure. 


Les photographies accompagnant 
ce résumé servent Aillustrer les 
progrés suivis marqués par chacun 
de ces appareils; 1’élimination 
graduelle de toutes protubérances et 
’épurement général des lignes; la 
réduction de la résistance a l’avance- 
ment jusqu’a son minimum et 


L’appareil ‘‘Gloster IV’’ (Moteur Napier Lion). 


Six 


The “ Gloster III” (Napier Lion Engine). 


Kinkead; DS: O5-De5.G.. 
Dc. Gio Re AL Pe competed 
for the Schneider Trophy at 
Venice in 1927, the average 
speed over the fastest lap being 
277 -m.p.h. Owing to engine 
trouble this speed was consider- 
ably lower than was expected 
from the preliminary trials, when 
the machine showed itself at 
least’ as Tasteas the .o and 
attained a speed of 294 m.p.h. 
Its maximum speed is unfortu- 
nately not known but it can be 
safely assumed to be well over 
300 m.p.h. 

The accompanying photo- 
graphs illustrate the steady pro- 
gress that each of these machines 
has registered; the gradual elimi- 
nation of all protuberances and 


El aparato ‘‘ Gloster III’”” (Motor Napier Lion). 


Schneider en Venecia en 1927 
alcanzando una velocidad promedi 
de 445,786 kilémetros por hora e 
la etapa mas rapida. Debido 
cierta pana de motor, dicha veloc 
dad fué considerablemente inferior 
la que se anticipaba con relacién 
las pruebas preliminares, cuando | 
maquina se mostré por lo meno 
tan veloz como la S.5, registrand 
una velocidad de 473,145 kil¢ 
metros por hora. Desafortunade 
mente no se conoce su _ velocida 
maxima, pero puede presumirse co 
la mayor seguridad que sobrepasa d 
mucho los 480 kilémetros por hor 
Las fotografias que se acompafia 
ilustran el progreso uniforme regis 
trado por cada una de esta 
maquinas; la eliminacién gradual d 
todas las protuberancias y el de 


The “Gloster 1V” (Napier Lion Engine). 


E] aparato “Gloster IV” (Motor Napier Lion). 


e lieutenant aviateur Kinkead 
ir le “Gloster I1V” en 

ain de dépasser le lieutenant 
viateur Worsley, sur l’appareil 
5,a Venise, en 1927. 


Ft. Lt. Kinkead on the ‘‘Gloster IV” 


stonnant degré de perfection qu’ont 
ni par atteindre les profils fuselés, 
es méthodes présidant a |’établisse- 
ent des structures et de la dis- 
sition générale, ont également 
aucoup progressé, tandis que les 
mnaissances et l’expérience acquises 
la suite des gros efforts faits en 
we de ces grandes épreuves de 
tesse, ont largement contribué a 
réputation mondiale dont jouissent 
‘sormais les appareils Gloster, 


general cleaning up of the 
machine; the minimising of head 
resistance and the astonishing 
degree of streamline perfection 
which has been obtained. Great 
advances in structural methods 
and layout have also been made, 
and the knowledge and expert- 
ence which these racing efforts 
have provided has contributed 
largely to the world wide 
reputation which Gloster 
machines have won for them- 
selves, 


“ Flight ”. Photo 
overtaking Ft. Lt. Worsley on the S.5 at Venice, 1927, 


El Teniente de Aviacién 
Kinkead en el “Gloster IV” al 
momento de pasar el 

Teniente de Aviacién Worsley 
en elaparatoS.5, 

en Venecia en 1927, 


lineado general mas perfecto de la 
maquina; la reduccién de la resis- 
tencia al avance y el grado sorpren- 
dente de perfeccién que se ha 
obtenido en la linea de corriente. 
También se han llevado a cabo 
grandes adelantos por lo que se 
refiere a los métodos de estructura y 
disposicion, mientras que el cono- 
cimiento y la experiencia que se han 
derivado de estos esfuerzos de 
carrera han contribuido grande- 
mente a la reputacion mundial que 
se han captado los aviones Gloster. 


: The ‘‘Gloster IV” 
L’appareil “iGloster IV’ avec, 
El aparato “Gloster IV” con el finado Teniente de Aviacién Kinkead en el puesto del piloto, en Venecia en 1927. 


with the late Ft. Lt. Kinkead in the cockpit at Venice, 1927. 
au poste du pilote, feu le lieutenant aviateur Kinkead, & Venise, en 1927. 
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GLOSTER ‘GAMBET” 


AD Egs 


ENGINE 


DIMENSIONS . 


TANKAGE 


PERFORMANCE 


WEIGHTS 


ARMAMENT 


SPECIAL FEATURE 


THE GLOSTER  AIRCRAF ie Cons lite 


SUNNINGEND WORKS, CHELTENHAM. 
London Office: 5, GRAFTON STREET, BOND STREET, W.1 


Bight 


Single Seater High-Speed Deck Landing Scout. 


420 h.p. Bristol Jupiter Aircooled Radial, Series VI. 


Total Surface 284 sa. ft. .« 26°53 6Gime 
Span aS SLALOM op, 26: or Bottom -9'702m.—7°92 5mm 
Chord ms DE) Gene Renan 1°688m.—1'58 7a 
Gane. SiO A 1°524m, 
Wing Section Special High Lift Bipl ane -Conseatenees 
Petrol: Two 36-gallon tanks mounted in Top Planes. Ba feed, 
Total capacity me ws /-2-gallonsiae a= S27 lias 
Oil 2 ee ne a, Vile ne : 3 
Speed at 5,000 ft. (1,524m.) -»  152n.p.hoaee -» 245 ‘kegs. 
; tO 000Tt6.050n0) -. “145 m.pchy ee ..) 253 
on 15,000 ft. (4,570m.) -» 138-m:p.ieuee 222 | 
limi beer i so re Se 3 mins, to 5,000 ft, 6] 524m) 
Pe be = © a ae 1 oye mie 10,000 ft. (3,050m.) 
- - ee a . ii to 15,000 ft. (4,570m,) 
Ceiling ba i € o .. 23,000 tt. =.= 700s 
Landing Speed 49’ m p.h. .. 79 tau 


Duration: 33 hours at 15, 000 tts (4, 570m 9) ieee full load, 


Total loaded weight of machine, 3,075 Ibs, a) yi 1,397 ke. 
Load per sq. ft. ne ue) LO 857 lbs//sqart. -- 52°954 ke ym. 
Load per H.P. i ie Gis O2abSseheps me 3°28 kg,/Gey. 


Two Vickers Guns at sides of fuselage, firing through propeller. 
Provision for bomb racks to carry 4—20 lb. (9 kg.) bombs. 


Easy accessibility to Engine and all essential parts, Ideal Gun Position, 
Robust Construction, Special Gloster Biplane Combination, Tanks easily 
detachable and Gravity Feed, Excellent Manceuvrability. 
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jaa machines have proved them- 
selves over a period of many 
years to be the ideal machines for 
land and sea training. 


For flying clubs the lighter and 
smaller Avro Avian is recommended. 
It is lower in price and is a thoroughly 
proved, tested and _— standardised 
machine. 


For parti-:ulars write to: 


A. V. ROE & CO., LTD., 


MANCHESTER 
London Office & #xport Dept.: Experimental Works: Hamble, 
166, Piccadilly, W.1. Southampton. 
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ON USEFUL AND 


To hear some people talk you would think that any aero- 
ane which gets into the air on any excuse whatever is 
ing useful flying. We hear so much about making the 
ition air-minded, and increasing Imperial interest in avia- 
m, and abolishing the frontiers of the World by air com- 
unications, and things of that sort, that some people do 
tually think that flying of any sort must be useful but 
at some is more useful than others,—much on the British 
o»rking-man’s principle that there is no bad beer, but that 
me beer is better than others. 
As a matter of fact quite a lot of flying is either useless, or 
es very little to advance aviation in relation to the cost 
d risk involyed, or is definitely harmful. And all the 
oney and energy that is spent in this flying which is use- 
3s or worse might so easily be expended usefully. 
If, for example, all the good money that has been spent 
| trying to fly the Atlantic on machines which show no 
vance at all on types which have succeeded or failed before 
d been spent on new experimental types, we might be 
arer a regular trans-Atlantic air-line. Some day we shall 
ve a regular air service across the Atlantic, and so attempts 
cross the Atlantic in machines which are a step or two in 
e direction of the sort of machine which will eventually be 
ed for the job may be worth while. But there is certainly 
» sense in trying to do a trans-Atlantic flight on any kind 
aeroplane or float seaplane or flying-boat which exists to- 
y. 

USELESS RISKS. 
Or take Polar flying for example. Mr. George Wilkins, 
w Sir Hubert, did manage to get across from Canada to 
itzbergen and proved that there was no land on the course 
tween the two, which was already pretty well known to 
afaring people. Perhaps this knowledge was worth the 
sk. A good deal depends on the value of the people who 
ke the risk. 
But was it worth while to risk so many lives and so many 
achines in trying to rescue the crew of the Italia? Appar- 
tly the Guilbaud-Amundsen outfit is lost. Lieut. Lundborg 
is only rescued by sheer good luck and his rescuer very 
arly lost himself on his next trip. And apparently the 
unber of lives actually risked in trying to rescue the air- 


* 


» FOR USEFUL FLYING.—The Vickers Vendace 
supplied to the Aircraft Operating Co. Ltd. 


The Editorial Offices of ‘*The Aeroplane” are at 175, Piccadilly, London W.1. 


ts, and all correspondence relating to Publishing and Advertising, should be s-nt 
Saatagice Mares of Aeronautics, Ltd., Cannon House, Pilgrim Street, Ludgate Circus, E.C.4, 
Telepho.e: 
Home 3 months, 7s. 6d.; 3 
d, 3 months, 8s. 9d.; 6 months, 17s. 6d.; 12 months, 35s, 
AROR, U.S.A., 1 Year, $8.50c, 


Telephone: Gerrard 5407. 


Central 5822. 


6 months, 15s.; 12 months, 30s, 
Canada, l Year, 8$. 


USELESS FLYING. 


ship crew, taking each attempt as representing a separate 
life, just about equals the number of lives which they hoped 
to save. 

A man who gives his life for a friend is certainly the 
noblest of humankind, provided that they both happen to 
be in the same hole at the same time. But it strikes one 
as being rather foolish for a man who is known to be useful, 
and has future possibilities of usefulness, to go deliberately 
and put himself into the same hole as another man at 
the imminent risk of losing both lives. 

Statements have been made that Commander Byrd of the 
United States Navy, and Sir Hubert Wilkins, presumably 
with adequate crews, intend to take further risks and to go 
to further expense in exploring the Polar regions. Why ? 

As Major Moyes said when asked to join the first Polar 
expedition which was proposed, ‘‘ Why should we go to the 
North Pole? It’s frightfully cold, and we don’t know a soul 
there!’’ That seems such an unanswerable argument. The 
boundless energy of Byrd and Wilkins and their companions 
might so easily be expended more usefully, 

UsrEFUL ENDEAVOUR. 

For the other side of the picture, look at the various flights 
made by Mr. Cobhar. before he became Sir Alan, to Burma 
and back, to South Africa and back and to Australia and 
back. Probably the risk involved at times in these flights 
Was quite as great as that in flying over the Polar regions 
or across the Atlantic. But they were all over country 
which could eventually be opened up for air communication 
by using the right type of aircraft and with proper ground 
organisation. 

Similarly, the recent great flight by Sir Alan and Lady 
Cobham and their crew through and round Africa involved 
risks over tropical forests and over shark-inhabited waters 
which were a good deal greater than ordinary travelling 
risks. There again the flying was useful because only proper 
ground organisation is necessary to make the whole of that 
course an ordinarily safe route for air transport. 


USELESS AGITATION. 
Then look at another aspect of the question altogether. 
The other day there was a hectic article in The Daily Ex- 


ar z a 
seaplane (330 h.p. A.D.C. Nimbus engine), which has been 


for use on their air survey contracts in Brazil. 
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press by Brigadier-General P. R. C. Groves, C.B., C.M.G., 
D.S.O., Secretary-General of the Air League of the British 
Empire, raising the old old wail that in this country we 
have only twenty commercial aircraft whereas Germany and 
France have four hundred apiece. Probably General Groves 
never will realise that continually wailing about the im- 
potence of British aviation, whether Service or Civil, is not 
the way to get the pence, let alone the pounds, of the British 
taxpayer. 

John Citizen, or Strube’s Little Man, or John Bull, or what- 
ever character you like to take as emblematic of the Great 
English Public, or the fat-headed Englishman, is a sportsman 
who is always ready to take a gamble. But he is not the kind 
of fool who backs a loser with his eyes open. And the poor 
old Air League under General Groves’ mis-guidance seems 
to spend the whole of its time in trying to induce us to back 
losers and to spend money on useless aviation. 

Looking at the Air League’s wail from a purely common- 
sense point of view, crying because we have less commercial 
aeroplanes than Germany and expecting the British Govern- 
ment to pay for making up the difference is exactly like 
somebody down in Cornwall crying because the nun.ber of 
goods-trucks passing through Penzance every day is less than 
the number passing through Manchester, and then expecting 
the County Council of Cornwall to build a railway and buy 
the -rolling stock to make up the difference, without the 
slightest chance of raising enough traffic to fill the trucks. 


Penzance happens to be a dead-end and the traffic simply 
is not there to carry. Similarly, Croydon is a deadyend. And 
if we bought 380 aeroplanes to make the fleet of Imperial 
Airways equal to that of the Lufthansa there simply would 
not be the passengers or the goods to put into them. 


Possibly General Groves, as an Imperial flag-flapper, would 
suggest that the odd 380 might be put on the Imperial air 
ways to Australia and the Cape. But first of all, how does 
he propose to get across France and the Mediterranean to 
Egypt? And does he really think that so many of the people 
going to the Far East or to South Africa would want to travel 
by air as to keep his 380 aeroplanes busy ? 


Or supposing we sent them. all out to Cairo and made Helio- 
polis our great air terminal,—why should the poor British 
Little Man pay for them? If air transport is wanted between 
Egypt, “Iraq, India and Australia, and if there is not the 
ordinary plain paying commercial traffic to keep air-lines 
going, then Egypt, ‘Iraq, India and Australia, ought to find 
the subsidy for them. The British Little Man, thanks to 
Mr. Churchill (ever one of the best friends of aviation, what- 
ever he may be as a super-taxer), has quite enough burdens 
of his own without financing wealthy Dominions Overseas. 


WHAT IS THE USE? 


For, the matter of that, the four hundred commercial aero- 
planes which Germany is said to possess and the like num- 
ber which France is said to possess (on the authority of 
General Groves) are not all the kind of luxurious air liners 
which abusers of our air-lines would like the British public 
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to believe them to be. If one could get at the exact figures o; 
would probably find that our despised twenty commerci 
aeroplanes probably carry on a given number of journe 
about as many paying passengers as either the German 
French lines carry in about a hundred aeroplanes. 

The whole of Germany’s air traffic is not run by the luxu: 
ous three-engined Junkers machines which visit us at Cro 
don. And the whole of the French traffic is not run by t) 
twin-engined LeO. dining-saloons which occasionally cor 
from Paris. And the safety and regularity of the Germ 
and French lines simply cannot be compared with that | 
Imperial Airways Ltd., or of the various taxi machines whi 
are run without subsidies by Air Taxis Ltd., the De Hay 
land people, A.D.C. Aircraft Ltd., the Surrey Flying Se 
vices and one or two more. 


Touching wood as one writes, we have not killed a payit 
passenger in British Civil Aviation for something like thr 
years. And one has the authority of a fairly knowledgeat 
person in British Aviation insurance for saying that no sa} 
insurance company would insure the passengers on some > 
the ordinary internal air lines of Germany, and that son 
French routes are even worse. | 


A GRIM STORY. 


There is a grim story told by a British pilot who had 
do a fairly long trip round France and Spain some few mont! 
ago. After leaving Paris he landed at one of the aerodrom 
in the direction of the South and after landing asked cheeri 
how things were going in commercial aviation. The offici 
of the aerodrome told him that things were very busy at 
added, ‘‘ But, alas, we had an unfortunate accident last wee 
Pilot and four passengers tous carbonisés.”’ 


Full of sympathy the pilot hopped on to the next aerodron 
and again tried to be cheery. Here again he was assur 
that business was brisk but that two weeks before, alas, the 
had been an unfortunate accident, a pilot and two passenge 
tous carbonisés. Again, having expressed .due sympath 
he proceeded on his way, and at the next aerodrome he w 
again told that Commercial Aviation was flourishing but th 
the day before a pilot and three passengers had been toi 
carbvonisés. 

When he had heard this about six times he began to g 
tired of carbonised passengers and thought -it safer to.| 
neither inquiring nor sympathetic. But all the same, ev 
without asking, he came across several further accounts . 
the carbonised, varied in Spain apparently by details — 
machines which left their aerodromes and _ mere 
vanished,—apparently having fallen into the sea while eith 
flying along the coast or crossing to Africa. Either he mu 
have struck a particularly unlucky patch or else Commerci 
Aviation on the Continent is not all that General Grov 
has been led to believe. 

And, apart from all that, Germany has no Air Force to kee 
and therefore can afford to spend quite a good deal of mon« 
on Civil Aviation. And France, in spite of keeping up a b 
Air Force, does spend a good deal more than we do on Ci 
Aviation, which is justified because from Le Bourget (Pari 


USEFUL FLYING.—A Fishery Protection Patrol operating base near Prince Rupert, British Columbia. 
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ween 144,000 engine miles. sccse 
without a missfires 


Serle 


The following extract from the “ Daily News ” 
of 30th June, 1928, refers to the flight from 
England to Australia of four Supermarine- 
Napier flying boats of the Royal Air Force :— 


“'TXWO 500 h.p. NAPIER LION water- 
cooled engines propel each craft at 
a maximum speed of 108 miles an hour. 


The reliability of these engines, which 
in 144,000 engine miles have not missed 
a beat, has astonished the technicians. 
No type of engine has been put to so 
sevete a test before.” 


This ts still further proof 
of the consistent reliability 
and efficiency of the— 


. NAPIER .. 


Chiswick 


Moneyer, 
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air lines run to all points of the compass, whereas from 
Croydon they only run in one direction. 


USELESS ENGLISH LANES. 
Probably General Groves would like the Government to 
subsidise air lines all over England. They would merely 
be useless flying. 


Truly if we could rely on stretches of weather such as we 
have had recently, air lines could be run from Glasgow and 
Edinburgh and perhaps Newcastle, Leeds and Manchester to 
London. But in average English weather, until we get 
vastly improved directional wireless and further develop- 
ments which will tell a pilot of one aeroplane when he is 
near another in a cloud, quite a high percentage of the loads 
of passengers trying to get through to Glasgow would stand 
a very good chance of coming to the same end as did poor 
Mr. Warwick in the King’s Cup Race. 

Anywhere South of Manchester or anywhere down in the 
West country as far as Plymouth, the train service is so 
good that even the fastest aeroplanes could not compete 
with it. By the time one had got from Bristol to any possible 
aerodrome on the outskirts, and from Croydon or any possible 
London aerodrome into London, one could have done the 
whole journey by taxi and train in less time. 


USEFUL AIR TRANSPORT. 
Useful aviation within the British Isles will be made up 


AN ULSTER REVIVAL. 


A proposal has been made to start yet another experimental 
air service for mails and passengers between Belfast and 
Liverpool. According to The Belfast News Letter, which may 
fairly be said to lead public opinion in Ulster, the project 
has been received with keen interest in Northern Ireland 
and has at any rate the moral support of the North of Ireland 
Government and the Belfast Harbour Board. 

According to The News Letter Sir Alan Cobham is investi- 
gating the proposition with the idea of using Short Calcuttas 
for the experiment. If a regular service can be run ‘between 
the North of Ireland and Liverpool, and if there is any real 
need for such a service, certainly no better machine could 
be used for the purpose. But one has grave doubts whether 
the weather which pervades the North of the Irish Sea at 
certain seasons would permit the running of such a service. 

The London correspondent of The Belfast News Letter 
announces that he has been fortunate in securing the co- 
operation and support of Brig+Gen. P. R. C. Groves, C.B., 
C.M.G., D.S.O., Secretary-General of the Air League of 
the British Empire, and quotes General Groves as saying 
‘‘ Tattle has been done to promote airmindedness in Ulster 
and the North of England.’’ Evidently General Groves has 
forgotten, if he.ever knew of, the strenuous efforts which 
were made by Mr. Donald Greig and others to run a regular 
mail and passenger service between Liverpool and Belfast 
and later between Stranraer and Belfast. Land-going 
machines were used. 

When once they are in the air, land machines are just 
as capable of fighting their way through bad weather as are 
flying-boats. So the experience gained by the experiments 
of a few years ago are just as valuable as if they had been 
made in flying-boats. Everything possible was done to make 
those experiments a success. But they were simply beaten 
by the weather. 

The people and the authorities of the North of Ireland 
gave every possible support to the experiments. A very 
decent aerodrome was made alongside the Lisburn Road, a few 
minutes from the centre of the City. The best of pilots were 
engaged. And the Belfast area was as airminded as could 
be about the whole thing. But the project failed, and one 
can see no particularly good reason why a renewal of the 
experiments should succeed. 

There is an extremely good steam-boat service between 
Heysham and Belfast which gets through with unfailing 
regularity in all weathers. And the distance is so short that 
air transport can really offer very little advantage over land 
and water transport. 

At certain seasons of the year there might be quite a good 
deal of taxi-work to be done between the North of England 
and Ulster,—especially when people become more accustomed 
to, or more enthusiastic about, travelling by air than they 
are at present. But one is certainly not optimistic about a 
regular air service on this route. If the experiments do not 
come under the head of useless flying, they do represent 
effort, energy, and money which might be better expended. 

Incidentally, General Groves also seems to have forgotten 
that there has been a very useful and hard-working Special 
Reserve Squadron of the R.A.F. (No. 502 Ulster (Bombing) 
Squadron) at Aldergrove near Belfast since about May, 1926. 
It has done quite a good deal to promote airmindedness in 
Ulster. But then, of course, General Groves cannot be ex- 
pected to remember anything good of the Royal Air Force. 


of air taxi work and private flying. The time will ¢ 
when every city of any size will have its municipal g 
drome properly equipped and when every village will, at 
rate, have a landing field. Then people will flop about 
country and travel in their own machines or if a man w 
to get from London to some inaccessible. place in a h 
he will hire an air taxi to do it. 

Hundreds of people do so now and we never hear a y 
about it from General Groves and the Air League , 
if they had the gumption, could compile statistics of pri 
flying and taxi flying in this country which would s} 
the World to the core by way of the daily papers. 
that, of course would not suit the book of the kind of pe 
who has a chronic grievance against those in authority 
who is foolishly convinced that the way to get the Br; 
public to support aviation is to say that there is none, 

If the Air League would discover for itself how much 
ful aviation is being done in this country, and how 
ahead we are of all other countries in real useful ayiat 
and how extraordinarily economically our flying is done | 
pared with the flying of all other countries, and how fri 
fully efficient and well-equipped our Air Force is , 
pared with that of all other countries, something m 
be done to convince people that the Air League itself 
something to do with useful flying instead of being, ¢ 
is, completely useless,—or worse.—C. G. G. 


SIR ALAN COBHAM’S PLANS. 


On July 26 the British Empire League entertained 
Alan Cobham to Lunch, the Viscount Elibank being in 
Chair and the guests being chiefly high officials in Afr 
Dominions and Colonies and representatives of papers of 
Dominions and Colonies, chiefly African. The occasion 
to give Sir Alan an opportunity of describing in detail 
route of the proposed air service from Alexandria to Kist 
Kenya Colony. This is emphatically a service which 
produce useful flying. 

Before proposing the health of Sir Alan, Lord Elibank a: 
the company to authorise him to send a message of symp. 
to the family of the late Mr. G. N. Warwick who was k 
in the King’s Cup Race within a few miles of Lord Eliba 
home. ; 

Referring to Sir Alan’s great flights and what they 
tended, Lord Elibank said how glad he would have been 
year of a conveyance which would have taken him to Ms 
and back in a fortnight or three weeks instead of the 
months which his journey took. He was much struck | 
statement in The Times that the Belgians and the Fr 
were more active than ourselves in establishing air line 
South Africa. He said that our present position was 
the fault of the Air Ministry but of the Government 1 
which would not give the Ministry funds. 

Major-GENERAL ‘THE. R1iGHT Hon. J. E. B. SEELY, | 
C.M.G., D.S.O., congratulated the gathering on Lord 
bank and Lord Elibank on the gathering. 

Sir Aan CosHaM, describing flying in general, said 
it was really like riding a car in the air with the w 
horizon in which to fool about. (A very apt phrase.) 
described how he had collaborated with Captain Glads 
and Mr. Robert Blackburn and had amalgamated their el 
in this African work with Mr. Short’s. te. 

Sir Alan’s experiences in his African trip have already 
fully described in THE AEROPLANE. What is mainly of int 
is his schemes for the development of the air lines. 

He pleaded that the organisation should be on a sca 
take care of future developments and not merely for im 
ate needs. He said that in erecting a bridge you do 
simply ask what is to be the amount of tolls obta 
or if making a road you do not do it to carry the trafii 
mediately available. He described the attractions of U. 
and Kenya and the wonderful possibilities in securing 
tourist traffic now that tourists were getting fed up 
Egypt. He also suggested that with properly develope’ 
routes any kind of a business proposition could be prot 
and easily investigated by the principals concerned im pe 

So far from the development of flying interfering with 
ping he pointed out that it would do much to foster 
ping and that the two interests could serve one ano 

The projected line would go from Alexandria up the 
to the Lakes, bringing Kenya, Uganda, the Tanganyika 
ritory and the whole of .the British East African Col 
within four days’ journey of Cairo. That would bring & 
thing within seven days’ mail of London. 

If they got their service to Kenya working they _¥ 
then tackle the next section of the route from Ki 
through Nairobi, Dodoma, Lake Nyasa, N’dola, Broken 
Livingstone and Johannesburg to Cape Town. He a 
that if he had not been convinced of the possibility of f 
night and day over the Sudan with roo per cent. effic 


he would not have contemplated the proposed service. ; 
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WITH THE ROYAL AIR FORCE. 


— The extensive adoption of Fairey Aircraft 
ns a as standard equipment in the air forces of 
» cal yn Great Britain and the Colonies, as well as 
a co of many foreign countries, forms an indica- 
eam te. : tion of the high ‘standard achieved in the 
Be | — production of aircraft by the Fairey 
wt. «Aviation Company. 
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There are to-day in use with the Royal 


L ta. | | Air Force, both at home and overseas, five ( 
| eet distinct service types of these aircraft, 
\\ be \ 4 including large quantities of such types as 
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the new “III.F” in both its General Pur- 
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KING’S CUP AIR RACE 


A TWO DAY HANDICAP RACE OF 1,096 MILES ROUND ENGUEARS 


AT FULL THROTTLE. 


SIDDELEY TROPHY 


WON BY MISS W. E. SPOONER 


ON A STANDARD 


“CIRRUS—MOTH” 


MISS SPOONER WAS ALSO THIRD IN THE KING’S CUP ;AIR3 RACE, 


Twelve of the machines completing the course were 


fitted with CIRRUS Engines. 


Two Mark IIL CIRRUS engines of 85/95 h.p. 
were entered and both successfully completed the 
full course fitted in STANDARD ‘‘MOTH” and 
“AVIAN ” machines. : 


CIRRUS-engined machines won the King’s Cup in 
1926 and 1927. 


CIRRUS ENGINES ARE MANUFACTURED BY 


THE PIONEERS OF 4-CYL-IN-LINE AIR COOLED 
LIGHT AEROPLANE ENGINES. 


A.D.C. AIRCRAFT, LTD., 


REGENT HOUSE, 
89, KINGSWAY, LONDON, ENGLAND. 


Telephone : 
Holborn 4076. 
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ANNOUNCEMENT! 


A.D.c. AIRCRAFT, LTD. 
AND CIRRUS AERO ENGINES LTD. 


BEG TO ANNOUNCE 


THAT THEY ARE NOW PREPARED TO ACCEPT ORDERS FOR 


85/95 ue. CIRRUS MARK It 
AERO ENGINES. 


PHOTO EHH HOO OH ES ee aeseresreeeseeE eH OEE seeeeee® 


In accordance with the precedent created by the Mark I 
and Mark II Cirrus Engines, the Mark III Cirrus passed 
the OFFICIAL AIR MINISTRY TYPE TEST AT 
THE FIRST ATTEMPT. 


POCO O OOOOH OTT OE Soe eee eer seee ses ee ee OOOOSOOOEH SOG 


The Mark III Cirrus, although developing a greater 
horse-power than the Mark II, possesses better cooling 
efficiency, with THE SAME RELIABILITY, THE 
SAME CONSUMPTION, THE SAME WEIGHT, 
THE SAME PRICE, and THE’SAME EXPERIENCE 
BEHIND IT AS THE FAMOUS MARK II. 


COOP Oooo OEE HEE SSS O EE SOO SSSOSE EHS O OOO EDOSSOSES 


The requirements of MANUFACTURERS, PRIVATE 
OWNERS, CLUBS{ and NAVAL AND MILITARY 
PURPOSES are met by these two engines :— 


75/80 hp. CIRRUS marx II. 
85/95 hp. CIRRUS marx III. 


COC eee eee ee EHH O eee FEOF PESTO H HH Eoaeseee bene 


Manufactured by 
A.D.C. AIRCRAFT, LTD., 
REGENT HOUSE, 
89, KINGSWAY, LONDON, ENGLAND. 


Telegrams: 
Airdisco, London. 


KINDLY MENTION “THE AEROPLANE” WHEN CORRESPONDING WITH ADVERTISERS. 


NO 


ZS 


The Aeroplane 


| 


AUGUST 1, 1 


\ 


THE OXFORD UNIVERSITY AIR SQUADRON. 


Without going into such a debatable subject as which is 
the senior University, there is no disputing the historical 
fact that the Oxford University Air Squadron is the junior 
air unit of the two Universities. But the evident enthusiasm 
which pervades the members of the Squadron and the way 
in which they set about their work shows quite clearly that 
it is second to none in effectiveness and efficiency. And the 
keen rivalry which exists between the Squadrons of the two 
Universities is one of the healthiest signs one has seen for 
the future of British Aviation. 

In both one finds the same keenness for all branches of 
Aviation. Some members of each devote themselves primarily 
to the science side of aeronautics, regarding the practical 
flying rather as a means to their end. Others, with an eye 
to commissions in the Royal Air Force, concentrate on the 
Service side of the work. Others again, while interested in 
the technical and militant aspect of flying, get their chief 
joy out of the mere act of flying itself, and so may be put 
down as being chiefly concerned with the sport of flying. 

Thus we have the scientific, the Service and the sporting 
sides of flying all represented in each University. And the 
three together mean quite a lot to the progress of aviation 
in the British Empire, for, at the finish, whatever views 
people hold about public school and university educations, 
there is no getting away from the fact that Oxford and 
Cambridge do indicate the outlook and lead the movement 
of successive generations of Englishmen in everything,— 
from legislation to leg-wear. 

A visit a few weeks ago to the Oxford University Air 
Squadron in training at Manston convinced‘one that the 
budding Baldwins and Asquiths and Curzons of to-day take 
to the air as naturally as their predecessors took to the 
river or any other form of sport. And one has distinct hopes 
that some day we may have a genuine University Air Race 
in which the people who matter will be quite seriously inter- 
ested, even if we cannot hope to infect the whole population 
of the British Empire with the same partisanship which is 
produced by the Boat Race. 

In the meantime the Oxford Squadron is doing remarkably 
good work, and hitherto it has been doing it under con- 
siderable difficulties. To begin with the Squadron was only 
formed at the beginning of the Michaelmas Term, 1925. The 
instruction was then designed to benefit those who wished 
to take up aviation privately or as a profession in a civilian 
capacity, or who intended to apply for a commission in .a 
capacity, or who intended to apply for a commission in the 
Royal Air Force or in the Reserve of Air Force Officers or 
in the Auxiliary Air Force. But there was no flying. 

Originally the Squadron had 25 members. This was in- 
creased in 1926 to 50 members, and the establishment has 
now been raised to 75. In 1927 the Authorities of the Uni- 
versity decided, after considerable persuasion, to sanction 
flying in term-time by members of the Squadron, provided 
that they flew at an R.A.F. station under the direct personal 
supervision of the Instructional Staff of the Squadron. ‘The 
first flying under these conditions was done in October, 1927, 


WITH THE 0.U.A.S.—Wing Cdr. Garrod, the Instructors, and the Second Detachment of the Squadron at 
Manston, with one of their Training Avros (Lynx engine). . 


at the new R.A.F. Station at Upper Heyford, and so: 
flying has only been permitted on dual-control machines ). 
instructors. | 

Though this system is excellent as a means of teacl| 
members of the Squadron all about the theory of flying | 
so forth, one rather gathers that so much instructional fl, 
at the rate of perhaps an hour or so a week during ter; 
actually inclined to hamper the instructors when mem, 
of the Squadron want to start solo flying “in camp,” 
the annual period of training is generally called. Instruc, 
would very much prefer to give a man a few hours of f;| 
intensive dual instruction and then send him off solo { 
to keep him doing dual training at long intervals for mo; 
on end and then expect him to fly alone. 

When solo flying is allowed during term time, as , 
gathers it is to be in future, people will be able to go | 
after considerably fewer hours of dual instruction. , 
result will be a saving in the time of instructors, in y; 
and tear of machines, in petrol, and in risk to member, 
the Squadron. 

Apart from flying, the Oxford Squadron has also hith: 
been at a disadvantage in comparison with the Cambri, 
Squadron in not having the same adequate accommoda’ 
and equipment. An aeroplane shed for ground instruct: 
together with a workshop which has five aero-engines ir: 
exists at the headquarters in Manor Road, Oxford. A } 
ofthis shed is partitioned off as a library and reading rc 
and has a fair number. of technical books. But the accom: 
dation does not include a comfortable lecture room y: 
arrangements for afternoon tea such as that in which | 
Cambridge Squadron rejoices. 

Consequently there is not the same inducement for pe«| 
to.drop in during the afternoon and use the place as a C’: 
And so the members of the Squadron at Oxford do not ki 
one another quite so well as do the Cambridge people. : 
fact some of the members said that they had never met || 
the other members of the Squadron till they came to cai: 
One gathers that this little social matter is also soon to h 
attention. 

During term classes of instruction are held in such s) 
jects as flying training, engines, rigging, pilotage, wire) 
telegraphy, radio telephony, armament, and gunnery, | 
photography, meteorology and so forth. Consequent | 
this instruction, and on the annual camps, certificates - 
issued to those who are proficient and have (1) Done ‘ 
years in the University Air Squadron including two cam: 
(2) Have done 15 hours’ flying of which three have been so; 
and (3) Have passed an examination on the subjects |i 
down for the Reserve of Air Force Officers. 

Members who have qualified for these certificates and w! 
to apply for commissions in the R.A.F. derive correspond: 
benefits. A certain stated amount of flying plus a cert 
standard of efficiency gives a man specified seniority if' 
gets a Permanent Commission. And so it is possible fo: 


University candidate to be promoted from Pilot Officer: 
Flying Officer after a few months with an R.A.F. Squadr! 
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Speed....now Climb! 


THE WONDERFUL NEW 


GIPSY OTH 


85/100 h.p. DE HAVILLAND 
GIPSY ENGINE 


First, the King’s Cup—15™ 47 6™ 
now — the 


WORLD'S 
HEIGHT 
RECORD 


FOR 2-SEATER LIGHT AEROPLANES 
Pilot —CAPT. G. DE HAVILLAND 


Passenger _ Mrs. G. DE HAVILLAND Baa: 
reaching over \ MOTH 
21,000 FEET ~ 
and WINNER 
OF THE 
BREAKING PREVIOUS RECORD *N6s“vP 
BY MORE THAN 2,300 FEET ea 
(Record subject to homologation by FAI.) 1928 
The King’s Cup Race proved the utter reliability, speed and all round per- * 


formance of the 85/100 h.p. de Havilland Gipsy engine. Now comes evidence 
of its exceptional capabilities in the shape of a World’s Record — 
substantiating beyond doubt the Moth’s claim to be 


“THE BEST LIGHT AEROPLANE IN THE WORLD” 


Streets 
‘THE DE HAVILLAND AIRCRAFT CO., LTD., STAG LANE AERODROME, EDGWARE, MIDDLESEX. 
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Before a member of the University can become a member of 
the University Squadron he has to pay an entrance fee of 
#1, which is his last and total payment to the Squadron, 
and he has to sign the usual forms of agreement and to get 
the consent of. his parents and of his college authorities. 
After that, although he may spend quite a good deal of 
money in connection with the Squadron, he is free from all 
official expenditure in that all the requisite kit, parachutes, 
overalls and so forth are issued on loan by the Air Force. 

The officers of the Oxford University AirSquadronat present 
are : Chief Instructor,—Wing Cdr. A. G. R. Garrod, M.A., M.C., 
D.F.C.; Instructor,—Flt. Lt. J. J. Williamson, A.F.C.; Flying 
Instructors,—Flt. Lt. T. B. Bruce, M.C., and Flg. Off. H. M. 
Schofield. The additional Flying Instructors attached during 
this year’s camp have been :—Flg. Off. B. C. Mason, from 
No.o3 FP .1.S., rig. 7O Rie. P, Pope, da. BiGetrom =Noms 
F.T.S., and Flg. Off. J. G. D. Armour and’ Flg. Off. C. C. 
Clarkson, from the C.F.S. And though perhaps it is not 
seemly to make remarks about one’s hosts, they are just 
about as efficient and as cheery a crowd as anybody could 
hope to meet. 

Incidentally the O.U.A.S. is the more lucky in being sent 
to Manston. Old Sarum is a delightfully salubrious spot 
and nobody could be more charming to University people 
than the Headquarters Staff of the School of Army Co-opera- 
tion and the officers of No. 16 Squadron. But Manston 
offers greater opportunities for enlightenment and amuse- 
ment. 


To begin with it embraces (that is the word) a squadron 
of night-bombers. And it is quite close to Margate. Mem- 
bers of the Squadron seem slightly in doubt as to whether 
the night-bombing machines or the attractions of Margate 
are the more amusing. Anyhow, the night-bombing people 
are extraordinarily good to the people in the Squadron. They 
take them up night-bombing all over their machines so that 
the would-be R.A.F. officer can decide quite early in his 
career whether it is more pleasant to be air-sick out of the 
tail gun-pit of a night-bomber or over the nose in the new 
bombing position. And they can form seriously considered 
opinions, in the course of attack exercises, as to whether 
Clacton-on-Sea or the bathing pool at Margate is the more 
attractive. 


There is also No. 2 Army Co-operation Squadron, from 
whom the O.U.A.S. may learn much of value about the 
lighter side of Service flying. 


The ground instruction given to members of the Squadron 


during term time at Upper Heyford includes (1) Work in ¢ 
repair shops; (2) Parachute folding; (3) Swinging aircr, 
compasses; (4) Machine-gun firing; (5) Photographic wor 
(6) Wireless telegraphy, and (7) Airscrew drill,—partcinla; 
designed to prevent the would-be Trenchards of Oxford fre 
ending their careers prematurely and stickily on the tj 
an airscrew. 

In addition to all this practical work members are sy 
posed to acquire a knowledge of and to pass an examinati 
in Airmanship and Theory of Flight, Air Pilotage, Engin 
and Rigging. Consequently as may be seen, people have 
acquire a fairly useful knowledge of what they are doi 
before they go to camp. 

When in camp they do have to work uncommonly har 
Unlike the Cambridge Squadron the members in camp a 
not divided distinctly into two flights, but the work th 
do amounts to much the same thing. For example, here 
a fair sample of their time-table for the day. 

06.15 hours to 07.20 hours, Flying Instruction—14 pupi 
with 7 instructors. 07.30 to 08.30, Breakfast. 08.30 to 09.3 
all members to attend lecture on ‘‘ Seaplane Operations : 
North Russia, 1919,”” by Fit. Lt. H. A. Haines, D.F.C. | 
good idea to give the younger generation an idea of wh: 
the R.A.F. really did in some of our out-of-the-way war 
One hopes that Flt. Lt. Haines told the elevating story « 
how the R.A.F. seaplanes captured Archangel while tt 
Admiral Commanding the Fleet and the G.O.C. Troops stoc 
on the bridge of the flag-ship and argued whether the attac 
on the town was a naval or a military operation.) 

09.30 to 10.35, Flying instruction to 12 members, instru 
tion in parachute folding to 8 members. Meantime those con 
petent to fly alone were off across country on solo flight 
10.35 to 11.15, Morning break,—interval for light refresl 
ment. 

11.15 to 12.20, Flying Instruction to 13 members, parachut 
folding for 9 members. 12.30, Lunch,—and very welcome to 
after all that hard work in the open and in the lecture roon 
14.00 to 15.05, Flying instruction to 14 members.—After th: 
sports, recreation or what-not. | 

By skilful arrangement of names and times every men 
ber of the Squadron gets a fair share of flying. And thos 
who make the best showing as pilots after their first sol 
flights are, so far as possible, given every possible oppo: 
tunity for extra practice. 

The practical instruction which is given, apart from flying 
is quite varied. In the sample day quoted hereinbefore paré 
chute-folding was the job of the day. On another day i 


THE 0O.U.A.S.—An Instructor giving 


an ‘‘observer’’ a little diving experience on an Avro 


(Lynx). 
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—EK SS 


ARMSTRON#: SIDDELEY 


The 
: WORLD'S: 
: ENDURANCE : 
: RECORD =: 


: of 60 hrs. 7 mins. 32: 
: secs. was made on a: 


Siddeley 


PUMA. 


: engined D.H.9 by : 
: Bagatont Crooy and: 
: Sergeant Groenen. 


HE many patents used in the construction 


of our engines embody amongst other things 


NX ~ egg 


Flown YS 
Y 
and Known % 


alf over >. 
the World. ‘D . 


My the most perfect method of air-cooled cylinder 
7 construction, ensuring the long life and correct 


> > oe 
<2 functioning of the valves. 
“ap, Yom, , ARMSTRONG SIDDELEY MOTORS LIMITED, COVENTRY, ENGLAND, 


and 10, Old Bond Street, London, W.1. 


dn. 
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would be machine-gun firing at the ranges. On another it 
would be a visit to the aeroplane repair shops of the School 
of Technical Training (Men), which is another branch of 
the Manston establishment. On another day it wouid be 
swinging aircraft for compass adjustment. 

The lecture subjects are equally varied. Here are a few 
examples: ‘“‘ The Fighting Races of India’; ‘‘ Bombing ”’; 
“Flying in the Near East ’’; ‘‘ Naval Co-operation ” ; 
‘‘ Frontier Warfare’; ‘“ British Empire Communications ”’; 
“Civil Aviation ’’; ‘‘ Night Flying.’’; ‘‘ Seasgoing Aircraft.”’ ; 
“Armament ”’; ‘‘ Experiences in Palestine, India and ‘Iraq ”’; 
** Army Co-operation.” 

Taking it all round, when a member of the Squadron leaves 
camp, he must be fairly well saturated with air-mindedness, 
what with lectures, practical flying and the air of the Isle 
of Thanet, which, according to The Daily Mail, is the finest 
in the World. 

And by the time a man has done his full three years in 
the Squadron and has taken his Oxford degree, whatever 
may be his pet subject, he ought to be just about as useful 
a member of Society as he is likely to be. If the Royal Air 
Force has the good fortune to acquire him as a Permanent 
Commission officer it is a very good thing for the Air Force, 
for the R.A.F. thus gets a man who is obviously keen, in 
that he has given up his own time to the work of the Squad- 
ron, and it also gets a man who has had a decent education 
and is otherwise ‘‘in the movement ’’ socially. If, on the 
other hand, a member of the Squadron does not join the 
R.A.F. in any of its assorted manifestations, Reserve, 
Auxiliary or otherwise, whatever walk of life he chooses 
to follow is all the better for having in it one who has made 
a study of the various problems of aviation and is therefore 
bound to have considerable influence in making his fellow- 
men and women airminded. 


There are in the Oxford Squadron several members who 
will no doubt contribute materially to the advancement of 
aviation without actually joining the R.A.F. There is at 
least one scientist of high distinction who is getting a very 
useful practical knowledge of flying to use as a basis for 
scientific theory. And there are undergraduates who are 


studying for Medicine, the Law and so forth whose intense 


WITH THE 0O.U.A.S.—The Squadron’s training Avros 
(Lynx engines) in formation. 
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interest in aviation will probably lead them to specialise o 
the aeronautical side of their own professions. = — 
There are also in the Squadron certain members who whe 
they join the R.A.F. wil! certainly become star turn pilot 
if only they will curb their inclination to take unwatran 
able risks in the first fine flush of enthusiasm. When 
pilot specialises in spinning while still an undergraduat 
there is every prospect of his doing good work in the R.A J 
provided that he does not prolong his spins too far. 

Also it is good that people joining the R.A.F. should hay 
a useful knowledge of the history of aviation before doin 
so. One met among the Squadron a member who convince 
one, without deliberately intending to do so, that he has q 
accumulated knowledge of both the Technical and Servic 


side of aviation which would make a very good mental onj 


fit for a complete Historical Branch of the Air Ministry, 

In a way the jobs of the officers of the University Squadro: 
are comparatively easy in that, as they are dealing wit 
educated men and presumably gentlemen, their subordinate 
already have the general idea of discipline. But on th 
other hand the officers have no definite disciplinary power 
and occasionally educated men are inclined to be argument, 
tive under circumstances in which a word of command woul 
save quite a good deal of time and trouble for the officer 
Consequently a certain amount of tact is necessary in deal 
ing with a University Squadron which is not quite so neces 
sary in a squadron in uniform. ‘Therefore it is all the mor 
to the credit of both the University Squadrons that they ar 
so obviously happy families. 

By a curious coincidence one happened to go down ti 
Manston without premeditation on the same day that Si 
Philip Sassoon came down to inspect the Squadron. Ai 
Vice-Marshal Sir Ivo Vesey, K.B.E., C.B., C.M-G.) DiS;O. 
Director of Organisation and Staff Duties, also arrived to di 
an inspection of the Squadron accompanied by two or thre 
Group Captains, as the curious constitution of Manston put 
it into several Air Force groups at once. Sir Philip as usna 
arrived in his pet Fairey III.F and Sir Ivo Vesey arrived it 
an Armstrong Atlas. One Group Captain came in a Moth an 
the other in a Bristol or something of that sort. (Senio 
officers pilot themselves in the R.A.F. in these days.) Conse 
quently there was a whole review of assorted aircraft. 

There would be difficulty in saying which was the mor 
interested, the celebrities in young Oxford or young Oxfor 
in the celebrities. But either way each seemed pretty wel 
pleased with the other, so there cannot be much the matter 

Cc. G. G 


A RESEARCH REPORT. 


Acronautical Research Committee, Report for the Yea 
1927-28. Published by H.M. Stationery Office (23-9000-0 
28). PiiCe 25.-Hebs = 


The annual report of the Aeronautical Research Commit 
tee becomes more like itself with each successive issue. Thi: 
is inevitable in all the circumstances, for the Committee’: 
work, though in detail it contains an immense number o 
new problems is essentially a gteady grinding away on estab 
lished lines. = 

Of the items of information which can be gathered one o 
the most noteworthy relates to the fact that the new high 
pressure wind tunnel which is to be installed at the N.P.L 
will have a working diameter of five feet and will work up t 
a maximum pressure of 22 atmospheres. That is the tunne 
will be of practically the same capacity as the American tunne 
which has now been in use for some years. 

Another interesting piece of news is that following on < 
recent report on the importance of streamlining, by Prof 
B. M. Jones, the problems of securing reduced resistance it 
practical aircraft has been referred to a special sub-commit 
tee. Problems bearing on performance have been somewha 
neglected during the past two years in favour of researche: 
bearing on safety and stability, and it is a hopeful sign tha 
they are once more to receive attention. 

The Committee report that they have consulted the Directo 
of Civil Aviation as to the probable requirements in the wa! 
of research for the needs of Civil Aviation in the immediate 
future. Among his requirements are :— 

(i) A high-power heavy-oil engine to secure low fuel bills 

(ii) Thick-wing monoplanes which are believed to have lov 
maintenance charges. 

(iii) The use of geared engines and of pusher airscrews t¢ 
reduce noise. 

(iv) The development of all-metal: structures. 

The Conimittee appear to be reasonably hopeful in regar¢ 
to all these points. 

Taken as a whole the report shows that a large amount ol 
work has been done in the past year, and that on the whole 
satisfactory progress is being made with the many problem: 
within the Committee’s sphere of interest. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
July 24. 


GENERAL Duties BraNcH.—The S.S. comn. of Plt. Off. on probation 
H. M. S. Barnard is terminated on cessation of duty (July 25). 

The following Plt. Offs. on probation are confirmed im rank (July 
1) :—B. D. Nicholas, L. W. W. Modley, N. H. Fresson, F. G. Ferrier, 
A. M. Stevens, D. I. Stewart, W. R. M. Higgs, D. Dickson, A. WWoaG. 
Hazledine, M. G. Bircham, T. L. Harrison, R. W. A. Stroud, 7A. duet. 
Naish, M. G. R. Harris, R. W. P. Collings, D. G. P. Fitzpatrick. 

Mepica, BRaNcH.—The temp. comn- of Flg. Off. S. McC. Craig (Temp. 
Lt., Gen. List Army, Dental Surgeon), is terminated on relinquishment 
of his Army commission (May 2). , : 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DuTIES BRaNcH.—The fol- 
lowing are granted comns in Class AA. (ii.) as Plt. Offs.» on proba- 
bation :—. W. @armichael, J. O. Mortlock (July 9); M. J. R. Alderson, 
H. T. Edgecombe, D.. R. Gray, G. J. E. Howard, A. D. Moore (July 
io); S. R. Herringshaw, G. Leggatt (July 11); T. H. W. Beadle, F. C. 
Fisher, F. G. Hill, N. F. Marsh (July 16). 

The following Flg. Offs. on probation are confirmed in rank :— 
Cuass AA. (11).—B. F. Fox (July 18). SprectaL RESERVE.—D. G. Allison, 
R. H. Maw, T. H. Worth, M. E. Morris (May 30). 

Flg. Off. P. Wilson is transferred from Class A. to Class C. (May 1). 

The fcllowing Flg. Offs. are transferred from Class B. to Class 
C.:—S. P. Scott (Feb. 26), E. Mcl. Cleland (Mar. 11), G. W. Mahony- 
Whitton (July 25). 

Flg. Off. J. C. Dunbar relinquishes his comn. on completion of service 
(July 22); Elg. Oft. P. L. Sant relinquishes his comn. om account of 
ill-health, and is permitted to retain his rank (July 25). 

StorEs BRANCH.—Sq. Ldr. J. C. E. Gillham relinquishes his comn. 
on completion of service (July 24). 

Mepica, BRANCH.—FIt. Lt. W. D. Miller, M.B., is transferred from 
Class D2 to Class Dr (May 15). 

AUXILIARY AIR FoRCE.—GENERAL DUTIES BRANCH.—NO. 601 (COUNTY OF 
LONDON (BOMBING) SQUADRON.—FIt. Lt. R. A. Grosvenor, M.C., reverts 
to the rank of Flg. Off. at his own request, and is granted the 
honorary rank of Fit. Lt. (July 24). No. 603 (City oF EDINBURGH) 
(BOMBING) SQUADRON.—The following to be Plt. Offs.:—A. H. Bruce 
(June 9), M. H. G. White (June 25). No. 605 (CoUNTY OF WARWICK) 
(BOMBING) SQUADRON.—The following Plt. Off. to be Flg. Off.:—C. L. 
Knox, V.C. (May 23). 


Appointments. 
Week ending July 30. 
GENERAL DUTIES BRANCH.—Flight Lieutenants W. M. M. Hurley, to 


No. 14 Sqdn., Middle East, 10/7. H. R. B. Howell, to No. 1 School 
of T.T. (Apprentices), Halton, 3/8. W. Wynter-Morgan, M.C., to 
R.A.F. Depot, Uxbridge, 30/6. 

Flying Officers M. F. Morris, to R.A.F. Depot, Uxbridge, 1/8. 


J. S. Blomfield, to No. x School of T.T. (Apprentices), Halton, 1/8. 
K. C. Garvie, to No. 55 Sadn., ‘Iraq, 30/6. C. E. Eckersley-Maslin, 
to Aircraft Depot, India, 2/7. F. H. Bailey, to R.A.F. Depot, Middle 
Bast, 5/7. W. T. Holmes, to E. and W. School, Flowerdown, 23/6. 
J. B. McC. Henderson, to R.A.F. Depot, Uxbridge, 23/6. H. R. Bardon 
and J. A. Hawkings, to Home Aircraft Depot, Henlow, 23/6. E. B. 
Steedman, to School of Army Co-operation, Old Sarum, 26/7. 

Pilot Officers G. H. G. S. Jenkins, to No. 60 Sqdn., India, 28/6. 
D. B. McGill, to No. 1 F.T.S., Netheravon, 30/8. 

MepicaL BRANCH.—Squadron Leaders J. Rothwell, M.B., to H.Q., 
‘Iraq, 13/7. D. G. Boddie, M.B., to C. and M. Party, Basrah, 1/7. 

Flight Lieutenants L. I. Hyder, to No. 84 Sqdn., ‘Iraq, 1/7. J. Hill, 
M.B., to C. and M. Party, Basrah, 1/7. E. P. Carroll, to R.A.F. General 
Hospital, ‘Iraq, 29/6. 

StorRES BrRaNcH.—Flying Officers J. McCarthy, to H.Q., Inland Area, 
18/7. HK. A. Burridge, to No. 14 Sadn., Middle East, 13/7. H. E. 
Young, to No. 19 Sqdn., Duxford, 23/7. 

ACCOUNTANT BRANCH.—Flying Officer J. L. Armstrong, to R.A.F. 
Station, Kenley, 25/7. : 


Fleet Air Arm Appointments. 


The following appointments have been made by the Admiralty :— 
Lts. (Fle. Offs.,. R.A.F.).—)j. -Hs 1. Wood,-to Victory, lent @to “RUALE. 
Base, Gosport, for full flying duties with base miscellaneous flights 
(June 16), amended appts. H. D. Barlow to Courageous, and for D.L. 
training in 407 Flight (June 25), and to Eagle and for F.F.D. in 402 
Flight (on completion of D.L. training); G. Ll. Brinton, to Courageous 
and for D.l.. training in 407 Flight (June 25), and for F.F.D. (on 
completion of D.L. training); C. A. Kingsley-Rowe, to Furious and 
for D.L. training in 405 Flight (undated) and for F.F.D. (on com- 
pletion of D.L. training); H. W. Metcalfe, to Argus and for D.L. 
training in gor Flight, and for F.F.D. (on completion of D.L. train- 
ing); F. W. Bourne, to Furious and for D.\,. training in 405 Flight 
(undated); and C. W. Byas, to Ross for Submarine M.2 and for full 
flying duties at School of Naval Co-operation, Lee-on-Solent, supy. 
(June 15). J. I. Robertson and EF. J. EK. Burt, to Furious, and for full 
flying duties in 421 Flight (on transfer of Flight). | 

Lieut..Commr. (Flg. Off., R.A.F.) T. O. Bulteel, to Argus, and for 
full flying duties in 4or1 Flight (undated). 

Lt. (Flt. Lt., R.A.F.) C. J. N. Atkinson, to Courageous, and for full 
flying duties in 404 Flight (undated). ; 

Lts. (Flg. Offs., R.A.F.): T. H. Villiers, to Columbine, and for full 
flying duty in 406 Flight (June 14). H. Ditton, to Cardiff; and M. 
Cursham, to Warspite (undated); the Hon. J. M. Southwell, to Benhow; 
and R. G. Poole to Rodney (June 16). J. C. Richards, to Courageous, 
and for full flying duties in 416 Flight (June 1). S. Borrett, to Vin- 
dictive, temp., and for full flying duties in 444 Flight (May 11); and 
J. H. I. Wood, to Victory, lent to R.A.F. Base, Gosport (June 16). 

Lt. R. H. S. Roundell, attached to R.A.F., to join R.A.F. Base, 
Ireuchars (June 17). 
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Sub-Lts.: P. W. Humphreys and B. H. M. Kendall, attached | 
R.A.F. to join R.A.F. Base, Leuchars (June 17). S| 
Sub-Lts. (Flg. Offs., R.A.F.): P. D. Heinemann, to Furious ;¢| 
for D.1,. training in 405 Flight (undated), and to Hermes for F.F.D,! 
403 Flight (on completion of D.L. training); W. R. Paris, to Preside 
for duty with D.S.D. (Aug. 18). a 
Surgn.-Commrs.—A. C. Shaw, M.B., to President, for three wee! 
course at R.A.F. Medical School (Sept. 13), and to Eagle (Sept. 3) 
Transfers to the Reserve. a | 
The undermentioned officers serving on short-service co. 
missions are due to transfer. to the Reserve on the da 
indicated on the completion of their service on the act: 
list of the R.A.F. :— | 
FLIGHT LIEUTENANTS.—Oct. 24, 1928: M. H. Butler, D-B.Cyer | 
Clarke, E. C. W. Fitzherbert, M.B.E., D.S.C., F. Thomasson, DF 
M.M., D. E. Ward. Nov. 28, 1928: O. W. Clapp. Déc. 1, 1928; E.| 


Aslett. Dec. 3, 1928: W. Parsons. Dec. 12, 1928; H. W. McKen 
D.C-.M. Dec. 18, 1928: -C. N.” Cy Dickconsa Ach Cams i | 
FLYING OFFICERS.—Oct. 4, 1928: F. W. Mundy. Oct. 2aieeig) 


S. Herbert, E. S. Osborn, L. A. Parker. Oct. 25, 1928: As F. Ling? 
Nov. 10, 1928: J. H. Caulfield, E. R. H. Coombes, T. A. Hale-Mur 
M. M. Miln, W. J. Pearson, V. A. C. Ross, P. Stainer, Cec.) 
Sullivan, C. U. G. Tristram. Dec..3, 1928: H. W. Allen. Dec. 5, 19) 
EB. A. Turnbull. Dec. 9, 1928: C. G. H. E. Lumsden. Dec. ee 19 
D. D. McA. Eastwood. Dec. 13, 1928: A. G. Hill. Dec. 20; 19) 
H. R. V. Fowler. ae 


Fatal Accidents in the R.A.F. 


In the House of Commons on July 18, the Secretary of St 
for Air, replying to a question by Capt. Garro-Jones, s 
that the number of officers and men of the R.A.F. who t 
been killed since the beginning of this year was 50, | 
cluding one officer shot down in action. This numl/ 
covered the R.A.F., the Auxiliary Air Force and the 
sonnel of the Army and Navy attached. Of the 50, 3 
pilots and 20 passengers. | 

In reply to an additional question, Sir Samuel Hoare s 
that the total number of officers, cadets and airmen pil 
in the R.A.F. and Auxiliary Air Force on regular flying di 
was 2,706. ae | 


| 
x 


The Passing-out Inspection at Cranwell. 


The Passing-out Inspection of R.A.F. cadets by Sir P: | 
Game, K.C.B., D.S.O., Air Member for Personnel, took pli 
at Cranwell on July 27. ' 
The parade included practically the entire person 
the Cranwell Station and the drill and marching wi 
marked steadiness and accuracy. The personnel 
station, other than the cadets, marched off after t 
been inspected, and the cadets, under Flight Cadet_ 
Officer N. E. White, the winner of the Sword of Ho 
marched past the saluting base. i 
After the parade Sir Philip Game inspected the cadets 
the workshops and then went down to the flying-sheds 4 
inspected the IV Term Cadets and the machines, which w 
lined up on the aerodrome. agai. 
The prize-giving and the reading of the Commandat, 
report took place in the gymnasium. s 
Air Vice-Marshal F. C. Halahan, C.M.G., C.B.E., DS. 
M.V.O., Air Officer Commanding, R.A.F., Cranwell, < 
Commandant of the Cadet College, in the course of | 
report said that 111 cadets were under training and that 
were passing out. During the past term 60 per cent. of ' 
days had been fit. for flying and the cadets had ayera; 
76 hours each during the term. 
In aeronautical engineering the work had been satisfactc 
and in aeronautical science the revised programme of Wi 
had been carried out smoothly and well. In_ history ‘ 
literature the library had been well used by the IV Te! 
and their work had been so good that it had been diffic 
to select a prize-winner. The work of the II and 
Terms had not been so good. The Cadet College Magaz 
had increased in size and now had an editorial staff 


cadets. ia 
had : 


With regard to Service Training the syllabus — 
revised, and included a fuller knowledge of. wireless # 
graphy. There had been an improved interest in wit 
telegraphy among the cadets. : ae 

On the whole, discipline had been good, but a fatal a 
dent during the term had been directly due to disobedt 
of flying orders. Ps 

The health of the cadets had been good, and a Ht 
standard of physical training had been attained. Box 
had been of a higher standard owing to increased keenm 
Cricket had been keen, but not very -successful, proba 
because it had such a short season on account OI 
athletics. In athletics six of the college records had 4 
lowered this season, and Flt. Cadet Under-Officer wi 
was to be congratulated on the success of his team and ¢' 
for personally breaking the Sandhurst and Woolwich rec! 
in the long jump. ) 


oO 


| 
| 
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The Chimay Cup, for inter-squadron games, had been 
won by “A ”’ Squadron with 21 points to 15 points by ‘‘B” 
Squadron. 

The Trenchard Cup for Service subjects had been won by 
““B” Squadron. The Champion Squadron-at-Arms, with the 
right to parade on the right of the line, was ‘‘ A ’’? Squadron. 

Air Vice-Marshal Sir Philip Game, K.C.B., D.S.O., con- 
gratulated the prizewinners, and also the cadet who had 
passed out top but who had not won a prize. He said that 
he had been very pleased with the parade, which had been 
very steady and had moved well. He thought it was the 
best parade by the cadets that he had seen yet. Parades 
were important, but there was a good deal else to do in the 
R.A.F. Intelligent people could move well on parade after 
very little drill. 

He congratulated the cadets on the Commandant’s report. 
Flying was the beginning of all things, but it was not the 
end of all things. He proposed to take the good parts of 
the report for granted and would only deal with the worst 
parts. 

With regard to flying discipline, nobody wanted to turn 
the R.A.F. motto Per Ardua ad Astra into Safety First, but 
disobedience to orders and stunting near the ground was bad 
discipline and bad form. Stunting low was no more difficult 
pes stunting high. It was merely a form of ‘“‘ showing 
fe) ee 

The Services were now more part of the nation than they 
had been in the past, and if they were to take their place in 
the national life they must be better educated, because the 
whole nation was becoming better educated. 

He congratulated the cadets on their games record, and 
said that he hoped that they all played some sort of game. 
He implored them not to become onlookers, and said that 
it did not matter whether a man was an expert or not so 
long as he played the game himself. He wished the passing- 
out term every success in the Service, and hoped that they 
would all enjoy their leave. 

Sir Philip Game then presented the Sword of Honour (fo1 
the best all-round cadet in the Senior Term) to Flt. Cadet 
Under-Officer N. EK. White, the R. M. Groves Memorial Prize 
(for the best all-round pilot in the Senior Term) to Ft. 
Cadet Corporal Tindal-Carril-Worsley, the Abdy Gerrard 
Fellowes Memorial Prize (for Mathematics and Science) to 
Fit. Cadet Frank Whittle, the Prize for Humanistic Subjects 
to Flt. Cadet Sjt. H. J. Pringle, the. Prize for Aeronautical 
Engineering to Flt. Cadet W. R. Worstall, and the other 
prizes as stated in the Commandant’s report.—C. M. MCA. 


The Flowerdown Passing-Out. 


The eighth passing-out inspection of aircraft apprentices 
who have been trained at the Electrical and Wireless School 
was made by Air Vice-Marshal Sir Philip Game, K.C.B., 
D.S.O., at Flowerdown on July 26. 

In his report the commandant, Group Capt. A. I. God- 
man, Cl4.G., D.S.0O., said that there were 275 aircraft 
apprentices under training at Flowerdown. The discipline 


ae 
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| 
and drill had been good, satisfactory technical progress h 
been made, and every aircraft apprentice of the passing-o 
entry had successfully operated wireless instruments in t 
air. The health of the apprentices had been good, and gre 
keenness had been displayed in the Gymnasium, on t 
Miniature Rifle Range, and in all sports and games. 

Of the present Entry 13 had passed out as Leading Aircraftsmen, 
had passed out as Aircraftsmen, First Class, 5 had passed out 
Aircraftsmen, Second Class. ‘There had been no failures. 

Cadetships had been offered to L-AA. Shirley, T. U. C., who 
also the winner of the ‘* Hyde-Thomson’”’ Memorial Prize, and 
I-AA. Wrigley, H. B. : 

The following had been retained for the Advanced Course with 
view to passing out as Corporals:—L-AA. James, H. A., AA. Moo 
(ea 10) 

L-AA. James, H. A. had won the «prize offered by the Air Minisi 
for the Aircraft Apprentice who obtained the Highest Aggregate Ma: 
in all Sections. 

AA. Hill, I. E., had won the prize offered by the Air Ministry ; 
the Aircraft Apprentice who obtains the Highest Marks in Techni 
Subjects. 

AA. Moore, C. D., had won the prize offered by the Air Minis! 
for the Aircraft Apprentice who obtains the Highest Marks in Edu 
tional Subjects 


The Halton Gymkhana. 


A Mounted Gymkhana and Aerial Display in aid of t 
Halton Polo and Hunt Club and the Halton Light Aeropla 
Club was given at Halton Camp on July 26. 

The programme began with an exhibition of formati 
flying by No. 41 (Fighter) Squadron on five Siskin III., 
(Jaguar engines). This was followed by an air combat, al 
on Siskins, between two pilots of the R.A.F. Halton Co: 
mand. The third event should have been a dummy pai 
chute drop, but the pilot parachute got entangled in t 
dummy and did not pull out the main parachute. TI 
could not happen in a live free drop, a fact which shou 
be noted, as many people were scared by the imagin 
failure to open. This event was performed successfully lat 
in the day. 

The next event was a light aeroplane race for wom 
pilots for a challenge cup and prizes presented by Sir Charl 
Wakefield. This was won by Miss Spooner, with Mi 
O’Brien second. Three mere males took the air at the sar 
time in a D.H.53, the H.A.C.II, and a Widgeon, to ma 
a field, and were handsomely beaten. 

Three mounted events followed, a mounted bending rac 
mounted musical chairs and a hurdle race of the ki 
familiar to frequenters of Ranelagh and other places whe 
polo is played. A good field of R.A.F. and local sportsm 
and women turned out for each event.- Among the coi 
petitors was Miss Spooner, who handles a horse as well 
she does an aeroplane. Unfortunately, owing to the lar 
crowd of spectators, it was impossible for half of them 
get a view of these events. 

One of the most attractive items on the programme was 
display of physical training by 150 aircraft apprentices. TI 
display included quick marching, double marching, figu 


THE HALTON PARTY.—At the top is a corner of the machine park and at the bottom is the display by th 
massed drums, fifes and bugles of the Wing bands of the School of Technical Training (Apprentices) at Halton. 


(“ Aeroplane” photograph.) 
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Report 


just published, declares that 


Ethyl petrol as a motor fuel 
involves no more danger to 
health than ordinary petrol 


Ethyl its Safe 


SONS TITUTION OF , THE 
GOVERNMENT COMMITTEE 
By Minute of 2nd April, 1928, the 
following Members were appointed :— 


Sir Freder-ck J. Willis, K.B.E., C.B., 
(Chairman.) 

Mr. J. C. Bridge, F.R.C.S.E.. M.R.C.PE. 

Sir George S. Buchanan, C.B., M.D., F.R.C.P. 

Mr. A. Chaston Chapman, F.I.C., F.R.S. 

Professor W. E. Dixon, M.D., 

VELIRSY, 
Major W.R. Galwey, O.B.E., 
C B 


C., MB. 
Mr. GC. H. Lander, 'C.B.E., 


D.Sc. 
SirCharles J. Martin,C.M.G., 
DESC woe. Pe bh. RS. 
Mr. R. D. Pye, M.A. 
Sir Robert Robertson, K.B.E., 
DESes E-RES: 
Sir William Willcox, K.C.L.E. 
GBM. FRCP. 
Mr. S. F. S. Hearder 
(Secretary). 


Eth; 


Fiat 


E.hyl petrol has been in constant 
use by millions of cars without the 
remotest trace of harm to vendor, 
user, Or engine. 


Don’t think of Ethyl as merely a 
superior grade of ordinary petrol. It 
is an entirely new invention, a fuel 
which almost magically STOPS 
ENGINE KNOCK 
and gives you marvel- 
lously improved climb- 
ing, with consequently 
less gear-changing. Fill 
up TO-DAY with this 
wonderful new fuel— 
Pratts ‘Ethyl’ Petrol — 
which has caused such 
a stir in the world of 
motoring since its in- 
troduction. 


Petrol 


SF 
Ethyl Petrol 


Distributed by the Proprietors of PRATTS SPIRIT, famous for 30 years. 
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marching and free standing exercises. The movements were 
accompanied by the band of the R.A.F., Halton, and no 
words of command were given. The P.T. instructors, the 
band, and the apprentices themselves are to be congratulated 
on a display which one believes could not be bettered by 
any training establishment in the world, despite, or because 
of, the fact that the performers were all volunteers, who, 
apart from the ordinary P.T. work, trained for the display 
in their own time. 

Event nine was a light aeroplane race for members of an 
aeroplane club or private owners for a challenge cup pre- 
sented by The Bucks Herald and prizes presented by Sir 
Charles Wakefield over three legs of a triangular course of 
about eight miles. The heats for this race had been flown 
during the morning. The race was won by Mr. T. N. Stack, 
ROACEZO: 

Two more mounted events were followed by a parade of 
Massed Drums of the Halton Command. The display con- 
sisted of about 150 airmen and aircraft apprentices from the 
three Wings at Halton. They marched and counter-marched 
in first-class style and drew rounds of applause from the 
spectators. These bands, composed of bugles and fifes in 
addition to drums, are a great feature at Halton, where the 
apprentices always march between workshops, schools, and 
barracks in wings accompanied by the wing band. This 
display ended with a march past of the Pipe Band, which 
originated in the Boys’ Wing at Cranwell and came with 
that wing to Halton. 

More mounted events came after this, followed by a 
slotted Moth demonstration and a display of advanced indi- 
vidual aerobatics and the destruction of a desert stronghold. 
The Gymkhana ended at 19.00 hours with a polo match 
between Old Berkeley and Whaddon Chase. 

Owing apparently to the uncontrollability of the horse 
the programme was subject to a number of delays and a few 
alterations. Halton is to be congratulated on the energy and 
enterprise which arranged such a huge programme, but 
would probably be well advised in future to separate their 
gymkhana from their aerial display. Few types of mind are 
equally interested in horses and aeroplanes, and the size of 
the crowd and the number of cars prevented the spectators 
from seeing the ground events.—c. M. MCA. 


The R.A.F. Swimming Championships. 


The third annual championship meeting of the R.A.F. 
Swimming Association was held at St. George’s Baths, West- 
minster, on July 28. 

The standard of the swimming was particularly high all 
round and five new R.A.F. Records were made. Plt. Off. 
A. H. Westwood (Netheravon) lowered the R.A.F. record for 
the 100 yards Breast Stroke Championship, his time being 
I min. 24 3-5 secs. 

In the 220 yards Championship L-AC. A. Henderson (Cran- 
well) won in 3 mins. 6 2-5 secs., 9 3-5 secs. faster than the 
holder’s time last year. 

In the 1oo yards Back Stroke Championship, Flg. Off. 
W. W. Whitehead (Shrewsbury) beat his own record by 9 3-5 
secs., his time being 1 min. 26 secs. The time of the 
second man in this race, AA. Chaney (Halton) was 1 min. 
32 secs., 3 3-5 secs. better than last year’s record. 


Sjt. J.B. McGinn (Henlow) beat his own record in the 
Plunging Championship by 4 ft. 10 ins., his best plunge being 
59 ft. 8 ins. Sq. Ldr. EK. C. Emmett (Eastchurch) was placed 
second with 59 ft. 7 ins. 

The fifth new R.A.F. Record was in the Inter-Unit Relay 
Race (120 yards), the final of which was won by the Gosport 
Team in 68 1-5 secs., 1-5 secs. faster than the previous record. 
The teams in this event were from S. Farnborough, Shrews- 
bury, Martlesham Heath, Manston, Halton, Henlow, Gosport, 
Digby and Uxbridge. They finished in the final, Gosport (1), 
Martlesham Heath (2), Henlow (3), after a most exciting, 
and, for the spectators, extremely damp, final. 

It is to be hoped that by next year when the Aircraft Ap- 
prentices’ Wing from Flowerdown has been added to its estab- 
lishment, Cranwell will be able to send a team to compete 
in this event. 

Miss Phyliss Harding, British Representative, Olympic 
Games, 1924, gave a short demonstration of her style of 
Swimming, and three members of the Amateur Diving As- 
sociation gave an extremely interesting and highly amusing 
demonstration of various forms of diving. 

The results of the Championship events in detail were :— 

440 Yards.—(1) Flt. Lt. C. EK. N. Guest (Martlesham Heath), 7 min. 
13 1/5 sec.; (2) AC. A. Reeve (Hawkinge). 

100 Yards Breast Stroke.—(x) Plt. Off. A. H. Westwood 
I min. 24 2/5 sec.; (2) AA. F. G. Watts (Halton). 

220 Yards.—(1) L-AC. A. Henderson (Cranwell), 3 min. 6 2/5 sec.; 
{2) AC. R. Stanton (West Drayton). 

too Yards Back Stroke.—(1) Flg. Off. W. W. Whitehead (Shrewsbury), 
I min. 26 sec.;-(2) AA. J. E. F.. Chaney’ (Halton). 

50 Yards:-—(1)" Sity “A> Js (Pees \(Langmere), 237) 3/5 wsec. (2) AC 
R. D. S. Robertson (Kidbrooke). 


(Netheravon), 


CORNERING.—A D.H. Moth (D.H. Gipsy engine) in 
the Light Aeroplane Race at Halton during the 
Gymkhana and Air Pageant on July 26. Halton House, 
which formerly belonged to the Rothschild family and 
is now the Officers’ Mess of the Station, is seen in the 
background.—(“ Aeroplane ” photograph.) 


Diving.—(1) AA. G. A. Watson Richari 
(Uxbridge). : 

Plunging.—(1) Sjt. J. B. MeGinn (Henlow), 59 ft. 8 in; (2) S 
Ldr. E. C. Emmett (Eastchurch) 59 ft. 7 in. 

too Yards.—(x) Sq. I.dr. C. R. Carr (Uxbridge), 69 1/5 sec.; (2) A 
T. Brown (Wittering). 

Fina!, Inter-Unit Relay.—(1) Gosport (Flt. Lt. J. S. Harrison, Fl 
Off. F. G. Jennings, Telegraphist F. IL. Goodman, L-AC. E. Emertor 
68 1/5 sec.; (2) Martlesham Heath (Flt. It. N..-H. Jenkins, Fit. I 
Cc. E. N. Guest, Flg. Off. R. W. L. Glenn, Cpl. F. W. Morter), 69 4/5 s¢ 

Inter-Unit Water Polo.—Halton (AA. E. T. Watts, Cpl. T. B. Re 
Cpl. C. W. D. Wright, AA. R. A. McKay, AA. E. A. Candy, AAS W. | 
Hewitt, AA. F. McDermott) beat Eastchurch (Pit. Off. A. P. F. 1 
Berkeley, Cpl. C. Nicholls, L-AC. E. Gwilliam, Cpl. T. Pithouse, C; 
J. M. Fitch, Plt. Off. J. A. H. Louden, L-AC’ Eo Wiles) sbyea goals to 

In the previous rounds Halton had beaten West Drayton 6- 
Martlesham Heath 4—1, and Shrewsbury 6—4. 

Wing Cdr. R. J. Mounsey was the Referee. 

During the short intervals between Flt. Lt. Bennett’s a! 
nouncing whistle, the String Band of the R.A.F. played sui 
ably wet music, ¢.g., ‘‘ Old Man River.” 

The Challenge Cups and Medals were presented to tt 
Winners and Runners-up after each event by Mrs. C. ] 
Lambe. The meeting was excellently organised, and catri 
through without a hitch.—c. M. Mca. a | 


| 


(Halton) ';°s.@)= ACwas 


Inter-Services Swimming. 


The Inter-Services’ Swimming Meeting is being orgamis| 
by the R.A.F. Swimming Association this year and will | 
held at Halton from Aug. 31 to Sept. 3. The programt 
will be as follows :— ae | 

Aug. 31, Water Polo, R.A.F. versus R.N. Sept. 1, Water Polo, Art 
versus R.N. Sept. 3, Water Polo, R.A.F. versus Army, Sept. 3, Int 
Services Swimming Championships. | 


AN R.C.A.F. MOVE. | 


The Canadian Government is shortly to remove the pr! 
cipal landplane training centre of the Royal Canadian 4 
Force from Camp Borden to Montreal. | 

In an area south of the St. Lawrence River, 0 pos 
Montreal, the Government has a large tract of land. boug 
by the late General Sam Hughes when Minister of Mili 
for a training camp, but the pacific trend which set in aft 
the War prevented development of this area. _ | 

This land is close to St. Hubert Aerodrome, which h 
been chosen as the site for the Eastern Canadian _airsh 
mooring-mast and base, and this aerodrome is being ¢ 
veloped as a civil centre by the Canadian Government, — 
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| a 


If one engine fails, what ——? There is only one three-engined all-metal 
Most aeroplanes equipped with two engines, aeroplane in the world which maintains 
or three, would be compelled to make a straight level flight (under full load) with 


forced landing in this case 
. f only two engines running: 
Forced landing, that means: late arrival, i ; a 


perhaps danger to passengers, pilot and craft. THE “ROHRBACH ROLAND.” 
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THE FAR EAST FLIGHT. 


The log of the Far East Flight of four R.A.F. Supermarine 
Southampton flying-boats (Napier Lion engines) under the 
command of Group Capt. H. M. Cave-Browne-Cave for the 
section from Karachi to Singapore, is now available and 
follows in full. 

The distance fldwn, which included the first flight round 
the Coasts of India and Ceylon, was 4,600 nautical mules. 
‘he total distance covered by the Flight since leaving Eng- 
land is 9,434 nantical miles. : : 

In a covering report the Officer Commanding emphasises 
that the progranime was adhered to throughout. He states 
that during the flight the aircraft and engines have been 
very satisfactory. The only troubles of any importance 
were :— 

(a) heavy deposits of barnacles gathered on the bottoms of 
all the hulls during the 12 days’ stay at Colombo which greatly 
increased the take-off times of all the boats. When the hull 
bottoms were cleaned in shallow water at Trincomali the 
take-off performances returned to normal. Throughout the 
cruise it has seldom been possible to clean the bottoms of the 
hulls in deep water owing to the presence of sharks. 

(b) a water leak occurred in the starboard engine of $.1152 
due to the failure of a washer in the water supply system to 
the rear of the outer cylinder head. ‘This necessitated shut- 
ting off the starboard engine for the last 20 minutes of the 
flight to Pulicat Lake. When the defective washer was re- 
placed no further trouble was experienced. 

(c) The eyebolt in the centre rudder which carries the con- 
necting rod to the starboard rudder of S.1150 broke at Mergui. 
This was temporarily repaired before the flight left Mergui 
and the eyebolt was renewed at Penang. 

The aircraft were moored out at Felixstowe on Oct. 13, 
1927, and were brought ashore at Singapore on Feb. 209, 
1928. During the whole of this period, mostly under tropical 
conditions, the aircraft have been moored out, except when 
actually flying and except for one day at Karachi, when they 
were brought ashore for the examination and cleaning of the 
hull bottoms. On arrival at Singapore the aircraft were 
brought ashore for thorough examination, cleaning and re- 
painting. 

This examination has shown the aircraft to be in very good 
condition and at no time have the metal hulls leaked. No 
wires have broken and the aircraft structures have required 
practically no adjustment. 

The residents at each place visited have been most hospit- 
able, doing everything possible to help the Flight and make 
their stay enjoyable. This has contributed materially to the 
success of the cruise and the Flight are grateful for it. 

The weather conditions on the whole have been good. ‘The 
only heavy rain encountered in flight being in Ceylon. At 


EASTWARD HO!—Supermarine Southampton flying-boats (Napier Lion engines) of the Far East Flight, R-A.F., — 
flying over Monkey Point, Rangoon, on the section of the cruise between Karachi and Singapore. 
left Melbourne on July 30 for Sydney. 


Penang and Singapore the Flight landed just in time 
escape heavy rainstorms. The presence of haze has n, 
it difficult to get satisfactory photographs from the ,; 
Morning mists delayed the start of the Flight from Chi 
Lake by one hour, and obscured the ground shortly af 
leaving Akyab. Apart from this the visibility has been go 
The sea has generally been calm to slight, but around Cey 
and on the Southern part of the Kast Coast of India it , 
sufficiently rough to make a take-off in the open sea dang 
ous. As there were no forced landings this did not aff 
the Flight. The winds have seldom exceeded 15’ m.p.h, ; 
have never been strong enough to interfere with the flig] 
The conditions inside the hull, when on the water, h; 
been rather hot and sticky, especially from Rangoon to Sin 
pore, but no worse than in many ships in the same clim: 
The usual day temperature in the hull on the water , 
80° to 85°F., and the maximum 97°F. (Rangoon). Si 
the aircraft have been brought ashore at Singapore 

temperature inside the hull with airmen working there rj 
to 100°F., in spite of awnings and every effort to maint 
good ventilation. 

During the period of the cruise (December to Febrna 
the whole of the route followed, with the exception of : 
area round Ceylon and the Southern part of the Kast Co 
of India where flying-boats of existing types could only ta 
off in the open sea under favourable conditions, appeared 
be very suitable for the operation of flying-boats. 

The visit of the Flight aroused considerable interest at e: 
of the places visited; particularly along the Southern pa 
of the coasts of India, and at small places such as Pulicat a 
Chilka Lakes where the inhabitants had not seen aircr 
before. The Flight has been met on, arrival at each port 
the authorities in charge of the arrangements and in m 
cases by the principal officers, officials and residents. (: 
have been made at each port visited on the Governor, Cc 
missioner or Resident, and on the principal authorities. |] 
quests were received from local authorities for the Fi; 
to circle in formation and drop messages at Quilon ; 
Madras, and to fly low in formation over Diu, Allepi, 1 
vandrum, Muletivu, Point Pedro and Vizagapatam; these 
quests were complied with. The Flight formed an ae 
escort on the departure of H.M. The Emir of Afghanistan 
Bombay on Dec. 17, 1927. 

The Base Party arrived at Singapore on Jan. 11, and t 
everything ready for the arrival of the Flight. 

THe Loc or Far East Fiicut, R.A.F. 

Dec. 14—Karachi. Aircraft of the flight were inspected by Air V 
Marshal Sir W. Geoffrey H. Salmond (A.O.C., R.A.F., India). 
officers and airmen ‘slept in the flying-boats, which were re 
in all respects (500 Galls. Fuel) for the continuation of the cruis 

Dec. 15—Karachi to Bombay, 475 N. Miles. (Flying Time 7 hr: 


SS s 


The Flight 
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KING’S CUP 1928. 


THE WINNING MACHINE 
a D.H. MOTH piloted by Capt. W. L. Hope 
WAS COATED WITH 


~TITANINE” LIGHT AEROPLANE DOPING SCHEME. 


20 Machines out of 24 
which took part in the Race 
were coated with 


TITANINE 
DOPE. 


TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


TELEPHONES Telegrams and Cables :— Works: Hendon (London), 
Regent 4728, etrafree, Piccy, London.” New Jersey (U.S.A.), 
Gerrard 2312. Codes: A.B.C. 5th Ed. and Bentleys. Milan (Italy). 
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mins. Average Ground Speed 68 Kts.) A.O.C. India embarked in 
S.1152 at 07.15. Flight took-off and left in formation for Bombay at 
07.30 in fine weather with a S.E. wind of 2 m.p.h. and hull and strut 
temperatures at 70°F. Flight circled over Diu (Portuguese India) 
at 12.00, the Fort firing a salute, and landed im formation at Bombay 
at 14.30, securing to buoys off the Yacht Club. The weather condi- 
tions throughout the flight were good. Many very large fish could 
be seen during the flight, off the Kathiawar Coast. 

Dec. 16 to Dec, 26—Bombay. Arrangements were made with the 
Royal Indian Marine for the loan of skiffs for communication between 
flying-boats and the shore and for a guard to keep the harbour 
traffic clear of the flying-boats. On Dec. 17, the Flight formed an 
aerial escort’ for the departure from Bombay of His Excellency, The 
Amir of Afghanistan. 

On Dec. 19, H.E. The Governor and his A.D.C., went for a flight 
over Bombay in S.1152. The Flight refuelled to 4oo gallons each on 
Dec. 19, taxying and securing to the stern of the fuel lighter, which 
was anchored close to the aircraft moorings. On the night of Dec. 
26, all officers and airmen slept in the flying-boats in readiness for 
the flight on the following morning. 

Dec. 27—Bombay to Mangalore, 395 N. Miles. (Flying time 5 hrs. 
45 mins. Average Ground Speed 68 Kts.) The Flight slipped at 07.20, 
took-off in formation at 07.30 in a N.E. wind of 5 m.p.h., and left 
for Mangalore. At the request of The Director, Royal Indian Marine, 
the Flight opened out and searched near Janjira for any signs of 
the wreck of the Jayanti, a small coasting steamer of The Bombay 
Steam Navigation Co., which had been sunk im this area with all 
hands by a cyclone on Noy. 12, and could not be located. The water 
was muddy and nothing was seen of the wreck: this was reported to 
The Director, Royal Indian Marine, and The Bombay Steam Navi- 
gation Co., who replied, thanking the Flight for the trouble taken. 

The Flight reached Mangalore without incident and landed there 
at 13.15, securing to buoys laid off the Customs House. The Southamp- 
tons were the first aircraft to be seen here, and large numbers of 
visitors, both European and Native, had come in from the surround- 
ing districts to see the Flight arrive. The whole shore and quay 
were packed with natives, who remained watching the flying-boats 
until long after dark, and were there again by daylight the following 
morning. 

Dec. 28—At Mangalore. Many residents, both European and Indian, 
visited the flying-boats during the day. It was a fine, clear day, and 
the noon conditions were, Wind W. 5 m.p.h.; Temperatures: Strut, 
81°F., Hull, 82°F., sky clear. The crowds on shore remained watching 
the boats all day. 

Dec. 29—Mangalore to Cochin, 195 N. Miles. (Flying time 3 hrs. 
I5 mins. Average Ground Speed 60 Kts.) (Nove: The lower average 
ground speed is mainly due to the time spent in taking-off in suc- 
cession, and in circling Mangalore, Calicut and Cochin during a 
short flight.) At 11.00 the Flight took-off in succession, each boat 
remaining at its buoy until the boat before it was in the air; this 
was necessary owing to the smallness of the area with a sufficient 
depth of water. The water-front was crowded; the whole population 
of the district appeared to have come down to see the Flight leave, 
and they shouted and cheered as each boat took-off. After picking up 
formation and circling Mangalore, the Flight set course down the 
coast, circling Calicut at 13.00, and landing in formation~-at Cochin 
at 14.15. As the Flight were the first aircraft to visit this coast, the 
Port Officer, Mangalore, had informed the authorities of the towns on 
the route of the approximate times the Flight would pass over, and 
the beaches near the towns and villages were crowded. The coast 
was very picturesque, with many rivers, lagoons and backwaters, which 
appeared from the air to be very suitable for emergency landings 
if the depth of water is adequate. On arrival at Cochin, the Flight 
secured to buoys in the harbour about %-mile N.E. of the town. 

Dec. 30—Cochin. The Flight, being the first aircraft to be seen at 
Cochin, aroused the greatest interest; crowded boats of all descriptions 
were continually passing round the area reserved for the flying- 
boats, and crowds watched the aircraft all day from the shores of the 
harbour; even the water-front of Ernakulam, the native capital of 
Cochin, which is 1%) miles from the flying-boat moorings, was 
crowded with people, although they had been told that the Flight 
would not leave until 09.00 on the following day. The weather con- 
ditions at noon were: Wing variable and under 5 m.p.h., Sky .2 
clouded, Temperature 80°F. Strut, 83°F. Hull. 

Dec. 31—Cochin to Colombo, 315 N. Miles. (Flying times 4 hrs. 30 
mins. Average Ground Speed 69 Kts.) The weather was fine and 
clear, with light, detached clouds to the S.E. and a N.E. wind of 
§ m.p.h. The Hull and Strut temperatures were 78°F. The Flight 
slipped together and took-off in formation at 09.00 in 35 seconds. 
After circling Cochin and Ernakulam, the Flight left for Colombo, 
circling in close formation over Alleppi, Quilon and Trivandrum, and 
dropping a message of greeting to. the residents of Quilon in accord- 
ance with requests which had been received. Throughout this part 
of the route the Flight appeared to arouse great interest; the beaches 
and open spaces near the towns and villages being crowded. As 
Cap Cormorin was approached the weather became overcast and the 
wind increased to about 20 Kts. from the N.E., raising a nasty sea 
in the Gulf of Manaar, which moderated near Colombo. The Flight 
landed in succession in Colombo Harbour at 13.30 near the S.W. arm 
of the breakwater, and secured to four buoys which had been specially 
laid near the northern end. 

Jan. 1 to Jan. 11, 1928—Colombo. Many visitors were shown over 
the flying-boats, including the Master Attendant, the Senior Naval 
Officer, the Chairman of the Special Commission on Ceylon Reforms, 
Sir Geoffrey Butler, the Inspector-General of Police and many Naval 
and Harbour Officers. 

During the stay at Colombo there were several heavy rain and 
thunderstorms, mostly in the evening and at night. The average 
hull temperature at noon was 82°F. 

The eight airmen of the flying crews were sent to the Naval Rest 
Camp at Diyatalawa in two parties, the first from Jan. 3 to Jan. 6, 
and the second from Jan. 7 to Jan. 10. This complete change was 
of great value to the Flight. d 


Jan. 12—Colombo to Trincomali, 290 N. Miles. (Flying time 4 hrs. 
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45 mins. Average Ground Speed 60 Kts.) The Duty Officer anq 
airmen slept on board. Remaining officers on board by 07:00,’ 
weather conditions were dull, wind, N.K. 10 m.p.h.; sky, half-clou 
at 1,000 to 1,500 feet; hull and strut temperatures, 77°F, A consi, 
able crowd collected on the S.W. arm of the breakwater to see 
Flight leave. The Flight took-off in succession at 08.00, the times y, 
ing from 45 to 55 seconds, being. much the worst experienced so 
during the cruise, more especially as the fuel load was only 4oo 
lons in each machine. The long take-off was due primarily to 
thick deposits which had formed on the hull bottoms during the ; 
of 12 days at Colombo. Am examination of the hull bottoms dur 
the flight from Cochin to Colombo had shown them to be practic 
free from growths. The swell in the harbour may have lengthe 
the get-off a little, but it was not serious and the poor accelera{ 
was noticeable directly the engines were opened out. Whilst s. 
was taking-off, a seagull flew into the starboard airscrew, and 
dead body remained jammed at the base of the “V” struts under 
engines until the aircraft landed at Trincomali; the metal airsoc 
was undamaged. 


After circling Colombo in formation the Flight left for Trincom 
S.1149 and S.1150 flying round the South of the Island, S.1151 
$.1152 round the North. The former found the clouds very low 1 
Galle and came down to 20 feet, flying along the edge of the be 
for about 10, minutes. The clouds then lifted and the aircraft clim 
to 500 feet off Dondra Head and shortly afterwards a torrential ; 
storm was passed through. S.1150 steered out to sea for a mile or ¢ 
and thus avoided the centre of what apparently was a small eycl 
storm, but S.1149, in the centre of the storm, had a most anxi 
five minutes. The rain, descending in torrents, almost blinded 
pilot, who could not see the water above 20 feet. The whole | 
face of the sea was covered with swirling foam and the heavy bu 
made the aircraft almost uncontrollable. The engines dropped rey 
tions and ran unevenly and the pilot had the greatest difficulty 
avoid being forced on to the water, which was too rough for a ; 
landing and take-off. After about 5 minutes the conditions 
proved, the aircraft regained touch, and no further difficulty - 
experienced, although several heavy rainstorms were seen and avoi 
When passing the game reservation on the South Coast, a numbei 
elephants, buffalo, boar, sambar, deer and monkeys were seen. S. 
and S.1150 landed at Trincomali at 12.45. A number of lg 
iagoons, which appeared from the air to be suitable for seapla: 
were seen on the South and South-East coasts of Ceylon. S. _ 
and S.1152, flying North-about, experienced North-East winds up 
20 m.p.h. and occasional light rain om the West Coast; they pa; 
over Punerin and followed the water-ways across the North of Ce; 
and thence down the East Coast with an Easterly wind of at 
20 m.p.h. and a rough sea. The aircraft ianded at Trincomali 
12.35 in an interval between the showers. 


Jan. 13 to Jan. 18—Trincomali. The weather was generally fine 
there were several short periods of heavy rain. The hull temp 
ture during the day averaged 80°F. and the wind was generally } 
up to 15 m.p.h. All the flying-boats were taxied in turn to 
shallow water (4 to 5 feet) in front of the Naval Sick quarters, wl 
there is a smooth sandy bottom, and were secured to the pier tl 
and the shore so they were just afloat. The officers and airmer 
the Flight, assisted by three seamen and six coolies, removed the w 
and barnacles from the bottoms with hand scrubbing brushes 
pieces of wood. The barnacles were firmly fixed to the paint, wi 
generally came away with them, and as most of the cleaning ha 
be done with the head under water it was most exhausting. A1 
passed under the boat and worked backwards and forwards above 
water line was found very useful for clearing the area near the k 
The time taken to taxy im the boat, secure it, clean the bott 
flight test and secure to the moorings, was about 2% hours per b 
and the work on the four boats was spread over two days. 
far as could be judged by inspection under water and by flying 
over observers, practically the whole of the deposits on 
bottoms had been removed. The flight tests showed that 
average time for take-off with the clean bottoms was 30 seconds, ¢ 
pared with the so seconds required with the dirty bottoms at Colo! 
with approximately the same load and weather conditions, 
result was confirmed by get-off tests of S.1150 immediately before 
after cleaning. As a result of the hard work under water, a nut 
of the officers and airmen suffered from ear-ache. This was Cl 
by syringing out the ears. 

Jan. 19—Trincomali to Pulicat, 325 N. Miles. (Flying time 5 
30 mins. Average Ground Speed 60 Kts.) Airmen slept on boi 
all officers on board by 06.00. The morning was fine with a! 
wind of 5 m.p.h; sky, .3 clouded; hull and strut temperatures, 77 
barometer, 29.00. The Flight took-off in formation at 06.50 i 
seconds. In accordance with requests which had been received f 
local authorities, the Flight followed the coast, dipped at Mule 
(07.45) and circled in formation over Point Pedro (08.30). Ma‘ 
was reached at 12.00, and after circling the town twice in format 
a message for H.E. the Governor was dropped. The Flight lat 
at Pulicat Lake at 12.20, in am area of adequate depth marked 
flags near the South end of the Lake, and secured to the : 
buoys which had been laid for it. Throughout the flight the v 
was approximately N.E. 12 Kts., rather more in the Palk Straits 
rather less and more Easterly further North. South of Madras 
open sea was too rough for a take-off in the open to be safe. | 
flying conditions generally were good with short periods of he 


bumps over the land. 


The only trouble experienced during the flight was a water 
in the starboard engine of S.1152, due to the failure of the small wa’ 
on the rear water connection to the starboard cylinder | head. | 
throttle of the starboard engine was then closed until the Flight rea¢ 
its refuelling base at Pulicat at 12.20. The aircratt lost about 
feet during the 20 minutes’ flight on one engine. On landing, 
defect was made good and examination of the engine showed 4 
be undamaged. 

Jan... 20—Pulicat. to Coconada, 300.N. Miles. (Flying time 5 
o mins. Average Ground Speed 60 Kts.) A fine morning except 


| 
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tit a gain! 
INTERNATIONAL 


LIGHT AEROPLANE 
MEETING 


Organised by the Rotterdam Aero Club, held on 
July 20th, 21st and 22nd at Rotterdam. 


CIRRUS 


MOTH 


WON PRINCIPAL 
COMPETITION 
(Pilot: LADY HEATH) 


The winner of this open competition was determined by the 


* number of points scored in four separate events, consisting of 
C.imb, Speed, Landing and Take-Off. Lady Heath obtained the 
WINNER OF THE HIGHEST AGGREGATE SCORE 
KING’S CUP RACE proving conclusively that the Moth possesses to the fullest 
1926 extent the qualities desirable in alight aeroplane. It was the 
oer fastest machine in the Speed Event, registering 98°8 m.p.h. 
and 
and MOTH 
o was also placed 
“THE BEST 
wiPtve — FIRST and THIRD 
IN THE aN 
WORLD” . 
* in the 


ARRIVAL COMPETITION 


The winner was Capt. Cordes, who arrived DEAD ON TIME, 

ee there not being a second’s variance either way — a tribute to 

Set excellent time keeping and to the Moth’s unfailing reliability. 

The Moth that gained third place was piloted by Miss O’Brien; 
her machine was also in the team that won the Relay Race. 


‘HE DE HAVILLAND AIRCRAFT 
COMPANY, LIMITED, 
}TAG LANE AERODR OME, 


iDGRARES | ; ) . MIDDX. Streets 
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a few drops of rain at 06.35; wind, N.E. x10 m.p.h.; hull and strut 
temperatures, 77°F.; .8 clouded; barometer, 29.05; lake calm. At 
06.45 Flight took-off in succession, having warmed the engines through 
at the moorings. Average take-off time: 26 seconds (350 gallons fuel). 
Throughout the flight the weather was fine with blue sky. A few 
cumulus clouds about 1,000 feet were met occasionally, causing bumpy 
conditions beneath them. The wind was E.N.E. from 8 to wm Kts. 
The open sea, which had been moderate off Pulicat, gradually re- 
duced to slight at Coconada as the Flight went further North. 

Jan. 21 and Jan. 22—In Coconada. The weather was fine, and the 
hull temperatures during the day averaged 78°F. The wind was com- 
posed of the land and sea breezes up to. about to m.p.h., which at 
times raised sufficient chop in the shallow water of this exposed 
anchorage to make it advisable to close the scuttles. 

Jan. 23—Coconada to Chilka Lake, 225 N. Miles. (Flying time 3 
hr. 45 min. Average Ground Speed 60 Kts.) A fine morning with 47) 
cloud; wind, N.E. 5 m.p.bh.; barometer, 29.1; hull and strut tempera- 
tures, 75°F. Major C. Hodding (O0.C. East Coast Battalion, Auxiliary 
Force) was carried (with the approval of Army H.Q., Madras), as a 
passenger on this flight, in S.11sr. 

The Flight took off in formation in 30 seconds, and after circling 
in Coconada, left for Chilka Lake at 07.00, following the coast the 
whole way and circling over Vizagapatam, where large new harbour 
works are in progress. When completed, this port might be suit- 
able for a seaplane base. Several rivers were passed, which appeared 
to be suitable for emergency landings. After circling the large 
crowds which had collected near the Rambha Palace, and on the 
shores of the South end of Chilka Lake, the Flight landed in forma- 
tion at 10.40. The Flight was welcomed by the Rajah of Khallikote 
and Atagada, who entertained the Flight most generously during their 
stay. 

The Flight were the first aircraft to be seen in this area, and their 
visit created great interest. The Rajah of Khallikote had invited a 
large house party to meet the Flight including the Rajahs of Nilgire 
and Mandasa, and the District Officers from the neighbouring dis- 
tricts. Large crowds of Indians had assembled on the shores of the 
lake, and special trains were run to bring in the residents from the 
more distant areas. The Rajah gave large luncheon and dinner 
parties, and after the latter, the villagers of the surrounding villages 
gave very interesting displays of sword-dancing and their ancient 
methods of warfare. 

Jan. 24 to Jan. 26—Chilka Lake. The weather during the stay was 
fine with light land and sea breezes. The day temperature in the 
hull varied from 77 to 84. On two days there were morning mists 
on the lake from 06.00 to 08.30, which would have made it dangerous 
to take-off or land during this period. S.1149 made a_local flight on 
Jan. 26, carrying the Rajah of Khallikote and the Rajah of Mandasa 
and his brother as passengers. The native boatmen made large 
profits by taking parties from the shores of the lake round the 
filying-boats. 

Jan. 27—Chilka Lake to Calcutta, 290 N. Miles. (Flying time 4 hrs. 
Io mins. Average Ground Speed 70 Kts.) A misty morning with no 
wind; temperature, 74°F.; barometer, 29.00. The mist did not ¢lear 
sufficiently for the flying-boats to take-off until 07.40; the Flight then 
slipped, took-off in formation, and after circling and dropping a 
message of thanks at Rhamba Palace, left for Calcutta at 07.50. 
The low clouds and mist slowly cleared with the sun, leaving some 
detached clouds about 1,000 feet and a slight haze. The sea was calm 
and the surface wind light Easterly at first, backing to Northerly near 
the Hoogli, the upper wind appeared to be Southerly. The coast, which 
is low-lying and has many rivers apparently suitable for emergency 
landings, was followed to Maipara Point, and the course was then 
set for the mouth of the Hoogli and thence up-river to Calcutta, 
which was circled at 11.45. 

The Flight landed at Ichapur, on the Hoogli, some 15 miles North 
of Calcutta, at 12.00, and secured to the buoys which had been laid 
there about 100 yards trom the East bank of the river. The tide 
was running out at about three knots, and the R.I.M. seamen in 
the skiffs attending the flying boat found considerable difficulty in 
bringing their boats alongside the aircraft safely. 

Jan. 28 to Feb. 2—Calcutta. In spite of the distance to Ichapur, 
H.E. the Governor and many visitors came out to the flying-boats 
and were shown over them. The officers and airmen on duty in the 
flying-boats found many mosquitos o1: board at night. 

Feb. 3—Calcutta to Akyab, 315 N. Miles. (Flying time 4 hrs. 30 
mins. Average Ground Speed 70 Kts.) A fine morning with no wind; 
slight mist; hull and strut temperatures, 65°F.; barometer, 29.1; tide 
running out at 2 Kts. 

Colonel Shelmerdine, Director of Civil Aviation, India, embarked 
in S.1151 at 06.30 for flight to Akyab and Rangoon, in connection with 
the proposed Civil Air Route. The Flight slipped at 06.45 and whilst 
taxying slowly, S.1151 touched a sand bank near the centre of the 
river about half a mile below the mooring site; this caused no 
damage. The Flight took-off in formation at 07.05 and after circling 
Calcutta im formation at 07.25, flew on a compass course over the 
Sundarbans to Shahpuri Island, and then down the coast of Akyab. 
The Delta is jungle, swamp and small paddy fields, with many 
rivers and creeks where a seaplane could land, but with no landing 
place for a landplane. 

The Flight landed in formatiom at Akyab at T1235; 

Feb. 4 and Feb. 5—Akyab. ‘The weather was fine and calm; cool 
at nights with hull temperatures up to 85°F. by day. All airmen 
slept on board on Sunday night. 


Feb. 6—Akyab to Rangoon, 320 N. Miles. (Flying time 4 hrs. Io 
mins. Average Ground Speed 76 Kts.) Lieut.-Col. Shelmerdine, 
Director of Civil Aviation in India, took passage in S.1151. A fine, 
but misty morning; wind, N.N.W. 3 m.p.h.; strut and hull tempera- 
tures, 70°F.; barometer, 29.00. 

The Flight took-off in formation in from 35 to 4o seconds at 07.00 
and were clear of the mist at 800 feet. The mist was lying over the 
land from about 2 miles North to 20 miles South of Akyab; it was 
clear over the sea but sufficiently thick over the land to shut out all 
sight of the ground except for occasional small patches. At first 
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the Flight flew some miles to seaward to keep clear of the o 
afterwards, following the coast, which was mostly picturesque, rug 
and well wooded with many rivers and bays which appeared ‘suit; 
for emergency landing places. At 09.55 the Flight turned inland + 
Broken Point and steered direct to Rangoon ; for the first 
the creeks and rivers were small, but afterwards there 
stretches of water which appeared suitable for landing. Af 
Rangoon in formation, the Flight landed in succession of 
Point at 11.10 and secured to buoys in the creek there, 
the pier by the Air Survey Co.’s slipway. 

Feb. 7 to Feb. 12—Rangoon. The weather was fine 
morning mists on several days, which persisted up to ab 
Light Northerly winds prevailed and it was hot, the maxi 
temperatures being 97°F. The maximum tide was about 4 

The visit of the Flight aroused a great deal of interest 
numbers of visitors were shown over the flying-boats. 
and airmem slept in the flying-boats on Sunday night. 

Feb. 13—Rangoon to Mergui, 310 N. Miles. (Flying times 
mins. Average Ground Speed 73 Kts.) A fine morning 
haze; wind, North 5 m.p.h.; hull and strut temperatures, 
clouds; tide 2 Kts. Officer Commanding Troops and mat 
came down to Monkey Point to see the start. The Flight 
0.40, taxied out of the creek, took-off in formation at 07.00. 
circling Rangoon, left for Mergui. S.1151 reported takin 
during the take-off; this was found to be due to the lid of t 


the water cleared out in flight. The conditions during the fl 
fine, but hazy, and the wind Northerly, increasing to 10 Ki 
Gulf of Martaban. The course followed from Rangoon 
the Rangoon river to Elephant Point, thence across th 
Martaban to the mouth of the Ye river and down the coa 
Eastward to pass over Tavoy, which was circled at 10.00, 
the Tavoy river and the coast to Mergui, where the Fi: 
at 11.15 and secured to buoys laid near the Bast shore of Pa 
and opposite Mergui Town. The coast lines and the Me 
pelago contain many places for emergency landings in s 

Feb. 14 and Feb. 15.—-Mergui. The weather was fine, 
thunderstorms appeared to be threatening in the evenings. — 
was calm with an occasional slight swell at the moorings, tess 
conditions, both on shore, where there was no electric light 
and on the flying-boats were rather hot and sticky; the hull 
tures in the middle of the day rising to 95°F. The wind 
land and sea breezes up to 10 m.p.h. and the maximum 
moorings was about 1 Kt. At night, considerable numbe : 
quitos came out to the flying-boats from the shore. All the 
and airmen slept on board on the night of Feb. 15. 

Feb. 16—Mergui—Penang, 475 N. Miles. (Flying times 6 hr 
Average ground Speed 74 Kts.) A fine morning with no 
cloud; hull temperature; 78; strut temperature, 75; barom 
tide, % Kt. Took-off in formation in 60 seconds. (450 gallo: 
and circled Mergui. The connecting strut between centre 
board rudder of S.1150 was seen to be disconnected from cen 
and S.1150 was ordered to land immediately; this she did, 
by remainder of Flight at 07.10; all aircraft picked up thei 
buoys. The defect in S.1150, which did not effect the 
flying in any way, was found to be due to the breakage C 
bolt, in the centre rudder, which carries the connecting r 
starboard rudder. This was ‘temporarily repaired by sw 
for the broken eyebolt, a tommy bar suitably bent and di 
short test flight showed that the repair was satisfactory. 

The Flight took off again at 09.00 im 50 seconds and 
Penang. Victoria Point was passed at 11.00, and after circli: 
the Flight landed in formation at 15.25, and secured to buo 
had been laid off the Harbour Master’s Pier at Glugor, ab 
miles South of George Town, Penang. The weather d 
flight was fine except for slight drizzle, which started 
Penang; the sky then looked very threatening to the 
The winds were light, variable and Northerly; there was 
amount of detached cloud and a slight haze. The route 
with picturesque, wooded islands, many of which would affor 
in emergency, but might be of some danger to aircraft fl 
in heavy rain or bad visibility. At the time of the flight the 
calm and flying-boats could have landed or taken-off anywh 
fuelling to 250 gallons was started as soom as the flying 
moored up, sampans being used to bring the barrels from the 
to the flying-boats. By the time two boats had refuelled the 
storm, which had been seen in the distance before landi: 
over Penang with a heavy downpour of rain and a wind whic! 
it impossible to get the sampans with the fuel from the 1 gh 
the flying-boats. As this continued till dark, the remainder ¢ 
refuelling was postponed till the next day, and officers and air 
duty went ashore as soon as the weather permitted. g 

Feb. 17 to Feb. 22—Penang. The weather was generally | 
light rain fell nearly all one night and there were several 
during the days, but there were no more heavy storms 
rather hot and sticky, except immediately after rain; the hull 
tures varied from 78°F. at night to 92°F. during the day. 
was light and variable. The visit of the Flight to Penang ¢ 
great deal of interest and many residents came out to Gl 
were shown over the flying-boats. 

Feb. 23—Penang to Port Swettenham, 160 N. Miles. (Flt 
2 hrs. 20 mins. Average Ground Speed 68 Kts.) A fine, bu 3 
morning; wind, NE. xr m.p.h.; hull and strut temperatures, 81 
barometer, 29.00; sky, .9 clouded; tide, % Kt: an a8 

At the request of the Officer Commanding Penang and Port Welles 
Volunteers, the Adjutant, Capt. Prattley (Norfolk Regt.), who ¥ 
proceeding from Penang to Kuala Lumpur on duty, was carried ag 
passenger in S.1150. The Flight took-off in formation in 25 to 
seconds (250 galls.) at 09.00, and flew down the coast in fine weath 
with detached clouds for the first hour, after which the clouds w 
continuous at 1,000 feet or lower, and there were occasional a 
squalls. Down to, and including Pangkor there appeared to be mé 
places suitable for emergency landings for seaplanes in bad weathi 
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WESTLAND AIRCRAFT 
THE WESTLAND WAPITI. 


(Photos I & 2.) 
With Jupiter VI engine. A General 
Purposes Aircraft suitable for recon- 
naissance, bombing, wireless and 
aivanced training, etc. Fitted with 
Handley Page Automatic Slot Gear. 
As supplied to the Royal Air Force. 


THE WESTLAND WIDGEON. 


(Photos 8 & 4.) 


An ideal light ’plane for the private 
owner, club use, etc. Robustly con- 
str..ctedtoexceedingly highstandards 
a machine the excellence of which will 
be appreciated by the most experi- 
enced as well as the new pilot. 
Possess s exceptional controllability, 
even when in stalled flight. Folding 
wings—no rigging to require adjust- 
ment—excellent view for pilot and 
passenger. Lowrunning costs. 


ANOTHER SUCCESS.—Air League 
Challenge Cup won by a private owner 
flying a Westland W dgeon at the 
Midland Air Pageant, June 9th, 1928, 


WESTLAND AIRCRAFT WORKS 
(Branch of Petters Limited). 
Contractors to the Air Ministry, 
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but further South it was not so favourable. The Flight landed in 
formation at Port Swettenham at 11.20 and secured to buoys laid in 
a well-sheltered position. 

Feb. 24 to Feb. 27—Port Swettenham. At the request of H.E. the 
Governor of the Straits Settlements, the flight to Singapore was 
postponed from Feb. 27 to Feb. 28, to enable him and his staff to 
fly down with the Flight. .The Air Ministry and Singapore were in- 
formed of the change of programme. The weather was fine, except for 
one shower, but frequently overcast and it was hot and sticky, 
both in the boats (up to go°F.) and on shore. The winds were light 
and variable and the tide ran up to 2 Kts. at the moorings. 

Feb. 28—Port Swettenham. to Singapore, 210 N. Miles. 
2 hrs. 30 mins. Average Ground Speed 84 Kts.) 
Yhe noon conditions were: Wind, N.W. 3 m.p.h.; clouds, .5; ,baro- 
meter, 29.00; hull and strut temperatures, 92°F. H.E. the Governor 
of the Straits Settlements (Sir Hugh Clifford) and his staff arrived 
at ‘Port Swettenham at 14.20 and were accommodated in different 
flying-boats. : 

The Flight took-off in formation at 14.35 and flew down the coast 
to Singapore. The wind was North-Westerly, 10 to 15 Kts. and the 
sky overcast for the majority of the flight. It was rather bumpy 
over the land but smooth over the sea. As the Flight flew South the 
weather became thundery with bad atmospherics, and several heavy 
rainstorms were seen. in the neighbourhood of Johore Straits. The 
Flight ran into light rains over Singapore Town, and landed in forma- 
tion at 17.05 in moderate rain, off the site of the Air Base at Seletar, 
securing to the buoys which had been laid there for them. A large 
party, including Lady Clifford, the Colonial Secretary, representatives 
of the General Officer Commanding, and the Senior Naval Officer had 
assembled at Seletar to welcome H.E. the Governor and the Flight. 
A guard from the Base Party was put on board the flying-boats for 
the night and all the flying crews went into Singapore where they were 
accommodated. ; 

Notes: The flying-boats taking part are, S.1149, S.1150, S.1151, and 
S.1152, each with two Napier Lion engines. 

Distances are in Nautical Miles. 

Times are local for starting place of each flight. 

A guard from the flying-boats’ crews, consisting of one officer and 


(Flying time 
A fine morning. 


THE CALCUTTA IN LONDON. 


From Aug. 1-3 one of the Short Calcutta flying-boats will 
be moored off the Terrace of the Houses of Parliament for 
inspection by members of both Houses, the Lord Mayor of 
London, members of Lloyd’s, and other City organisations. 

Ilo provide a comparison in size between two of the latest 
developments in seaplanes, Colonel the Master of Sempill 
wil fly a Blackburn Bluebird seaplane up the Thames and 
moor it alongside the Calcutta. 


VICKERS AIRCRAFT BRANCH. 

Vickers’ Ltd. hereby announce the formation of their sub- 
sidiary company, Vickers (Aviation) Ltd., to take over the 
manufacture of aircraft, aircraft accessories and equipment. 

The directors are: Sir Robert Mclean (chairman), and 
Sir Mark aWiebster- Jenkinson, K.B.H es E:GcA. | Mire. 
Duvall, A.G.Ay,<is j secretary. Mr. P.. Maxwell) Mulles; 
M.B.E., and Capt. H. EK. P. D. Acland have been appointed 
special directors. 


four airmen, was maintained in the flying-boats at all times, 
where otherwise stated. At each stopping place the Flight oj 
the town in formation on arrival and departure. 


TABLE OF STATISTICS, 


Distance from Average Fl; 
Place. previous port. time per air 
(1) : (2) 
Land Nautical 
miiles. miles. H. 
Karaehi ec os ae — — —= 
Bombay Ba. nee we 546 475 7 
Mangalore ... tae Bae 453 395 5 
Cochin 2 a8 see 224 195 3) 
Colombo... do 30 362 315 4 
Trincomali ... at Wee 334 290 pe. 
Pulicat Lake ove es 374 325 ‘5: 
Coconada ... ae a 345 300 5 
Chilka Lake... 5ak oe 259 225 3a 
Calcutta Ss 2e8 Sie 334 290 4. 
Akyab ty was fe 362 315 40 
Rangoon... tis ip 368 320 40 
Mergui ee A ee 356 310 4 
Penang a Sale sis 546 475 
Port Swettenham ... see 184 160 
Singapore 241 210 
Thotalsia ane Sia oe2o0 4,600 67 50 


Total local flying at Karachi—8 hours 40 minutes. 

Total local flying, tests, escorts, etc., during the sta 
5.hours 50 minutes. j 

The aircraft normally cruise at 1,000 feet with r.p.m. | 
1,850-1,900. 

‘ile average Ground Speed was 66 knots (76 m.p-h.) 


Before becoming associated with Vickers Ltd. in 1927 
Robert McLean served in the Public Works Departmen 
India, becoming general manager of the Great In 
Peninsula Railway. : 

ANOTHER CAPE FLIGHT. 


On July 29 Lieut. P. Murdoch, of the South African 
Force, left Croydon for Lympne on an Avro Avian (A.] 
Cirrus II engine) as a start on an attempt to fly to Cape T 
in ten days. 

Mr. Murdoch is being supported by Sir Robert Will 
who is greatly interested in South African developments, 
the Avro Avian has been loaned to him by Mr, John B. B 
one of the founders of the Mexican Eagle Corporation. 

Mr. Murdoch proposes to fly by way of Marseilles, Cate 
Malta, Benghazi and along the North African coast to Cz 
Thence he will follow the Nile to Khartum, and then, 
way of Mongalla, Kisumu, Tabora, Broken Hill and — 
toria, to Cape Town. 


SOUTHWARD BOUND. 


Miss Beatrice Body, daughter of Mr. John B. Body, one of the founders of the Mexican 


Eagle Corporation, christening the Avro Avian (A.D.C. Cirrus II engine) on which Lieut. P. Murdoch, S.A.A.F. 

is attempting to fly to Cape Town and back. The machine has been lent to Mr. Murdoch by Mr. John B. Body. 

(This method of breaking a bottle is not recommended, owing to the danger of the neck splitting in the hand 
of the banvtiser, and of flying splinters.) 
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reer ey Vile 
E ARMSTRONG WHITWORTH STARLING. 


e latest production from the Whitley Works of Sir W. 
rmstrong Whitworth Aircraft Ltd., is a single-seat high- 
mance fighter, called the Starling. The machine is 
1 with one of the latest supercharged Armstrong 
eley Jaguar engines, its design being based on the 
lard Siskin III type. 

e principal characteristics of the new machine are a 
all-round view, excellent manceuvrability, a high ceil- 
and high speed at altitude. Metal construction is em- 
sd throughout with the exception of the ribs in the 
s and tail, and these parts on the later models will be 
- of steel. 

e Armstrong Siddeley Jaguar engine is fitted with a 
y-Reed metal airscrew, the spinner being a composite 
ruction, with metal nose and plywood base. Provision 
ade for the attachment of an R.A.E. gas-starter. 

e Starling with full load has a speed of 150 m.p.h. at 
> feet and a ceiling of approximately 30,000 feet. Its 
ng speed is about 50 m.p.h. Full service equipment is 
adi zs ace to over 50 gallons of petrol and five 
ns of oil. 


INCERNING CANADIAN VICKERS LTD. 
THE AEROPLANE of July 4 a statement was made that 
Sol. R. H. Mulock, C.B.E., D.S.O., late R.N.A.S. and 
*., is mow Operating Vice-President of Canadian 
srs Ltd. A letter from Canada corrects this statement, 
ing out that the Operating Vice-President of the Air- 
Division of Canadian Vickers Ltd. is Mr. H. H. Ger- 
Incidentally, the letter points out that Colonel Mulock 


tually retired from the R.A.F. with the rank of full Colonel 
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WHITWORTH STARLING.—A high-performance single-seat fighter biplan 


THE ARMSTRONG WHITWORTH STARLING.—A th ree-quarter front view of the latest Armstrong Whitworth 
single-seat fighter fitted with the supercharged Jaguar engine. 


and that his rank is now that of Air Commodore in the Royal 
Canadian Air Force. 

Air-Commodore Mulock is, in fact, retained by Canadian 
Vickers Ltd. for work in connection with aircraft and avia- 
tion in general, purely in a consulting capacity. 

One had the pleasure recently of meeting Mr. German 
while he was visiting this country, and one can congratulate 
Canadian Vickers Ltd. on having him in charge of the air- 
craft work. Though he has only recently come into aviation 
one has met few men who have a more thorough grasp of 
the problems which confront anybody who sets out to 
build aircraft for use in Canada. As a trained engineer Mr. 
German naturally found the design and constructional side 
of aeronautical engineering comparatively easy, but he has 
evidently got just as firm a grasp on the operational side, 
an understanding of which is so essential to successful de- 
sign and construction. 

With Air-Commodore Mulock acting for the Company 
in an advisory capacity the aircraft division of Canadian 
Vickers Ltd. ought to do very well. Lookers-on see most of 
the game, and those who knew Air-Commodore Mulock in 
the R.N.A.S. will realise how much more valuable he may 
well be as a free observer giving advice than he would be 
when chained to an office desk. And his old friends will 
also realise that nothing short of chains would keep him 
at one. 

The prospects for the aircraft division of Canadian Vickers 
Ltd. are particularly bright for, as noted recently, valuable 
additions have been made to the design staff, and one 
gathered from Mr. German that the organisation of the 
factory for production has also been very much improved. 
Certainly the best way for the British Empire to meet 
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American competition is to manufacture in the British 
Dominions, and happily aircraft are still in the stage where 
the Dominions can manufacture their own, if British manu- 
facturers will not make what the Dominions want, because 
the Dominions are not as yet up against American mass 
production. 


CAPT. DE HAVILLAND’S HEIGHT RECORD. 

On Wednesday, July 26, Capt. Geoffrey de Havilland, with 
Mrs. de Havilland as passenger, flying a Moth light aero- 
plane fitted with the De Havilland Gipsy engine, reached a 
height indicated by barograph as being over 21,000 ft. This 
reading is subject to correction, but under the conditions 
prevailing at the time the correction is likely rather to 
increase than to decrease this reading. 

In any case the height as officially registered will appre- 
ciably exceed the previous record for the international two- 
seater light aeroplane class, which was 18,700 ft., by Herren 
Bohm and Losink on a Baumer monoplane (Oct. 9, 1927). 

Thus one more World’s Record stands to Great Britain’s 
credit, through the efforts of the De Havilland Co. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

{Sec.: Harold E. Perrin, 3, Clifford Street, London, W.1.] 

Report for week ending July 20 

Flying Time 60 hr. 35 min. Instruction 21 hr. Soloists 39 br. 35 min. 
Soloists.—Major Beaumont, Major R. M. S. Veal, Messrs. H. M. 
Samuelson, G. J. C. Paul, P. W. Hoare, I. C. Horton, W. Roche Kelly, 
E. LL. D. Moore, C. Campbell, E. A. Lingard, J. H. Saffery, O. J 
Tapper, B. B. Tucker, G. Robson, F. C. Fisher, G. Larden, T. E. 
Hearne, P. A. Wills, R. Malcolm, A. J. A. Miller, L. J. C. Mitchell, 
J. J. Hofer, A. C. Collins, J. C. V. K. Watson, S. Burt, R. Sanders 
Clark, E. J. Brough, A. F. Wallace. Instruction.—Miss Johnson, Miss 


Wilson, Miss Hicks, Mrs. Thatcher, Messrs. R. S. Rattray, H. W. 
Marlow, B. O. Davis, A. Pitt, R. M. Doidge, A. Hill Reid, A. C. 
Thomas, BE. H. Thierry, C. W. Bonniksen, A. O. Wigzell, J. W. 


Radbone, L. G. Sykes, B. Carey, A. C. Collins, R. F. G. Adams, 
A. Courtauld, E. Davis, C. Peckham. 

During the week Mr. BE. A. Lingard, Mr. A. J. A. Miller, and Mr. 
P. A. Wills passed the tests for their Aviator’s Certificates. 

Holidays Members are reminded that the Club will be closed down 
for the Staff Holidays from Aug. 14 to 25, both days inclusive. 

Pilot Instructor.—Mr. S. I. F. St. Barbe is relinquishing his post as 
Chief Pilot Instructor to the Club on Aug. 1 to take up another 
appointment in Civil Aviation. 

Mr. V. H. Baker, the Chief Pilot Instructor of the Lancashire Aero 
Club, has been appointed to take his place. Mr. Baker wished to 
come South for family reasons, and, the action of the Lancashire Aero 
Club, in releasing him to the London Aeroplane Club, is greatly 
appreciated. 


The Lancashire Aero Club. 


[Sec.: Woodford Aerodrome, near Stockport.] 
Report for week ending July 28. 
Flying Time 42 hr. 50 min. Instruction 22 hr. 35 min. Soloists 13 hr. 


35 min. Passenger Flights 5 hr. Tests 1 hr. 40 min. Instruction.— 
With Mr. Baker—Messrs. Goss, Kay, Weale, Garner, Greenhalgh, 
Davies, R. G., Nelson, J. G., Faulkner, Ashworth, Gort, Fallon, 


Twemlow, Caldecott, Riley, Whitehouse, Williamson, Allott, Eckersley, 
Yarkes, Mason, Agar, Davies, D. B., Stross, Nelson, D., Meads, Sellers, 
Mills, Secker, Harrison, Cheyne, Gattrill, Cundiff, Serck, Miss Baerlein, 
Miss Emery. Soloists (under instruction).—Messrs. Tweedale, Chart, 
Harrison, Garner, Sellers. Pilots—Messrs. Nelson, D., Hardy, Mills, 
Lacayo, Fallon, Gort, Chapman, Meads, Leeming, Agar, Twemlow, 
Gattrill, Ruddy, Caldecott, Michelson. Passengers.—23. 


The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 

Report for week ending July 209. 

Flying Time 26 hr. 10 min. Instruction 8 hr. 25 min. “A” Pilots 
8 hr. 30 min. Soloists 20 min. Passengers 8 hr. 45 min. Tests to hr. 
Instruction.—With Mr. J. D. Parkinson—Mrs. Kish, Miss Lynden Bell, 
Messrs. Lawson, Leete, Kendrick, Walker, Temple, Moore, Hall, 
Lynden Bell. “A” Pilots——Mrs. Heslop, Messrs. Irving, Runciman, 


THE HEIGHT RECORD MACHINE.—Capt. 


Geoffrey de Havilland and his ‘‘G’’ type 


THE LIGHT AEROPLANE HEIGHT RECORD.—Capt. | 
Geoffrey de Havilland and Mrs. de Havilland after their 
successful attempt.—(“ Acroplane” photograph.) 


W. B. Ellis, De Pledge, C. Thompson, Turnbull, Percy, Wilson, D: 
Dixon. Soloist—Mr. Moore. Passengers.—6. 

On Sunday last Miss Leathart was obliged to make a forced landin 
with the “‘ Grasshopper”? and succeeded in putting down the machin 
in a very desolate part of moorland country. It was not until th 
next day after repairs had been effected that she was able to retur 
and from descriptions of the place it would appear that her take-o 
was a very fine effort. 

We had the pleasure of a visit from Miss José Collins last Thur 
day. After a flight with Mr. Parkinson, she expressed her delig! 
and a desire to become a private owner. 

The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. Walker, The Aerodrome, Sherburn-in-Elmet.] 

Report for week ending July 28. | 

Flying Time 23 hr. 45 min. Instruction 10 hr. 25 min. Soloists 1 h 
35 min. Passengers 1 hr. 45 min. Instruction—With Mr. Beck—Mi: 
Ellison, Miss Wilson, Messrs. Dujardin, Upton, Lloyd, Slater, Watso1 
Gill, Lievans, Fitton, Campbell, Marriott, Roberts, Lupton, Collin 
Arundel. “ A’ Pilots—Messrs. Thomson, Ellison, Wilson, Dick, Liste 
Ambler, Birch, Reynolds, A. Crowther, Clayton, Wood. Passengers.— 

With the exception of Saturday we have staggered through th 
week with only one serviceable aeroplane, but on this day the Blac! 
burn Aeroplane Company very kindly lent us TC to meet tt 
exigencies of our first effort to combine with the motor-cyclin 
fraternity of the district. The Ilkley and District Motor-Cycle Clu 
were responsible for the grass track racing programme, and the Clu 
for the aerial exhibitions and ‘‘ joy-riding,”? being helped in the latt 
by the Surrey Flying Services’ Avro. Fair weather favoured the mee 
ing, with the result that we got a Gate of some 6,000 people, 3 or 
new members, and many inquiries, and one is of the opinion thi 
similar shows will create new interest in the motor-cycling world at 
at the same time bring a new sport to the heart of motor-cyclin 
enthusiasts, thereby bringing in new members of the Club. 


Moth (Gipsy engine). | 
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And this was by nature of an experiment; we did not invite visitors, 
but on the strength of its success, invitations will be sent to private 
owners, manufacturers, and, Clubs, in fact to anyone who would care 


to come. 
: The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Report for week ending July 28. 

Flying Time 43 hr. 57 min. Instruction 25 hr. 13 min. Soloists 12 hr. 
8 min® Passengers 4 hr.- 43 min. Tests 1 hr. 3 min. Instruction.— 
With Flt.. Lt. Rose, D.F.C., and Mr. W. H. Sutcliffe—Messrs. S. G. 
Hall, R. D. Bednell, W. M. Morris, G. P. Haylock, L..V. Mann, R. G. 
Welch, J. Cobb, M. A. Murtagh, J. R. Guthrie, T. H. Drury, L. H. Lee, 
G. €Jones, O. L. Richards, H. Coleman, F. J. Steward, J. W. Astley, 
R, L. Brinton, R. B. Laidlaw, E. L. Hulme, S. Duckitt, N. Khatri, 
R. C. Baxter, Capt. J. C. Chaytor, Capt. H. G. Tower, Dr. W. G. 
Tilleke. Soloists—Messrs. J. Rowley, R. L.. Jackson, S. H. Smith, 
. Cobb, G. E. C. Hill, G. G. Savage, E. J. Brighton, H. Lattey, G. C. 
Jones, C. W. Fellows, O. I. Richards, M. A. Murtagh, E. D. Wynn, 
G. Robson, S. Duckitt, S. G. Hall, H. J.. Willis, W. M. Morris, S. L. 
Hulme, R. D. Bednell, W. Swann, R. C. Baxter. Passengers.—11. 

On Monday Mr. M. A. Murtagh made his first solo flight. 

On Thursday Fit. Lt. Rose flew XT to Halton for the Gymkhana. 

The Club will be closed from Thursday, Aug. 2, till Tuesday, Aug. 7. 

Mr. Clarke on a D.H.51 and Mr. Cameron on an Avro paid us a 
visit on Saturday. 
The Hampshire Aeroplane Club. 

(bec.: H. J. Harrington, Hamble Aerodrome, Southampton.] 

Report for week ending July 27. 

Flying Time 60 hr. Instruction 36 hr. “A” Pilots 6 hr. 10 min. 
Soloists 7 hr. 45 min. Passengers Flights 8 hr. 55 min. Tests 1 hr. 
19 min. Instruction.—With Flt. Lt. Swoffer and Mr. W. H. Dudley— 
Sq. Ldr. Bradyll Johnson, Messrs. Sturge, Farmer, Neave, Miss Mel- 
vill, Messrs. Beagley, Buckley, Cambell, Redwood, Clifford, P. L. B. 
Wills, Powell, Craske, Southcliffe, Lt. Dallmeyer, Flt. Lt. D’Aeth, 
Sq. Ldr. Colls, Mr. Goldman, Cdr. Bell, Messrs. Phillimore, 
Dalrymple Smith, Donner, Evershed, Matlock, Rumble, Richardson, 
Dr. Russell, Messrs. Brodrick, Tobutt, O. E. Simmonds, Smith, Baker, 
Lt. Goode. “A” Pilots—Lt. Fagan, Capt. Kirby, Lt. Heath, Mr. 
Bowen, Lt. Heinemann, Mr. Baynes, Mr. Parker, Don J. de la Cierva, 
Messrs. Hayter, Michelmore, Mellor. Soloists.——Messrs. Wills, Southey, 
Wells, Curtis Nuthall, Miss Grace, Mr. Townsend, Mr. King, Flt. Lt. 
D’Aeth, Mr. Colls, Mr. Whittle. Passengers.—Mr. Upham, Miss Bailey, 
Mr. West, Miss Roake, Messrs. Boxall, Holland, Bennett, Mrs. Gordon 
Smith, Miss Gordon Smith, Mrs. Holmes, Miss Allen, Mrs. Stugg, Mrs. 
Hopgood, Mr. Belville. 

We were very interested on Sunday when Don J. de la Cierva 
srought over a party of Spanish gentlemen who are forming a Light 
Aeroplane Club near Madrid. ‘They each had a joy flight in one of the 
lub Moths and expressed themselves as being very pleased with their 
“xperience. 

On Thursday we were visited by Messrs. Bellairs and Miles from 
he Shoreham Club. 

Mr. Lawrence Hope, the winner of the King’s Cup Race, also visited 
is on Thursday and we were pleased to have the opportunity of con- 
sratulating him personally. 

The Club will be closed from Aug. 4 to 13 inclusive. 


The Norfolk and Norwich Aero Club. 

[Manager: Basil Young, The Aerodrome, Sprowston.] 

Report for week ending July 29. 

Flying Time 2t hr. 5 min. InstructionWith Mr. Young—Messrs. 
=v Richardson, C. Harvey, A. Cooper, A. Kirkby, W. Mills, H. Cator, 
D. Corsellis, T. Image, A. G. Marshall, C. Land, Mrs. Cator: Soloists.— 
Messrs. C. C. White, E. Lambert, E. Varden Smith, R. Potter, R. 
Harmer, N. Brett, A. G. Lofty, H. Pank, W. A. Ramsay, W. Cubitt, 
H. Cator, G. Barker, G. Surtees, T. Image. Passengers.—27. 

Capt. Cator, our Vice-Chairman, has gone solo and he made some 
splendid landings (great relief), One always watches those first solo 
andings feeling decidedly perturbed until the machine is very securely 
on the ground intact. Members heave a big sigh of relief, congratulate 
he soloist and return to the peaceful oblivion of a deck chair, whence 
hey came. : 

Mr. A. G. Barrett has been most industrious lately and must have 
ost a considerable amount of sleep and perhaps patience. He con- 
tructed a model of the Westland Wapiti and presented it to the 
me where it now reposes in a place of honour in the dining-room. 
Us a topping little model and many gadgets have been put on it, 
neluding slots. We are most grateful to A. G. B. for this handsome 
iddition to our collection. 


, The Bristol and Wessex Aeroplane Club. 
[Seqsen C. “FSG, Crawford, Filton Aerodrome, Bristol.] 
Report for week ending Iuty 28. 
ia. Be 24 hr. 25 min. Instruction 12 hr. 55 min. Soloists 50 
a on oists.—Mr. Downes-Shaw, Mr. Jopp, Hon. H. C. H. Bathurst, 
Wel Mr. Tratman, Miss Miles, Hon.-B. L. Bathurst. Instruc- 
octal 1 eek Travers—Miss Miles, Dr. Farr, Dr. Lysaght, Messrs. 
singh L inson, B. L. Bathurst, Charlton, Evans, Neale, Chopra, 
awe men Greenhill, Rogers, Byrnes, Heaven, Newman, Putnam, 
‘iL . Beka: Mr. Tratman.—Messrs. Neale, Keeling, Lynas and Green- 
engeane raid Flights.—_Mr. Downes-Shaw (Mr. Leaver as pas- 
Miss Mil +, Mr. Travers (Mr. Hall as passenger) 3 hr. 
sta Dia eo the Hon. B. L. Bathurst both made successful solo 
oa i € week. Both of these should take their licences before 
the d glib under instruction are also coming on well. 
ae feat in for instruction during the week has been heavy. The 
f thine © spell*of fine weather has been unfortunate, but in spite 
4 lair amount of flying was done. 


. _.__ Cinque Ports Flying Club 

Be R. Dallas Brett, 114, High Street, Hythe.] 

Fil for week ending July 2x. 

f nie pane 6 br. 25 min. Test Flights 15 min. Journeys 2 hr. 

Dallas “yo tarchi “e | Instruction-—With Mr. Clarke—Messrs. R. 
« er i 

Dallas Brett. eee ackenham, West, Swinnard. Soloists—Mr. R. 


D ‘thi : 
ring this week the machine was exhibited in the Kent County 


Agricultural Show at Folkestone, where it attracted considerable 
attention and was instrumental in obtaining several new members 
and subscribers. Mr. Clarke flew the machine on and off the Polo 
Ground adjoining the Show. 

Report for week ending July 28. 

Flying Time 5 hr. Test Flight 5 min. Journey 1 hr. 
Instruction.—_With Mr. Clarke—Messrs. Skinner, Crowther, 
Barton. Soloists—Mr. Wright. 

New members continue to sign on and this week all the pupils under 
instruction are new members who have had no previous experince. 

The Folkestone Herald and Kent Evening Echo Cup was given 
by the newspapers concerned for the fastest time by a private owner 
unconnected with the Manufacturers of the machine or engine, who 
made the fastest time in the King’s Cup Race between Southampton 
and Lympne. The result is:—First—No. 13, Mr. “H. Brooklyn,” 
in his Westland Widgeon, Armstrong Siddeley Genet engine. Time 
for the 1034 miles 1 hr. 1 min, 34 secs. Second.—Mr. Norman Jones, 
in de Havilland Moth, Cirrus engine. Time 1 hr. 1 min. 38 secs. 
Mr. Norman Jones was at first thought to be the winner, but a 
close check of the figures by the Royal Aero Club Time-keepers, 
showed that Mr. “ Brooklyn” had won by the narrow margin of 
4 secs. 


Io min, 
Read, 


The Nottingham Aero Club. 

[Sec.: Cecil R. Sands, Imperial Buildings, Victoria Street, Notting- 
ham.] 

Report from July 7 to 27. 

Flying Time 73 hr. 15 min. Instruction 20 hr. 
Pilots 11 hr. 50 min. Soloists (under instruction) 
Passenger Flights 6 hr. 15 min. Tests 4 hr. 25 min. 
With Mr. Martin—Miss Bostock, Messrs. Chawla, Shipside, Taylor, 
Hatton, Glenn, Austin, Calladine, Thirlby, Walter, Bennett, 
Stevenson, and Winn. “ A” Pilots.—Messrs. Cyril Sands, Blake, Ash- 
worth, Ball, Cox, Hallam, Whitby, Pilgrim, Wilcox and Granger. 
Soloists (under instruction).—Messrs. Bradley, Selvey, Taylor, Hatton 
and Shipside. Service Pilot.—Mr. Spaight. Passengers.—Mrs. Hallam, 
Dr. Mullins, Mrs. and Miss Austin, Miss Lambert, Mrs. Willett, Mrs. 
Walter, Miss Riddish, Mrs, A. C. Ball, Miss Measham, Miss Stand- 
ting, Miss Klensch, Messrs. Fanril, C. E. Glenn, Gooding, Moody, 
Martin, Farrow, Willett, Cullen, Warth, Baxter, Durose, Redfern, and 
Haynes, 

Once again we appear before the public in print after a brief lapse 
owing to shortage of time, ink and paper. The above report covers 
quite a busy period, namely, the Blackpool Party and the King’s Cup 
scramble. Mr. Martin, who represented the Club in the last-men- 
tioned event (thanks to Mr. Harold Ashworth, our first private owner, 
who kindly lent his Avian), had the misfortune to have a serious leak 
in the petrol tank necessitating frequent landings to refuel between 
controls. On reaching Southampton the tank had to be changed. 

We have to congratulate Messrs. Taylor, Hatton and Shipside on 
achieving their first solos in excellent style and we trust all beginners 
will continue to practise continuous landings and figures of eight 
in their early stages. 

Our membership continues to increase steadily and when we get 
into our new home we can look forward to great happenings. At 
the moment we have only one machine available as SK is being air- 
worthied, but it should be ready by the time these notes appear. 
This machine, by the way, has done 400 hours on Club work since 
October last, being used for dual and solo. 


The Winnipeg Flying Club. 

[Sec.: F. D. Bradbrooke, 903, Lindsay Buildings, Winnipeg.] 

Report for week ending July 8. 

A week of intermittent heavy rains kept down flying time for the 
two Club machines, G-CAKB and G-CAKU, to 24 hr. 43 min. “The 
total flights were 200, so that the Club has to its credit in six weeks’ 
operation 1,550 flights and about 164 flying hours. 

Instruction.—With M. de Blicquy—Mrs. Oakes, Miss Bell, Messrs. 
Barker, Barager, Brookes, Beketof, Crosby, Cook, Furnival, George, 
Grainger, Gardner, Longley, MacFarlane, MacBean, MacDougall, 
Nanton, Thomas. 

Messrs. Crosby and Barager did successful solos, the former doing 
his first flight alone and the latter his first solo with the Club after 
a refresher course. Members who continued solo work were Messrs. 
Alleyn, Bradbrooke, Barager, Brookes, Crosby, Huggard, Haldane, 
Partridge and Straith, the total time being 8 hr. 20 min. 

Vice-President Phil Crabbe flew with Mrs. M. Campbell, 
and the Hon. W. R. Clubb as passengers. 

From the air Stevenson Field appears the driest spot for miles 
but the pools of water make ‘landings somewhat difficult none the 
less. Students are profiting by the practice in mud-walloping, with 
no worse effects than copious splashings. 


The Cape Town Flying Club. 

[Sec.: L. E. Brockman, P.O. Box 2668, Cape Town.] 

The Cape Town Flying Club, which was presented with an Avro 
Avian last August by the Shell Company, has found this machine so 
satisfactory that it has placed an order with A. V. Roe and Co. Ltd., 
for a second one, which will be shipped out to Cape Town in a week 
or two. 

The presentation Avian, piloted by Col. W. D. Beatty, Chairman 
of the Cape Town Flying Club, and a passenger, recently made its 
first long flight on the occasion of the Flying Club’s Meeting there. 
The outward journey, a distance of about 600 miles, was purposely 
arranged to occupy two days, and took 9 hours’ flying time owing 
to a head wind at the start. The return journey was done in one 
day, 734 hours’ flying time. During the Meeting the machine was 
used for joy-rides, which were very popular. 

The Singapore Flying Club. 

[Captain.: Capt. R. Johnstone, M.C.] 

On April 28 the Singapore Flying Club was officially opened, the 
ceremony being held at the premises of the Yacht Club. The Club 
has bought two D.H. Moth seaplanes, and after these had been 
christened Cherub and Humming Bird, His Excellency the Governor, 
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Sir Hugh Clifford, made a flight in the Cherub. The Club was fortu- 
nate in having the services of Flt. Lt. Carnegie as Honorary Instruc- 
tor, during the time that the Far East Flight was stationed at 
Singapore. 


The Mayfair Flying Club. 


An advertisement in The Times states that the Mayfair Flying Club 
wishes it known that there is absolutely no connection between the 
Club and the Henderson Flying School of Brooklands other than the 
arrangement whereby the latter undertake to train members of the 
Club with machines and aerodrome owned by the Henderson Flying 
School. 

To those closely associated with the aero-club movement the name 
of the Mayfair Flying Club is probably unfamiliar. At any rate the 
staff of THe AEROPLANE heard of it for the first time only a few days 
ago. And the manner of the hearing was thus :— i" 

A reader of THE AEROPLANE apparently saw an advertisement of the 
Mayfair Flying Club in some other paper and wrote asking for in- 
formation as to the entrance fee, the location of the Club’s aerodrome, 
the types of machines and engines used, the amount of dual and solo 
tuition given per day, and whether he could start immediately and 
continue until through for his B licence. 

The reply which he received a few days later stated that there was 
no entrance fee to the Club but that the annual subscription was ten 
guineas, which entitled the member of the Club to flying tuition 
at £4 per hour, which, the letter stated, ‘‘is 50 per cent. lower than 
many other leading clubs.”” The letter also stated that the Club’s 
aerodrome was at West Weybridge, that the machines were of Avro 
type, that for dual tuition the member could have two hours a day 
and for solo flying he could take a machine up for as long as he 
liked. The letter further told him that he could start at once and 
go on day by day until through, and it added that the Club was 
turning out pilots at the rate of one a day. 

The enquirer writes to point out that the Mayfair Club charge ten 
guineas per annum, which is certainly not 50 per cent. lower than 
any, let alone many, of the leading clubs. Most clubs charge between 
three and five guineas per annum. The pupil-members of the Club 
when enrolled are, he says, sent to the Henderson Flying School at 
Brooklands and pay exactly the same price as if they joined the 
Henderson School direct without paying any ten guineas per annum 
for joining the Club. At Brooklands there are no machines nor in- 
structors belonging to the Club itself and even the highly efficient 
Henderson School cannot give each pupil more than one hour dual 
instruction per day instead of the two hours promised by the. May- 
fair Club,—and for the matter of that one hour of dual instruction a 
day is quite enough for any ordinary pupil if he is to absorb what 
he has been taught. 

The statement that the Mayfair Club is turning out pilots at the 
rate of one per day is obviously an exaggeration, for such a rate of 
production is greater than that of any club or school in this country. 

So far as the investigator could gather, what the Club actually offers 
for the ten guineas subscription is “social and dance facilities.” 
Whether what is offered is worth the money is a matter for the 
individual to decide. But one cannot find that there is anything to 
recommend the affair as a Flying Club. 
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FLYING SCHOOLS. 
The. De Havilland School. 


Report for week ending July 22. 

Flying Time 261 hr. 10 min. Instruction.—Dual—i05 hr. 15 min, | 
Solo—io7 hr. 5 min. Other Flying 48 hr. 50 min. 

We have put in another excellent flying week, on the school, and 
as our pupils still increase in numbers we have secured the services 
of yet another instructor. 

On Monday five of our advanced pupils took five D.H.9s in very 
excellent formation to Coventry and Bristol Schools. The sight of 
five civil machines flying in formation was pretty to watch, and | 
was an extremely brilliant achievement in the fact that the pilots 
had never before attempted formation together. 

Five pupils carried out excellent first solos, and one pupil passed | 
his night-flying test for “B’’ Licence. 

The Hon. D. F. Tennant and Sir Pyers Mostyn passed their “A 
licence tests. 

Ten new Moths were tested, and despatched, 
delivery programme up to scratch. 

It is with sincere regret that we learn of the tragic death of Mr. 
G. N. Warwick, an old member of our School, and a well-known 
figure at Stag Lane. 


The Henderson Flying School. 

[Managing Director: I.t.-Col. G L. P. Henderson, Brooklands Aero 
drome, Byfleet.] 

Report for week ending July 19 

Flying Time 47 hr. 45 min. Instruction.—With Col. G. L. P, 
Henderson--Messrs. Du Cane, Bennett, Guiness, Stewart. With Mr, 
H. D: Davis—Messrs. Davies, Preston, Oldmeadow, Hamilton, Daniels, 
Kerr, Forthergill, Murphy, Stewart, Swan, Knight, Norbury, Groner, 
Oliver, Stoop, Chapman, Dr. Taylor, Misses Wellby, Mrs. Scott. 
With Mr. W. F. Davenport.—Miss Wellby, Dr. Taylor, Messrs. Murphy, 
Davies, Swan, Miller, Stewart, Preston, Hill. Soloists——Messrs. Oliver, 
Hamilton, Swan, Hill, Allen. 

Mr. Du Cane carried out his solo quite successfully. 

We have pleasure in welcoming the well-known Lady Motorist— 
Mrs. Scott—to our School, who shows signs of becoming an expert 
pilot. Many other pupils have enrolled during the past fortnight 
and the School is now a hive cf industry from morning till night. 

Report for week ending July 26. 

Flying Time 43 hr. 30 min. Instruction.—With Col. 
Henderson—Messrs. Moursi, Guiness, Murrier, Eastern, 
Daniels, Miss Chapman. With Mr. H. D. Davis—Mrs. Scott, Miss 
Messrs. Richardson, Daniels, Stewart, Oldmeadow, Matos, 
Preston, Elton, Hill, Bennett, Hamilton, Dr. Taylor, Miss Wellby, 
Mrs. Monkton. Soloists—Messrs. Anderson, Hill, Swan, Du Cane, 
Hamilton. 

Mr. Du Cane and Mr. Swan have now passed all their tests. 

Dr. Wall’s Anzani Avro has proved a very successful machine and 
its average climb in teaching pupils to turn is round about 7,000 ft. 
in 30 minutes. ‘The machine is exceptionally light to control. 

Three hundred passengers were carried during the week on our 
joy-riding machines. 


thus keeping our 


G.eP. 


World’s 


Light Aeroplane 


Record 


On July 25th, Capt. 


G. de Havilland, flying a 


D.H. GIPSY—-MOTH 


broke (subject to confirmation) the World’s Altitude 
Record for two-seater light aeroplanes, reaching a 


height of just over 21,000 feet (four miles) 


seventy minutes. 


in 


The Gipsy engine was, of course, lubricated with— 


There is a grade for 
every engine. Let 


CASTROL solve your 
Lubrication problems! 


: WAKEFIELD : 


C. C. WAKEFIEER 
& CO., ETDS 
All-British Firm. 

Specialists in Motor 
Lubrication, 

Wakefield House, Cheapside, 

LONDON, E.C.2. 


Le 
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For the 


efficient cooling of Lubricating Oil 


in Aero Engines 


THE 


VICKERS -POTTS 
OIL COOLER 


(English Patent No. 285524 
(Foreign Patents applied tor) 


as adopted by the British Air Ministry 
is recommended to all manufacturers and 


users of aircraft. 


Available in all capacities to suit 
air-cooled or water-cooled engines of 
any horse-power. 


The VICKERS-POTTS OIL COOLER 
has a lower aerodynamic resistance 
for cooling capacity provided than 
any other apparatus of similar purpose. 


For fully descriptive pamphlet and quotations, apply to: 


VICKERS LIMITED 


Aviation Debartment, 


VICKERS HOUSE, BROADWAY, 
LONDON, S.W.1. 


Telephone Works : Telegrams : 
VICTORIA 6900, WEYBRIDGE, SURREY. VICKERS, SOWEST, LONDON. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 17; Monday, 37; Tuesday, 37; Wednesday, 
35; Thursday, 37; Friday, 43; Saturday, 39. 
IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich; Iondon—Ostend—Brussels—Cologne and re- 
turn: Machines 99, passengers 865, freight 22 tons. 
AIR UNION: 
Paris—London and return: Machines 57, passengers 353, 
tons. 
K.L.M. : 


freight 10 


Amsterdam—Rotterdam—London and return: Machines 38, passen- 
gers 282, freight 6 tons. 

SABENA : 
Brussels—London and return: Machines 13, passengers 114, freight 
1% tons. 


DEUTSCHE LUFTHANSA AG. : 

Amsterdam—London and return: Machines 24, passengers 62, freight 

4 tons. 

PRIVATE : 

Machines 14, passengers 16, 

Total number of trips by Eritish machines 113, carrying $881 pas- 
sengers. Foreign Machines, 132, carrying 811 passengers. 

COMPARATIVE FIGURES. 

Week ending July 28. 

Machines, 245; Passengers, 1,692; Crews, 
Corresponding week, 1927: 

Machines, 194; Passengers, 1,383; 
Corresponding week, 1926: 

Machines, 192; Passengers, 1,220; Crews, 
Corresponding week, 1925: 

Machines, 169; Passengers, 941; Crews, 
Corresponding week, 1924: 

Machines, 18%; Passengers, 930; Crews, 225; 
Corresponding week, 1923: 

Machines, 146; Passengers, 682; Crews, 
Corresponding week, 1922: 


469; Total personnel, 2,161. 


Crews, 357; Total personnel, 1,740. 
237; Total Personnel, 1,457. 
242; ‘Total personnel, 1,183. 
Total personnel, 1,155. 


3; Total personnel, 915. 


Machines, 209; Passengers, 734; Crews, 342; Total personnel, 1,076 
Corresponding week, 1921: 

Machines, 155; Passengers, 462; Crews, 144; Total personnel, 606. 
Corresponding week, 1920: 

Machines, 115; Passengers, 240; Crews, 144; Total personnel, 384. 


Croydon Notes. 

A telegraphic inquiry has just been received by the K.L.M., 
through an American agency, for a quotation for the charter 
of a machine to Kabul. Flying does seem to be about the 
only reasonable way of getting to such out-of-the-way places, 
and it is a good sign that the kind of people who have 
occasion to make such journeys are beginning to appreciate 
the fact. 

A curious characteristic of air-line traffic is that there seems 
to be a quite definite tendency for the maximum of passenger 
traffic to occur on Thursday. This is more particularly the case 
with Imperial Airways, though signs of this mid-week peak are 
to be found on most services. This is quite contrary to the 
general impression of the relative busy-ness of the air-lines 
at different periods during the week. 

Actually there is always a week-end rush, particularly to 
Paris. ‘This is an outward rush on Friday and Saturday, and 
au inward rush on Monday and to some extent on Tuesday. 
During the rush machines in one direction are full up, those 
in the other relatively empty. 

On Thursday the traffic is nearly equal in both directions 
and though there is no rush and room to spare in both out- 
ward and inward bound machines the total passenger traffic 
is usually greater than on any other day of the week. 

The much-heralded arrival of Lady Heath as a second pilot 
on one of the K.Iy.M. machines duly occurred on Friday, 
and was duly recorded by vast numbers of Press photo- 
graphers—all of whom secured precisely the same photo- 
graphs. Their disappointment at the fact that the particular 
machine had no passengers, and that consequently a photo- 
graph of the lady receiving thanks from them was impossible, 
was pitiable to behold. [A question might well be raised 
before the International Convention on Air Navigation as 
to whether women are perniitted to pilot passenger machines. 
The feeling of the last Convention was definitely against 
such permission. Few passengers would wittingly commit 
their safety to a woman pilot. And Imperial Airways Ltd. 
would certainly not allow a woman to handle a machine with 
passengers. There are definite physical and psychological 
reasons why women are not fitted for such work.—ED.] 

Work on the filling in and levelling of Plough Lane has 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFIr MANUFACTURERS 


Telephone: T HROUGHOU T T HE WORLD. Telegrams: 
BISHOPS - : Ryle hee VICPLY 
GATE 5641 Manufactured to Specification 2.V.3 by KINLAND 
4 lines) THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. LONDON. 


now been completed to the south of the old buildings and ; 
very good job has been made of it. The demolition of thi 
old buildings is not yet complete, but the devastated are; 
now looks as though a determined effort to clear it was it 
progress. : 
The Neon beacon has disappeared from its original sit) 
and is nearly erected in the new one, which is at the extrem: 
south end of the line of new buildings. — | 
Air Taxis Ltd. have now an office in the booking | 
Croydon, which looks like being a useful adjunct to the 
amenities of the place. There are frequent inquiries 
various air-line offices for special charters which | 
lines themselves are not able to deal with, and Air 
should pick up quite a lot of useful business as a resul 


THE CROYDON ACCIDENT. : 
The adjourned inquest on the four passengers kill 
the accident to the Vulcan at Croydon on July 13 was 


at Bandon Hill on July 30. 
for Imperial Airways 


Mr. A. G. Tucker, one of the passengers, and ag 
keeper in the employ of Imperial Airways, said that 
asked several times for a flight and this was the first 
not, he hoped, the last, that he had had. On this occasio: 
the machine went up to 600 to 7oo ft., then came dowm ver: 
low, and suddenly nose-dived. He was flung onto the floor 
but remained conscious and was helped out by the pilot 
The machine then caught fire. : : . 

Mr. John Spafford, the pilot, said that the machine’s take 
off was a little below normal, owing, he thought, to the ho 
weather and variable wind. The engine was fuMiin 
normally at the take-off. The machine was a little slow t 
climb. At about 700 ft. he pushed the nose down, and notice 
that the machine began to sink very rapidly. He put on 
little more engine but this had little effect, and the machin 
continued to sink. He then put on full engine and th 
machine began to pick up and maintain height for a minut 
or two. 

He then noticed that his water temperature was 100°C., an 
that steam was coming out of the engine cowling. Th 
engine seemed to lose power and the machine to sink again 

By this time a normal landing was impossible and his onl 
chance was to land in some allotments. He eased the cot 
trol forward, and the machine started to descend at 45° an 
hit the ground at that angle. q 

He found that his right foot was trapped in the machin 
and it took him some time to release himself. During thi 
time there was no fire. The left side of the engine the: 
caught fire. He fell down several times but eventuall 
reached the cabin door and opened it. He found Tucke 
conscious, the others were stunned. 

In reply to the Coroner Mr. Spafford said that the presenc 
of the passengers was not necessary for an engine test. 
thought the heat was to some extent responsible for th 
sinking. 

In reply to Mr. Paull, representing Imperial Airways, h 
did not agree that he had made any error of judgment. 
agreed that his flying time on the Vulcan was only abot 
ten hours. He knew that on this type it was necessary 
keep the tail well up, but he did not think that on this occé 
tion the tail was too much down. 3 

Several eyewitnesses agreed that the machine nose-dive 
from about so ft. and burst into flames an appreciable tim 
after hitting the ground. 

The jury returned a verdict of “ Accidental Death” 1 
each case, and added a rider that in their opinion Imperi 
Airways should discontinue the practice of permitting the: 
employees going as passengers on test flights. : 

Mr. Paull said that the practicé should be discontinued. 

SOUTH AFRICAN AIRWAYS. 

The following letter from Alan Cobham Aviation Ltd. - 
of considerable historical importance :— 

Sir,—The failure of ‘“ African Airways Ltd.,” a compat 
incorporated in Pretoria on April 24, this year has been freel 
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CELLULOSE ACETATE 


“ NOVELLON ” 
DOPES AND VARNISHES 


SUPREME 


For tautening, weather-proofing ; also petrol and castor-oil proof 


DO NOT DE‘ERIORATE IN STORE, 


Used on FIRST AEROPLANE ACROSS ATLANTIC, FIRST AEROPLANE 
TO AUSTRALIA, AND R.34 AIRSHIP TO AMERICA AND BACK. 


ECONOMICAL. FOR ALL CLIMATES. SAFETY FIRST. 


BRITISH CELANESE LIMITED. 


Contractors to the Air Ministry and the India Store Department, 


Head Office and Sales Department: 8, WATERLOO PLACE, LONDON, S.W.1. 
Telephone: Regent 4045 
Dope Works: Maybury Gardens, 
Willesden Green, N.W.10. 


Telephone: Willesden 1619 and 2380. 


Works: Spondon, near Derby. 
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reported in the press, and there is the suggestion current 
that our Company is connected in some way with it. We 
Should be glad if you could give publicity to this letter, 
as it is likely to affect our present negotiations in Africa 
if we can correct this impression. 

Alan Cobham Aviation Ltd. had an opportunity to tender 
for the proposed service between Durban and Johannesburg 
at the beginning of last year, but the scheme then sub- 
mitted was not considered to offer any prospect of success. 
Sir Alan Cobham was consulted by various officials and 
Directors of ‘‘ African Airways Ltd.’’ whilst he was in South 
Africa at the beginning of this year during his flight round 
that Continent, but he did not become associated with their 
‘scheme. 

The interests of our Company in Africa are being handled 
by “ Cobham-Blackburn Air Lines Ltd.’? which covers also 
the interests of Mr. Robert Blackburn, Captain Gladstone, 
and the North Sea Aerial and General Transport Co. Ltd. 
At the present time ‘‘ Cobham-Blackburn Air Lines Ltd.” is 
engaged on the preparation of revised estimates for the 
Colonial Office, in connection with the permanent air service 
‘between Alexandria and Mwanza with an extension between 
Kisumu and South Africa. 

(Signed) CHARLES EK. Warp. 
Secretary, 
Alan Cobham Aviation Ltd. 


SPEED IN THE KING’S CUP RACE. 


By some error the speed of Mr. R. G. Cazalet’s Westland 
‘Widgeon G-EBRM, between London and Glasgow, on the 
first day of the race for the King’s Cup was given in THE 
AEROPLANE (page 200, July 25) as 70.82 m.p.h. The correct 
‘speed was 83.68 m.p.h. 

On page 192 of the same issue the order of arrival of all 
‘competitors at Glasgow was given. This order does not 
agree with that shown in the table on page 200. The orders 
and the times of arrival given on the latter page are correct. 

Also, the speed given for the Blackburn Lincock, flown by 
Sq. Ldr. J. Noakes, on the second day of the rdce is just 
30 ube too low. It should have been 145 instead of 115 
m.p.h, 


K.L.Gs. AS USUAL. 


As usual, one has to announce that K.L.G. plugs were 
used by the winners of the c..ef prizes of the King’s Cup 
Race. Mr. Lawrence Hope used them in his Gipsy Moth in 
winning the King’s Cup. Miss Spooner used them in her 
Mk.I Moth in winning the Siddeley Trophy, and Flg. Off. J. 
Summers used them in the Napier Lion in the Avenger, 
which did fastest time round the course. 

Incidentally, there is interest in noting the fact that Capt. 
Malcolm Campbell, Vernon S. Balls and H. C. Spero, the 
winners of the prizes in the three classes in the 200 miles 
motor race at Brooklands on the same day as the King’s Cup 
Race, all used K.L.G. plugs. 


MORTGAGES AND CHARGES. 


BRITISH FLYING AND Motor SERVICES Lrp.—Particulars filed of £500 
-Gebentures authorised June 2g, 1928, charged 9n the company's pro- 
perty, present and future, including uncalled capital, the amount of 
‘the present issue being £300. 

HARROGATE AERODROME AND LAND DEVELOPMENT Co. Lrp.—Memor- 
-andum of deposit dated June 30, 1928, charged on Almsford Bank 
Estate, Pannal, West Riding, to secure all moneys due or to become 
‘due from the company to Lloyds Bank Ltd., not exceeding £2,500. 


RECEIVERSHIPS (APPOINTMENT OR RELEASE). 
PETER HOOKER LtpD. (Old Co.).—Sir Wm. MclLintock, K.B.E., C.V.O., 


of 71, Queen Street, E.C.4, ceased to act as Receiver or Manager on 
July 6, 10928. 


PASSENGER SALOON, 
Silver Wing Service de Luxe. 


IMPERIAL AIRWAYS LTD. 


The 
Telephone—Croydon 2046, 


THE BRITISH AIR LINE TO THE CONTINENT. 


PERSONAL NOTICES. 


MARRIAGES. 

ASTON—ODOM.—On July 28, at St. Mark’s Church, Southan 
Fig. Off. C. EK. Aston, R.A.F., eldest son of Mr. and Mrs. EB, } 
of “Ingledene,’” Thornbury Avenue, Southampton, to Mabel } 
Odom, only daughter of Mr. and Mrs. Frank Odom, of 4, 
Dubochet Clarens, Montreux, Switzerland. : 

BARR-SIM—KEMP.—On July 25, at Holy Trinity, Sloane Stree 
Ldr. A. E. Barr-Sim, R.A.F. Medical Branch, son of the late 
William Barr-Sim and of Mrs. Barr-Sim, of Sylston, Stonehous 
Mrs. Kemp, daughter of the late Col. E. B. Snow and of Mrs, Snc 
g, Cliveden Place, S.W. 

QUAYLE—ROYAL.—On July 21, at St. John’s, Redhill, , 
Askwith Quayle, Flg. Off., R.A.F., younger son of Lieut.-Col, 
Mrs. Edwin Quayle, of Bournemouth, to Beatrice Kate, daughter ¢ 
and Mrs. George Royal, of Rowlands Castle, Hants. 

BIRTH. ¢ 

ALCHIN.—On July 25, to Sylvia (née Wrensted), wife of G 
Alchin, of the Middle Temple and New House Farm, Hever, & 
a son. 


DEATH. 

MORRISON.—On July 21, drowned while bathing in River 1) 
Flg. Off. John Oswald Morrison, R.A.F., Baghdad, aged 27, fourt! 
of Mr. and Mrs. Morrison, 7, Sciennes Road, Edinburgh. 
Mr. Morrison entered the R.A.F. Accountant Bfanch in August, 
and was posted to H.Q., ‘Iraq Command, in December, 10926, | 


AIRCRAFT 
CAMERAS Wy . 


and 
Equipment. 


For Air Survey, Photography and 
all military and naval require- 
ments. Can be mounted in all 
types of + ircraft. 


Dark room equipment, Rectifying 
Enlargers, Hand-held Cameras. 


Specialists in Air Photographic 
Apparatus. 


e 


“Ragle’’ Aircraft Cameras have 
been supplied to the Aircraft 
Operating Co., Ltd., for their 
important Air Survey Contracts “ / 
in Rhodesia, Iraq and Rio de booklet to the 
Janeiro, also to the Air -urvey manufacturers and 
Co., for the Air Survey Contracts aie 

they are carrying out in India. patentees : 


WILLIAMSO!} 


MANUFACTURING CO., LTD. 


Litchfield Gardens, Willesden Green, 


LONDON, N.W.10. 


Telephone—Willesden 0073-0074. 
Telegrams—'' Kinetogram,” Willroad, Iondon. 


Send for illustratec 


DAILY SERVICES: 


LONDON and the CONTINENT 
BRUSSELS PARIS COLOGNE 
BASLE ZURICH OSTEND 


AIRWAYS HOUSE CHARLES STREET 
LOWER REGENT STREET - 
Telephone—Regent 7861-5 


S.W. 


Telegrams—' Impairlim.” 


AIR PORT OF LONDON, CROYDON 


Telegrams—‘‘ Flying Croydon.” 
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INCORPORATING AERONAUTICAL ENGINEERING 
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Registered at the G.P.O. 


Vol. Mex 'V, No. 6. SIXPENCE WEEKLY. as a Newspaper. 


“OBSERVATION WITH EXTENSIVE VIEW.” 
: (Samuel Johnson.) 


AMERICAN EQUIPMENT :—In the foreground, a Keystone Pirate bomber (two 400 h.p. Liberty engines) and behind, 
a Douglas O-2 observation biplane (400 h.p. Liberty engine), both standard types in use in the U.S. Air Corps. 
(Official photograph, U.S. Army Air Corps.) 


Particulars are now available of the new Marconi 

@ “homing” (wireless direction finder) device for small 

aircraft. This instrument enables the pilot to set an 

accurate course on a known ground station. Write 

Q for pamphlet to :— 
MARCON?TS WIRELESS TELEGRAPH CoO., LTD., 
Marconi House, Strand, London, W.C.2. 
Telegraphic Address: Expanse, Estrand, London. Telephone : City 8710. 


Factories :- : 5 a. Telephones:— 
Gerrard 23/2. 
Hendon (London,NW.9) i Regent 4728 


New York (U.S.A) Telegrams & Cables, 
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For full particulars write to: 


A. V. ROE & CO. LTD. 
MANCHESTER. 


London Office & Export Dept.: 
166, Piccadilly, W.1. 
Experimental Works: 
H.imble, Southam pton. 
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ON SOME AWFUL THOUGHTS. 


as it occurred to you that fourteen years ago on Saturday 
, August 4, War was declared between Great Britain and 
Central European Powers? Actually the time which 
passed since then is equal to the time between that date 
the early part of the Boer War (which one may add for 
benefit of the very young generation, was in South 
ica); and that war, even in 1914, seemed fairly ancient 
ory to the youngsters who plunged into the inter-tribal 
ip which the newspapers, and even official historians, 
| call the Great War. 

his thought is set down for the special benefit of young 
\dle-aged people to whom the War io914-18 still seems a 
nt happening. They are a trifle apt to forget that there 
now fathers and mothers of families who were still at 
paratory schools at the time of the Armistice in 1918, 
at kindergartens when War began in August, 1914. 
ody grows old so quickly as the young. 

still more awful thought is that the time which has 
sed since the Armistice in 1918 is just about equal to 
time which had passed between that Armistice and the 
y beginning of Aviation,—which may be considered as 
ing begun in 1908. The question is, Have we improved 
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—The famous Verrugas Bridge on the Peruvian Central Railway from Lima to Cerro de 
Legare a Curtiss aeroplane with a Williamson Eagle camera. 
vel is about 6,700 feet; the bridge is 600 feet from base to rails; the length is about 1,000 feet. 


our aircraft as much in this second ten years as they were 
improved in those first ten years? 

Compare, for example, the early Blériot (which had not 
yet flown the Channel), and the side-curtain Voisin and the 
tail-first Wright, and the Curtiss with ailerons between the 
wings, and the Avro triplane which had a belt-driven air- 
screw, with the Snipe and Camels and D.H.gs and ’gas and 
Bristol Fighters and S.E.5s of ten years later. And then, 
consider that those same old Bristols and D.H.gas are still 
standard equipment in our enlightened Air Force. 

Compare the performance of a good D.H.4 (with a Rolls- 
Royce Eagle) with that of any modern daylight bombers. 
Compare the performance of a really good S.E.5a or a 
slightly hotted-up Snipe with that of our modern fighters. 
Compare the performance of the Handley Page V.1500 (with 
four Rolls-Royce Eagles) with that of. any modern night- 
bomber, either for speed or load. Leaving out take-off and 
durability, compare the performance of the F type (Felix- 
stowe) flying-boats of 1918 with that of modern flying-boats, 
horse power for horse power. 

Then consider what all our expert scientists both in the 
Air Ministry and in the employ of the Aircraft Industry 
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The height of Verrugas above sea 
Verrugas is 


the engineering feat of constructing in South America the World’s highest railway: and bridge. 
nown as Verrugas occurs in an area about twenty square miles round the bridge and many thousands 


of men died from its effects during the construction of the railway and bridge. 
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have done for us in ten years, and what the Royal ‘Aircraft 
Establishment has. done for its £400,000 a year (think of 
approximately £4,000,000 in the time). 

International competition in war put us, between 1909 and 
1919, in the position of having the finest aeroplanes and the 
finest Air Force in the World. We still have the finest Air 
Force in the World, quite capable of tackling any other 
air force, except perhaps the Americans, at odds of three: or 
four to one against us. And our aeroplanes are correspond- 
ingly well built,—that is what our engineers have done for 
us. But our scientists have obviously been a complete wash- 
out. 

But for the late Jacques Schneider and his Trophy, and 
the work of the Curtiss Company in America, we should not 
have to-day in this country a machine with a speed of over 
200 miles an lour. 

Thus it may be seen that international competition in war 
and international competition in’ sport are the only incen- 
tives which have produced any real progress. Now we are 
up against international competition in commercial aircraft. 

Thanks to some few enterprising manufacturers, who have 
built machines unhampered by official specifications, we 
have some very good new types coming along. And the 
team of higher officials now in charge of technical develop- 
ment are doing their able utmost to éncourage progress. 
So in a few years we may be ahead of our rivals in war 
machines. But we still have to tackle the market for com- 
mercial machines. 

Whether or not one’s own particular pet war comes off 


‘THE PIRATRY OF FLOOD.’’— The Victoria Falls photographed fzom a D.H.9 


in the next three or four years does not affect the argu 
that if we do, not get out after the commercial aircraft 
ness we are going to be just as badly left as we were 
in the Great War by Germany’s superiority in fig 
machines and as we were eatly in the Great | 
(Lord help us!) by America Superiority mee 
machines.—C. G. G. 


THE 1.A.T.A. 


On Aug. 1 the International Air Traffic Association | 
its twentieth meeting. This Association was started in 
on the initiative of the British air transport firms , 
then existed. The original membership consisted of 
who were running air lines in Great Britain, Gerr 
Holland, Sweden, Norway and Denmark. To-day ty 
firms operating air lines belong to that Association, 

The meetings. this year have been held in the Great 
Lincoln’s Inn. The idea of holding the meetings 
was suggested by the wife of an eminent London sol 
who is closely concerned with air transport, and every < 
is due to her for an idea which happily combines the 
dignity of one of our ancient legal inns with the rush 
hurry of modern transport. One hopes that the calm o 
Inn has made the deliberations of the Association 
more deliberate. 

Members of the Association were welcomed by Air 
Marshal Sir Sefton Brancker on behalf of the Air Min 

On Aug. 2 the Members of the Association were « 
tained at lunch in the Great Hall by Imperial Airways 


i : : of the Aircraft. 
Operating Co. Ltd. while engaged on an air survey of the Zambesi River for the Government of Rhodesia. — 


(Nimbus) 
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A New Type Aero Engine 


ROM the experience gained with the Napier Lion 

Series V engine and the Napier Schneider Trophy 
engine, the Napier Company have produced a new 
type—the Napier Lion Series XI. 


This engine develops at 2585 t.p.m. 570 H.P. 
It has a weight per H.P. of under 13 lbs. 


The head resistance has been teduced, facilitating its 
installation in aircraft. 


It has successfully passed the British Air Ministry ico 
hour Type test. 


It gives the same remarkable reliability as is obtained 
with its famous prototype, the Series V Napier Lion. 


Full particulars will be sent on application 


NAPIER 


The finest aero engine in the World 


Phone ; D. NAPIER & SON LID. *Grams 
Chiswick Meet ON. > LONDON , Moneyer, 
1220 : W.3 Act, London. 
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the Chairman being Lord Chetwynd, who has recently joined 
the Board of that company. 

In welcoming the guests Lord Chetwynd said that the 
LA.T.A. was bound to make history. Aviation was. bound 
to spread, for there were too many cars on the road and 
we should in time have aeroplanes flying all over the 
country. The I.A.T.A. must necessarily work for good. It 
could present a united front to opposition and the members 
could co-operate in making progress. Easier communica- 
tion by air would make nations more amicable. He re- 
minded us that we were in the hall of a Society which 
possessed records for five hundred years past, and remarked 
that he would like to know what the records of the I.A.T.A. 
would be like five hundred years hence. 

Major Martin Wronsky, General Manager of the Luft 
Hansa, which, he recalled, was one of the oldest members 
of the I.A.T.A., thanked Imperial Airways for its hospitality 
and friendship and comradeship and for organising this meet- 
ing in London. He agreed that Civil Aviation provided 
important bridges between nations and said that Imperial 
Airways was one of the most important of these. Also he 
bore witness to the energy and the virtue with which the 
work of the firm was conducted. 

On Aug. 1 the delegates inspected the new Air Port at 
Croydon. 

On Aug. 3 they were entertained by the Air Council at 
lunch. Sir Philip Sassoon, who presided, welcomed the 
members on behalf of the British Government. He said 
that the importance of the work which the Association was 
doing had grown steadily year by year, as was shown by 
the number of companies which had joined the Association 
and by the number of countries represented on it. He was 
glad that our present Director of Civil Aviation (at that time 
with. Mr. Holt Thomas’ Company, Air Transport and Travel 
Ltd.) was among those who helped to form this International 
Association. 

Commenting on the programme of the Association he said 
that the more general the use of air communication be- 
came the more essential became uniformity of practice and 
method in air line work. Lack of uniformity was a 
hindrance and a handicap and a bar to the increased use of 
the air by the general public. 

He mentioned that the three principal subjects to be dis- 
cussed by the J.A.T.A. were the method of charging post 
offices for the carriage of air mails, the responsibility of 
carriers by air, and the improvement of arrangements be- 
tween air lines and railways. The solution of these 
problems would be. of direct benefit to the general public. 
He assured the I.A.T.A. that their deliberations had the good 
wishes of all who understood what air communications could 
achieve for the service and betterment of mankind.—c. G. G. 


WOMEN PILOTS IN AIR LINERS. 


The amount of publicity given in the Press to the fact 
that a woman pilot recently flew from Amsterdam to Croy- 
don as what is officially known as ‘‘ second pilot”? on one 
of the K.L.M. machines, together with the statement attri- 
buted in the papers to the said woman pilot that her ambi- 
tion is to fly in one of the Imperial Airways’ Argosies, has 
undoubtedly given the impression to a number of people that 
women pilots may be employed on international air lines. 
As such an impression is lable to do damage to the passen- 
ger traffic of the air lines, owing to the fact that few 
passengers would trust themselves in an air-line machine 
piloted by a woman, the position should be made clear. 

Mr. Plesman, the moving spirit of the K.L.M., has told 
one definitely that the K.L.M. will never employ women 


THE KOOLHOVEN F.K.-41.—A three-quarter front view of Mr. Frederick Koolhoven’s latest monoplane. It 
weighs 850 Ibs. empty, carries a load of 800 lbs., has a top speed of 90 m.p.h., and a landing speed of 38 m.p-h. 
It is fitted with a 60 h.p. Siemens engine. 


pilots. And there is not even a remote possibility 
Imperial Airways, or any serious air-line, will employ wor 
Apart from the official attitude of the International Com 
tee for Air Navigation, there are definite physical rea 
why women are unfitted to pilot air-line machines jus 
they are unfitted to be engine drivers or ’bus drivers, 
In this particular instance the woman pilot concerned - 
allowed to fly as second pilot on that particular machin 
that particular occasion because there is a possibility — 
she may take part in a long-distance flight on a sin 
machine, which will not be a public service vehicle, | 
as no passengers were carried in that particular machir 
afforded an opportunity for her to have some experienc 
flying in the type, though without piloting it. The ph 
“second pilot’? usually means a mechanic who can 
the controls and give the real pilot a rest. | 
That was a perfectly reasonable arrangement. But 
consequent publicity was precisely of the kind which 
caused THE AEROPLANE to appear hostile to women pi 
This paper is by no means hostile to women pilots as s 
but merely to the way in which publicity of an undesi: 
kind has. been cbtained.—c. G. G. | 


COMPENSATION. 

The Chancellor of the Exchequer makes the follo) 
announcement :— | 

Lord Inchcape, being desirous that the Elsie Mackay Fun 
£500,000 given by him and lady Inchcape and their family tc 
nation should not be the occasion or object of any complain 
other sufferers from the disaster in which his daughter lost 
life, has placed at the disposal of the Chancellor of the Exch 
a further sum of £10,000 from his own property to be applied fo; 
purpose of meeting any complaint in such manner as the Chan 
of the Exchequer in his absolute discretion may think fit. 
Chancellor of the Exchequer has handed the sum of £10,000 tc 
Public Trustee for administration accordingly. . 

[As the only other sufferers would appear to be | 
Hinchliffe and her children, apparently the money wil 
to them at the discretion of Mr. Churchill. Neverth: 
there is difficulty in understanding why Tord Inch 
should not have made an admirable gesture by preser 
an adequate sum to Mrs. Hinchliffe, in trust for her chilc 
without all the publicity consequent on calling the Chanc 
of the Exchequer into the deal.—c. G. G.] 


THE AERONAUTICAL CHAMBER OF 
COMMERCE OF AMERICA. 

His many friends in England will be pleased to hear 
Mr. Lester Gardner, formerly proprietor and publishe 
America’s leading aeronautical journal, Aviation, and | 
President of Aeronautical Industries Inc., has been ele 
President of the Aeronautical Chamber of Commerc 
America. 

Mr. Gardner is to be congratulated on this recognitio 
his personal qualities by the Aeronautical Chamber of ( 
merce, which includes all his oldest business friends. 
the Aeronautical Chamber of Commerce is to be congratul 
on securing Mr. Gardner as their President in successio 
Colonel Paul Henderson. Seldom does any public body 1 
age to get in succession two such thoroughly good offic 
each an outstanding character in his own way. At this « 
cal period in the progress of aviation in the United S 
the Aeronautical Chamber of Commerce is particularly | 
manned for its task. 


THE AFRICAN “ALL RED” FLYING ROU 

Following out the suggestions made in the speeche 
Viscount Elibank (the chairman), General Seely anc 
Alan Cobham (guest of honour) at the luncheon held ai 
British Empire Club on July 26, the Council of the Br 
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Empire League have made the following recommendations 
to His Majesty’s Government :— 

1. That all assistance should be given to Sir Alan Cobham 
in materialising his scheme for an “‘all-red’”’ flying route 
round and through Africa, and that for this purpose His 
ete s Government might well be urged to subsidise this 
air line 

2. That Franco-Belgian interests are very active in pro- 
moting air routes in Africa for strategical and _ political 
purposes, quite apart from commercial purposes, and unless 
early steps are taken to materialise the scheme being pro- 
moted by Sir Alan Cobham, Franco-Belgian flying interests 
will get ahead of British ‘flying interests in Africa, the 
greater part of which territory is of special concern to Great 
Britain and the Empire. 

3. That the British aircraft industry and the British air 
lines do not receive the same financial assistance from the 
British Government as do the aircraft industries and air 
lines of other foreign nations. 

4. That the open subsidies paid by foreign Governments 
are greater than those paid by the British Government, 
whilst foreign nations also subsidise indirectly. 

5. That His Majesty’s Government should vote a sum of 
from one million to two million pounds per annum for the 
next five years for the special purpose of assisting British 
aircraft industry and British air line development. 


A CHANGE IN NATIONAL AIR 
TRANSPORT INC. 

As from July x1, Mr. L. D. Seymour, Chief Engineer 
of National Air Transport Inc., has been promoted to be 
Assistant General Manager of the company. 

Col. Paul Henderson will continue as Vice-President and 
General Manager of the company, but will not be active in 
its day-to-day work. Mr. Seymour’s headquarters will be in 
Chicago at the general offices located in the North-East 
Corner of the Municipal Airport. 

Mr. Seymour was born in Wolcott, N:Y., and graduated from 
Syracuse University with the degree of Electrical Engineer. After 
graduation he took to public utility work as an engineer and later 
served as manager of one of the subsidiary companies of the Inter- 
state Electric Corporation of New York. 

He remained in this position until the entry of the United States 
into the war in 1917, when he joined the army and served in France 
as Aircraft Maintenance Engineer-Officer of the 85th Squadron. After 
the Armistice, as an Air Service officer, Mr. Seymour did post-graduate 
work in Aeronautical Engineering at the Ecole Superieure d’Aéro- 
nautique in Paris. 

Returning to the United States in 1919, Mr. Seymour resigned his 
commission in the Army and was employed as an aeronautical 
engineer by the U.S. Army Air Service in Washington, in a con- 
sulting capacity. 

He joined National Air Transport Inc. in January, 1926, and has 
served as its Chief Engineer from its beginning. Since the estab- 
lishment of the Aeronautics Branch of the Department of Commerce, 


SPARTAN SIMPLICITY.—The ee doors and locker-lid of the Simmonds Spartan light biplane (Cirrus), 


showing the simplicity of ingress. 
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The locker is long enough to take guns or golf-clubs, 


Mr. Seymour has worked closely with that branch in its es, 
lishment and maintenance of Air Way Aids to Navigation. 

Mr. Seymour holds a commission as captain in the Air Seryice ; 
serve Corps, and is a member of the Society of Automotive Engine; 
and of the Interfraternity Club of Chicago. 


THE BRIGHTON AERODROME. _ 


After almost years of negotiation the scheme for a mc; 
racing track and aerodrome near Brighton looks like bec; 
ing an established institution. A company has now bj 
registered with the name of the National Road Racing Tr; 
and Aerodrome Ltd., with a capital of £175,000, the whole, 
which has been underwritten. This financial operation |; 
to be completed before the Brighton Corporation would ¢, 
sider the matter seriously. The directors of the Comp: 
are Colonel H. W. Burton, M.P., Chairman, Capt. Malcc} 
Campbell, Managing Director, Sir William Kay and the E- 
of Cardington. 

The motor track will be 63 miles long by 50 feet wide y| 
banked corners, hair-pin bends, etc., and a finishing strai;, 
of 1+ miles. There will also be a dirt track, the first in | 
country for cars as well as motor-cycles, ‘approximateh, 
mile in circumference. { 

A public issue of shares will be made some time bef, 
Septen:ber 30 of this year. 

In the middle of the motor track there will be an aerodro, 
which, according to plans, should be quite the best- “equip. 
in England. Mr. W. J. Hulbert, who made a considera; 
reputation for himself in connection with the Institution) 
Aeronautical Engineers, has been appointed Manager of | 
the firm’s aviation activities. 

The plan is to have a flying school equipped with li: 
aeroplanes and advanced-training types. There will be a 
machines available for joy-riding and for hire by quali; 
pilots. There will be an aero club with restaurant and: 
forth, and sleeping accommodation for pupils will be av| 
able close at hand. Arrangements are being made to est) 
lish a service station for the products of the De Hayville 
Aircraft Co. Ltd., and-A.D.C. Aircraft Ltd. 

The aerodrome should be an attractive place of call | 
private owners. The distance from London is hardly wo! 
flying and yet anybody who wants to go to Brighton or Shc: 
ham from London will certainly find flying more comfc: 
able than motoring or going by rail, as traffic runs at prese: 
Apart from that, the aerodrome will give visitors from | 
North and the Midlands and the West a chance which t)) 
have not otherwise of enjoying the South coast seaside. C’ 
will be at the aerodrome ready to take visitors into Bright 
or elsewhere. 

Obviously the whole scheme has great possibilities “ 
one believes that in it Mr. Hulbert’s energies will find a r: 
ful outlet which will give them fulk scope.—c. G. G. 
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[HE 85/95 hp. Mk. wt “CIRRUS” 


WINS 1°' PRIZE and 
CHALLENGE CUP, at 


HALTON GYMKHANA. 
OPEN HANDICAP AND BUCKS HERALD CHALLENGE CUP. 


ips “CIRRUS-MOTH 99 fitted with Mk. III ‘“‘CIRRUS” 


flown by Cpt. T. N. Stack, A.B.C. 


2NP *“CIRRUS—MOTH.” Pilot, Miss W. E. Spooner. 
3FP ““CIRRUS—MOTH.” » Miss O’Brien. 
OPEN HANDICAP FOR LADY PILOTS. 


1s* *CIRRUS—MOTH” (from Scratch), Pilot, Miss Spooner. 
2NP « CIRRUS—MOTH.” Pilot, Miss O’Brien. 


85/95 ‘“‘“CIRRUS” M«k.III. 


= > 


DUTCH INTERNATIONAL MEETING. 


AT ROTTERDAM. 
FINAL CLASSIFICATION :— 
1ST “CIRRUS—MOTH.” Pilot, Lady Heath. 
SPEED TESTS :— 
1s™ “CIRRUS—MOTH.” Pilot, Lady Heath. 
ARRIVAL COMPETITION :— 


Pe CIRRUS— MOTH.” — Pilot, Cpt. Cordes. 
38> « CIRRUS—MOTH.” ,, Miss O’Brien. 


RELAY RACE :— 
“‘CIRRUS—MOTH.” Pilot, Miss O’Brien in winning team. 


Ry The engine of TRIED and PROVED RELIABILITY 


in World Flights by famous Pilots, in Air Racing, in 


oe the Daily Round of Club Work, for Service Training, 
AV on land and on sea, in Great Britain, Europe, and 
Vv) throughout the whole World. 


eo 
& 
fi, 


MANUFACTURERS : 


A.D.C. AIRCRAFT L®: 


REGENT HOUSE, 
89, KINGSWAY, LONDON, ENGLAND. ‘ 
Cables: 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. Airdisco, 
Constructors of ‘‘ CIRRUS." and “NIMBUS” Aero Engines, Londan. 


lephone : 
Holborn 


Constructors of ‘“‘MARTINSYDE” Types of Aircraft. 
mull IMUM 
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THE ROYAL 


The London Gazette. 
July 31. 


GENERAL Dutms BRANCH.—Lt.-Cdr. Andrea Dudley Richard Metaxa, 
RIN., is granted a temp. comn as a Fig. Off. on attachment for duty 
with the R.A.F. (July 16). 

The undermentioned Pit. Offs. are promoted to the rank of Fig. 
Off.:—Cyril Charles Douglas Williams (Mar. 24); John Francis 
Griffiths (with seniority of June 3, 1927) (June 3); Reginald John 
Drummond Brown (June 11); Malcolm Angus Cowan (July 10); James 
Douglas Ferrier Bruce and Robert James Pilgrim Morris (July 15). 
Plt. Off. on probation Alexander Cunninghame Pearson is confirmed 
in rank (Aug. 1). 

Group Capt. James Bevan Bowen, O.B.E., is placed on the half- 
pay list, scale “B (Feb. 6 to 13 inclusive). L4t.-Cdr. Edward John 
Shirley Knocker, R.N., Fit. Lt., R.A.F., ceases to be attached to the 
R.A.F. on return to naval duty (July 25). The S.S. comn. of Pit. Off. 
on probation Oswald Vernon Garratt is terminated on cessation of 
duty (Aug. 1). 

Fle. Off. Frederick Leslie Lawrence is dismissed the Service by 
sentence of General Court-Martial (July 25). 

MEMORANDUM.—Sq. Ldr. Gerald Graham Adeley is granted permis- 
sion to retain the rank of Major on retirement from the Army 
(Mar. 24). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DUTIES BRANCH.—J. F 
Legard is granted a comn. in Class AA (ii) as Plt. Off. on probation 
(July 17). The undermentioned Flg. Offs. are promoted to the rank of 
Fit. Lt.° (July 31):—M. D. Barber, H. G. Travers, D.S.C., C. E. M 
Pickthorn, M.C., A. M. Fitzrandolph, A. J. G. Anderson. 

The undermentioned Plt. Offs. on probation are confirmed in rank :— 
Cusss AA (ii)—A. M. Lester (July 28); T. P. Mulcahy (July 29). 
SPECIAL RESERVE.—J. A. Hall, W. O’B. Knox, C. E. W. N. C. Pelly 
(June 1); J. F. R. Hunter (June 6). Fig. Off. G. C. W. Dufty is 
transferred from Class A to Class C (Dec. 5, 1927). Fit. Lt. C. H. N 
Nunn is transferred from Class B to Class C (Aug. 1). Flg. Off. 
Cc. H. E. Coles relinquishes his comn. on completion of service 
(June 15). 

SrorES BRANCH.—The undermentioned are transferred from Class B 
to Class C (Aug. 1) :—Sq. Ldr. A. Burtenshaw, O.B.E., M.C., Fit. Lt. 
A. E. M. Dredge, M.B.E. } 

AUXILIARY AIR FORCE.—GENERAL DUTIES BRANCH.—NO. 601 (COUNTY 
oF LONDON) (BOMBING) SQUADRON.—The undermentioned to be Pit. 
Off.:—W. E. Windham (June 25). 

CHAPLAINS BRANCH.—NO. 605 (COUNTY OF WARWICK) (BOMBING) 
SQUADRON.—The undermentioned to be Chaplain with the relative rank 
of Sq. Ldr.:—The Rev. H. N. Forbes, M.A. (June 1). 


Appointments. 
Week ending Aug. 6. 

GENERAL DutIEs .BRANCH.—Flight Iieutenants V. Buxton, O.B.E., to 
p.A.F. Depot, Uxbridge, 11/7 G. S. Hodson, A.F.C., to No. 5 F.T.S., 
Bealand, 30/7. R. C. Savery, D.F.C., S. Graham, M.C., R. J.. Rodwell, 
J. C. Foden, A.F.C., H. F. V. Battle, C. W. Weedon, D. C. Prance and 
&. C. Shepherd, to Home Aircraft Depot, Henlow, 7/8. J. W. Turton- 
Jones, to No. 28 Sqdn., India, 8/7. 

Flying Officers K. C. Netherton, to No. 31 Sqdn., India, 4/7. 
F. Boston, F. ¢. Rowland, T. H. Perry-Keene, T. N. McEvoy and J. D 
Greaves, to Home Aircraft Depot, Henlow, 7/8. V. J. Sofiano, to 
No. 216 Saqdn., Middle Kast, 17/7. H. G. Wisher, to No. 60 Sadn., 
India, 23/6. HE. F. Wain, to No. 5 Sqdn., India, 23/6. 

Pilot Officer J. R. Mathews, to No. 27 Sqdn., India, 13/6. 

MEDICAL BRANCH.—Flying Officer G. W. McAleer, to C. and M. Party, 
Basrah, 13/7. Flying Officer (Q.M. Medical) F. W. Goodread, to H.Q., 
‘Iraq, 13/7. 

ACCOUNTANT BRANCH.—Pilot 
School, Flowerdown, 25/7. 
(Apprentices), Halton, 25/7. 
25/7. 


Officers M. IL. Jones, to E. and W. 
T Cs Reep, to No. 2 School of tet. 
Cc. V. Mears, to R.A.F. Depot, Uxbridge, 


R. Trippett, to No. 5 F.T.S., Sealand, 25/7. 


THE WESTLAND WAPITI SEAPLANE.—A three-quarter front view of the latest version of : 
Wapiti (480 h.p. Bristol Jupiter VI engine). It is one of the first float seaplanes to be fitted with the Handley 
Page automatic slots. 


AIR FORCE. a 


The Far East Flight. : 


The four Supermarine Southampton flying-boats (Napi 
Lion engines) of the Far East Flight, R.A.F., under tt 


- command of Group Capt. H. M. Cave-Browne-Cave, D.S.0 


D.F.C., arrived at Sydney on Aug. 1. They alighted at Far 


Cove. 
Fatal Accidents. 


The Air Ministry regrets to announce that as the resn 
of an accident near Aden to a Fairey III.F machine of No. 
(Bombing) Squadron, Aden, on July 31 248736 Sjt. Cec 
Norman Morris, the pilot of the aircraft, was killed and t 
passenger, 3906145 Lance Cpl. (Acting Sjt.) Gwily 
Williams, 2nd Battalion, The South Wales Borderers, w 
slightly injured. 

The Air Ministry regrets to announce that as the resy 
of an accident at Holbeach Ranges to a Woodcock machi1 
of No. 3 (Fighter) Squadron, Sutton Bridge, on Aug. 2 F) 
Lt. Lance Harold Browning, M.C., D.F.C., the pilot and so 
occupant of the aircraft, was killed. 


Extensions of Service. a 


The undermentioned officers holding short-service cot 
missions have been selected for extension of service on t! 
active list of the R.A.F.. during the last three months. T] 
extensions now notified are in substitution of any exte 
sion previously granted to any of these officers :— S| 

GENERAL DvutIES BRANCH.—Selected for extension of Active Li 
Service to Sept. 1, 1928: Fig. Off. A. S. Lewis. Selected for extensi) 
of Active List Service to Oct. 24, 1928: Flt. Lt. D. E. Ward. Select 
for extension of Active List Service to 6 years: Fit. Lts. A. H. 
Howlett, J. G. Murray; Flg. Offs. L. Butler, H. J. Gearing, H. 
Martin. a 

SUPPLEMENTARY LIst.—Selected for extension of Active List Servi 
to 11 years: Sq. Ldr. G. S. Reed, O.B.E. -_ 

ACCOUNTANT BRANCH.—Selected for extension of Active List Service 
6 years: H. C.. F. Ellis. | 

MepicaL BRANCH.—Selected for extension of Active List Service 
5 years: Fit. Lt. H. W. Corner, M.B. , | 

CHAPLAINS BRANCH.—Selected for extension of Active List Service 
7 years: The Rev. D. F. Stephens, M.A. - a. | 


The Auxiliary Air Force. 


No. 600 (City of London) Squadron and No. 601 (Coun 
of London) Squadron, the two London Units of the Auxilia 
Air Force flew to Lympne for their annual training on Aug. 

No. 600 Squadron has 17 officers and 75 airmen in can 
and No. 601 Squadron has 18 officers and 100 men in camp. 

Each Squadron has about 16 aeroplanes with it, ineludi) 
Avro Lynx Training machines and D.H.gas. 


The Times correspondent in Melbourne, Australia, in 
message dated. Aug. 6, states :— . | 

Air Marshal Sir John Salmond, who is visiting Australia at 1 
request of the Commonwealth Government in order to advise th 
on air defence and in the organisation, training, and equipment | 
the Royal Australian Air Force, intends to fly round the count 
leaving Point Cook on Aug. 16. His flight includes the coastal ar 
of Queensland, North Australia, and North-Western Australia, wh 


| 
The Air Defence of Australia. | 
in 


Ss 


the Westland 
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“ FLicnt’’ Photograph. 


Here are some of the Press comments regarding the “ Bristol” 
Single-Seater Fighter shown at the 1928 Paris Aero Exhibition: 


“THE AEROPLANE,” July 11th, 1928. 


‘The real clou of the Show, the thing which everybody who was anybody in aviation went to see, was the 
‘Bristol’ Singl -Seater Fighter . . . Though our old friends the Bristol Aeroplane Company from their 
earliest days .-. . have been noted for the excellence of their workmanship, and though everyone will 
freely admit that Bristol workmanship is still unsurpassed by anyone else pe 


_ “FLIGHT,” July 5th, 1928. 
' Pe ‘The Cameo of the Show,’ this was the expression used by a French engineer in reference to the ‘ Bristol’ 
_" Single-Seater Fighter.”’ 

_ “ENGINEER,” July 20th, 1928. 


« After seeing everything in the Show, the fighting machine exhibited by the Bristol Aeroplane Co., Ltd., 
| with the panelling on one side removed to reveal the construction and equipment, was a revelation. 


“THE TIMES,” June 30th, 1928. 


a. . .. A’Single-Seater Fighter shown by the Bristol Aerop!ane Company .. . very considerably 
surpasses any. other in the Show in performance, ingenuity of design, workmanship and equipment : 


Full particulars on application to: 


THE BRISTOL AEROPLANE CO., LTD., 
FILTON — BRISTOL. 


Telegrams; ‘‘ Aviation, Bristol." Teleph ne: 3905 Bristol. 
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air defences do not exist except for a few Supermarine Seagulls 
co-operating with the Navy in charting the Great Barrier Reef. Sir 
John Salmond will be accompanied by Sq. Ldr. Drummond and Fit. Lt. 
Ledger. 

After flying along the coast to Darwin, Sir John Salmond wiil 
return southwards via Newcastle Waters and Alice Springs, reaching 
Adelaide on Sept. 2. 


The Halton Passing~out. 


The aircraft apprentices who entered No. 1 School of 
Technical Training (Apprentices) in September, 1925, were 
inspected on their Passing-Out by Air Vice-Marshal Sir 
John Higgins, K:.C.B. KBE DS!0., A.PCs Am Slember 
for Supply and Research, at Halton on July 31. 

In his report the Commandant, Air Commodore I. M. 
Bonham-Carter, C.B., O.B.E., said that of the 494 aircraft 
apprentices enlisted in the entry now passing out, 4o had 
been posted to Flowerdown for training as wireless operator 
mechanics, 2c had been discharged on medical or com- 
passionate grounds, or as unlikely to become efficient air- 
men; one had died, and nine kad been transferred to, 
and one from, other entries. 

The standard of discipline and drill achieved by previous 
entries had been maintained, but was not yet as high as he 
could wish. 

The technical training had been accomplished with no 
outstanding difficulties. The apprentices had adapted them- 
selves well to their profession and had shown commendable 
keenness in volunteering for extra instruction. 

In the schools the conduct and industry of the entry had 
been good. A considerable number of aircraft apprentices 
who had entered Halton with low places in the entrance 
examination had made such steady progress that they had 
passed out high on the. list. They deserved the highest 
congratulations. 

The general health of the entry had been good, but time 
had been lost by aircraft apprentices reporting sick the 
following morning after getting a minor injury in some 
gamie. 

The standard of physical training and games had been 
good. 

The results of the final examinations had been as follows : 

41 aircraft apprentices had been classified as L.A.C., 196 
aircraft apprentices had been classified as A.C.1, 175 aircraft 
apprentices had been classified as A.C.2, 10 aircraft appren- 
tices had failed, three aircraft apprentices had not been 
examined. 

Cadetships had been offered to No. 366075 Coote, P. B. 
(Send, nr. Woking, Surrey), No. 366469 Whitehead, J. 
(Canterbury), No. 366004 Angell, D. V. (Bourn, Cambridge- 
shire). 

Nineteen aircraft apprentices had been retained for the 
advanced course for corporals. 

The following awards had been made by the Air Ministry : 

Prizis.—Grand Aggregate: No. 366075 AA. Coote, P. B.—Fitter A.E. 

Educational Subjects: No. 366065 AA. Clarke, C.—Fitter A.E. 

Best Fitter Aero-engine: No. 366427 AA. Smith, C. E. 

Best Carpenter Rigger: No. 366043 AA. Bryan, R. B. 

Best Fitter Armourer: No. 366155 AA. Parsons, W. C. 


After presenting the prizes Air Vice-Marshal Sir John 
Higgins inspected the workshops, the barracks and the 
Wing kitchen. 


THE WESTLAND WAPITI SEAPLANE.—A side view of the Wapiti 
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R.A.F. Wireless and the King’s Cup. | 

Those who were responsible for the organisation of the 
King’s Cup Race wish to make known their indebtedness tc 
the R.A.F. Signals Branch for the excellent work done by 
R.A.F. personnel in working the wireless communication; 
between the various controls and headquarters at Hendor 
on the first day and at Brooklands on the second. The 
R.A.F. sent wireless outfits to all the controls except Not: 
tingham and Leeds, and during the two days something 
like 1,500 messages were put through. The promptness anc 
accuracy of the transmission was very good. | 

Not only was the wireless work of the highest use ir 
actually running the competition from the point of view oi 
the officials concerned, but it was equally of value to the 
spectators. Both at Hendon and Brooklands the broadcast: 
ing of information to the crowd was well done, and thi: 
broadcasting was only made possible by the hard work of the 
various R.A.F. units at the controls in sending through by 
wireless the arnvals and the departures of the competitor; 
and information concerning them. 

All R.A.F. personnel who worked in these various wireles: 
units can take unto themselves not only the thanks o} 
everybody concerned, but the comfortable feeling that they 
have done valuable work in promoting the airmindednes; 
of the nation. 


A Desert Adventure. 

Three aeroplanes of the 39th Regiment d’Aviation stationec 
at Riyak, Syria, which were flying to Baghdad on a courtes) 
visit to 55 Squadron, R.A.F., met a sandstorm and the pilot; 
of two of the machines mistaking the circular mark used bs 
the ‘Iraq Air Surveys Department for the mark of an emer 
gency landing ground, landed and crashed. The  thirc 
machine proceeded to Baghdad. The two stranded machine 
were sighted by Yasin Pasha, who was making a motor tou! 
of his lands in the Sumaicha area and he left the deser 
track to go to their assistance. He found them without fooc 
or water and was able to provide for their immediate neces 
sities. 

The next morning an R.A.F. troop-carrier found the part; 
and conveyed them safely to Baghdad. The R.A.F. wer 
also able to salve the two French engines but the aeroplane: 
were so badly damaged that they were burned. 


Warsaw—Baghdad. 

In the early morning of July 31 a strange aeroplane wa: 
seen circling over Baghdad. 

It was later learned that the machine was a Polis! 
Fokker monoplane (three Wright Whirlwind engines), whicl 
had made a non-stop flight from Warsaw, but the pilot wa: 
apparently unwilling to attempt a night landing, in spite o 
the bright moonlight. 

The machine continued to circle round until dawn 
although the R.A.F. laid out ample landing flares at Hinaid 
Aerodrome. When it did attempt to land it struck th 
bund, or flood protection embankment, surrounding the aero 
drome and turned over. One member of the crew, Ifeut 


Czalas, had a fractured skull, and died soon after, but thi 
other two occupants, Lieut. Kalina, and a mechanic, wet' 
only slightly injured, and are now in the R.A.F. Hospital a 
Baghdad. 


undergone its trials 
with considerable success. | 


seaplane, which has 
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New Zealand to tram 


her pilots on Gipsy Moths 


EIGHT 
ordered by 


NEW ZEALAND 


Ministry of Defence. 


HE Gipsy Moth is the recognised training machine. 

Due to the power of the Gipsy engine, the use of an 
intermediate training machine is rendered totally unneces- 
sary. A pupil may pass direct from the Moth to high 
powered service aircraft. What training machines have 
done, the Gipsy Moth will do better. 


The placing of this important contract followed the 
success of the Gipsy Moths in the King’s Cup Race in 


—/\_ which they were placed 1st, 4th, and 6th. A few days 
later a Gipsy Moth broke the existing world’s height 
/ \ record for two-seater light aeroplanes. 


The Moth, with new Gipsy engine has no rival. Its 
absolute reliability under all conditions and its efficient 


SAFEST performance justly earn for it the title 
BEST » 
“THE BEST LIGHT AEROPLANE IN THE WORLD 
PERFORMANCE 


MOST 
ECONOMICAL 
EASIEST 
TO LEARN 
TO FLY 


For full particulars of the Gipsy Moth write : 


THE DE HAVILLAND AIRCRAFT COMPANY LTD. 
Stag Lane Aerodrome, Edgware, Middlesex. 
Telegrams ; Havilland, Phone, Colindale. Telephone : Colindale 6160-6163 


TABS DE HAVILLAND -AIRCRAFRT PLY. CID: 
Whiteman Street, South Melbourne, Australia. 
Telegrams ; Moth, Melbourne. 
THE DE HAVILLAND AIRCRAFT OF CANADA LTD. 


1001 Federal Buildings, 85 Richmond Street West, Toronto 2, Canada. 


Streets Telegrams ; Moth, Toronto. 
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THE MONTREAL AERO SHOW. 


ENTERPRISE.—An Armstrong Whitworth 


From July 7 to 15 the Montreal Light Aeroplane Club 
organised the city’s first aircraft exhibition in the Craig 
Street Drill Hall. 

The exhibition was opened by Major Gen. J. H. MacBrien, 
D.S.O., C.M.G., C.B., president of the Aviation League of 
Canada. Mr. J. A. Wilson, Controller of Civil Aviation, and 
the Mayor of Montreal were also present at the opening. 

Among the exhibitors were Canadian Vickers Ltd., who 
showed a Vickers Vedette flying-boat and a Vickers-Fair- 
child F2-C cabin monoplane, both with the 200 h.p. Canadian- 
Wright Whirlwinds. This company also exhibited a com- 
prehensive and educative array of parts and fittings in 
various stages of construction. 

The De Havilland Aircraft of Canada Ltd. 
D.H. Moth. 

Sir W. G. Armstrong-Whitworth Aircraft Ltd. exhibited a 
Siskin IJI (Jaguar engine), one of a number recently sup- 
plied to the Royal Canadian Air Force. 

The Ottawa Branch of Armstrong Siddeley Motors Ltd. 
showed a Jaguar, a Lynx and a Genet air-cooled radial 
engine. All these types are standard in the Royal Canadian 
Air Force, and they are now being built in Canada by 
arrangement with the Ottawa Car Mfg. Co. Ltd., now asso- 
ciated with Armstrong Siddeley Motors, Ltd. 

Canadian Wright Ltd. of Montreal showed a Canadian- 
assembled Wright Whirlwind engine, together with an 
electrically-driven sectioned engine and various instruments 
and spare parts. 

The Continental Aero Corporation of Montreal showed a 
Travel Air biplane fitted with a 90 h.p. Curtiss OX-5 engine. 
This corporation is the Eastern Canadian representative for 
the Travel Air Manufacturing Co., the Driggs Aircraft Cor- 
poration, and Mono-Aircraft, Inc., all of the WES Ar 

The Montreal Light Aeroplane Club during the exhibition 
christened their two D.H. Moths “ Bill Lighthall”’ and 


exhibited a 


~ 


AIR COOLED RADIAL 


HOME PRODUCTS. 


Armstrong Siddeley engines, 


Siskin (Jaguar) at the Montreal Show, with a De Havilland Moth 
(Cirrus) in the right background. 


“Ted Peacock,’? in honour of two members of the cli 
who have been responsible for so much of the work | 
forming Light Aeroplane Clubs throughout Canada. 


AVIATION IN BRITISH COLUMBIA. 


A note from Vancouver states that the Aero Club 
British Columbia has at last managed to get the city 
Vancouver to take some steps towards locating a municip 
landing field. The Club hopes within the next few weel 
to be able to get its promised Club Moths from Ottawa. 

As recorded in THe ABROPLANE recently, Western Cana 
Airways have taken over Pacific Airways. The latter fir 
was run by Sq. Ldr. D. R. MacLaren, D.S.O., M.C., De. 
Western Canada Airways are already equipped with Ame: 
can machines, but are buying two Boeing flying-boats 
addition. 

The Jericho Air Station of the Canadian Government h 
acquired two Fairchild monoplanes with Pratt and Whitn 
Wasp engines. ‘hese are to be used for high-altitude phot 
graphic work. They were bought because there was } 
British aeroplane of similar type, or at anything like 1] 
same price. 

Against these various American orders, one is pleased 
record the fact that Dominion Airways has ordered a n¢ 
Moth. 


A BRITISH CAMERA SUCCESS. 


In the face of international competition the Williams: 
Manufacturing Co. Ltd. has secured a contract from tl 
Argentine Naval Commission for “‘ Hagle ” Aircraft Camer, 
and dark-room equipment, including their latest productio 
the Williamson Autofocussing Enlarger. The Cameras w 
be used in the Fairey III.Fs and Supermarine Southampto: 
which have just been ordered for the Argentine Navy. 


built in Canada, at the Montreal Show. | 
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ROLLS-ROYCE | 
* 
AERO ENGINES * 
* * 

The new Rolls-Royce F’ aero engine, designed by Mr 5 
F. Henry Royce, has successfully passed the Brittsh Air * 
Ministry's roo-hour test at the first attempt. This note- * 
worthy achievement is a further tribute to the reliability : 
of Rolls-Royce aero engines for which, since their 5 

* 

* 

* 

* 

* 

* 

* 

. 

* 

bk 

* 


inception, they have always been renowned. 
Full particulars on application. 


* 


RO@LUSROY GE :LEMIELED 
14-15 Conduit Street 


London 
W.1 
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MR. COURTNEY’S MISADVENTURE. 


On Aug. r Mr. Frank Courtney, who had arrived at Horta 
in the Azores from Lisbon on June 28, left at 18.55 hours, 
Greenwich Mean Time, to fly to Newfoundland. At 20.27 
hours wireless messages from Mr. Courtney’s machine were 
received by ships in mid-Atlantic saying that he had been 
forced to alight. The Franconia transmitted to England the 
information that the steamships Minnewaska and President 
Hayes were going to his help. Later the Celtic, the Cedric, 
the Thuringia and the Colombus diverted from their courses 
to go to the rescue of Mr. Courtney’s machine. 

When the machine came down its position was reported 
as Lat. 42N. Long. 41W. It was found at 18.00 hours on 
Aug. 3 by the Minnewaska at Lat. 42° 27 min., Long. 39° 5 
min. Thus the boat must have drifted considerably from 
its original position, or else the observations were wrong. 
Apparently the cause of descent was a fire which broke out 
in the aft engine-housing and compelled Mr. Courtney to 
come down more or less in the dark. 

The crew of the flying-boat arrived in New York on board 
the Minnewaska on Aug. 6. Mr. Courtney reported that he 
one companions owed their lives to their Marconi wireless 
outfit. 

Mr. Courtney’s efforts to fly the Atlantic have been singu- 
larly unfortunate. But every credit must be given to him for 
having done everything that human foresight could do to 
make them successful. He was unable to get a British flying- 
boat for the job, so he was compelled to take a Dornier Wal, 
as being the next best thing availabe. And he installed a 
Marconi wireless outfit. Also, he used Napier engines, so 
that he could not have done better as regards his power 
plant. The log of the Southampton flying-boats on their 
voyage to Singapore shows how extraordinarily reliable these 
engines are, but also shows how dependent they are on 
installations and auxiliary fittings which are altogether out- 
side the control of the makers of the engine. 

After his unsuccessful attempt last year Mr. Courtney left 
the Dornier Works at Pisa this year on June 13 at 04.00 
‘Yours and reached Lisbon at 17.40 hours the same day,—a 
rery good flight. The machine was overhauled there, and 
on June 27 he left for the Azores, but after a short flight 
rame back with a leaking radiator. This was repaired, and 
he reached Horta on June 28, as mentioned hereinbefore. 

The crew of the boat consisted, besides Mr. Courtney, of 
Mr. F. Pierce (engineer), Mr. H. Gilmour (wireless operator), 
and Mr. KE. B. Hosmer, a Canadian millionaire, who has 
paid all the cost of both attempts. Mr. Hosmer is worthy 
of note, because he is a very rich man who is devoting him- 
self and his money to aviation. He inherited his wealth, 
but, unlike most sons of rich men, he has not spent it but 
has rather increased it. Therefore the fact that he should 
himself take part in this flight is out of the ordinary. One 
could only wish that he had spent his money and Mr. 
Courtney’s time on something more useful than trying to 
fly the Atlantic. : 

There is at any rate the excuse for this attempt that. it 
has been made on an aircraft of a type which is a little 
nearer the kind of machine which will ultimately be used 
for Atlantic flying than have been any of the other ma- 
chines on which successful or unsuccessful attempts have 
been made hitherto. At the same time it is so far away 
from what must obviously be the next step towards trans- 
Atlantic aircraft that the attempt was hardly worth making. 
Nevertheless, as Mr. Hosmer obviously wanted to spend his 


THE BIG AND LITTLE OF IT.—The Short Calcutta (Jupiters) and the Blackburn Bluebird (Genet) moored 
in the Thames off the Terrace of the House of Commons. Public interest is shown by the crowd on West- 
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minster » Bridge. 
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money on flying the Atlantic he was better advised to pr 
himself in the hands of Mr. Courtney than in the hands , 
some other sort of aviator who would have been willing t 
take a long chance on a single-engined land machine, ~ 
As Frank Courtney happens to be one of the oldest an 
best of one’s friends in aviation one may perhaps be a 
quitted of prejudice when one says emphatically that tran: 
Atlantic steamships, with their big loads of passengers an 
valuable cargoes—time being the essence of the tran: 
Atlantic contract—should snot be diverted for hundreds , 
miles from their course to look for aviators who are chancin 
their luck with their eyes open on a gamble in which th 
odds are very heavily against them. | 
In spite of that expression of opinion, one congratulate 
Frank Courtney on having made a very gallant attempt, an| 
one also congratulates Mrs. Courtney on net having lost he 
husband.—c. G. G. : fl 


A POLISH ATLANTIC ATTEMPT. | 
At 05.44 hours on Aug. 3 Majors Idzikowski and Kubak 
of the Polish Air Force, left Le Bourget on an Amiot b 
plane (650 h.p, Lorraine-Dietrich engine) in an attempt {| 
fly from Paris to New York by way of the Azores and Noy 
Scotia. ee | 
They were apparently forced to turn back shortly befor 
dawn on Aug. 4 by a faulty petrol feed, and later in th 
day they were picked up by the German steamer Samos o 
Cape Finisterre, after flying for 31 hours. 1 
The German steamer had considerable difficulty in makin 
the rescue, but the two Polish officers were taken on boar 
unhurt, and the wreckage of the machine was taken in to 
to Leixoes, near Oporto. at | 
The machine was the property of the Polish Army, an 
of the two pilots one was during the War 1914-18 in th 
Austrian Air Service and the other in the Russian A| 
Service. According to the Paris correspondent of The Time. 
who is remarkably reliable in aeronautical matters, thes 
two were chosen by the Polish War Office a year ago, an 
were given a special course of training of several months t 
fit them for the job. | 
BREST—NEW YORK. : a 
At 17.00 hrs. on July 22 Lieut. de Vaisseau Paris, accon 
panied by a mechanic and a wireless operator, left Brest i 
a C.A.M.S. 54G.R. flying-boat (two 501 h.p. Hispano-Suiz 
engines) in an attempt to fly to New York by way of th 
Azores and Newfoundland. Pe 
On July 23 he arrived at Horta at 07.20 hrs. (G.M.T.). 


THE FLIGHT TOWARDS THE CAPE. 
On July 3x Lieut. Murdoch, S.A.A.F., who is attemptin 
to fly to Cape Town on an Avro Avian (A.D.C. Cirrus engin 
left Marseilles and arrived at Catania at 17.35 hours. Hu 
left again at 21.35 hours for Malta and Benghazi. pag 
On Aug. 2 he left Benghazi at 06.00 hrs., and landed ¢ 
Helwan, at 17.00 hours and arrived at Heliopolis at 18.¢ 
hours. I ge 
On Aug. 3 he left Heliopolis at 05.00 hours and reache 


flown from Croydon to Mongalla in a week. ag 


air line.-—ED.] ~ 
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THE BLACKBURN RIPON TORPEDOPLANE~ COASTAL 

DEFENCE BOMBER-AND RECONNAISSANCE MACHINE 

‘The Ripon diopped its torpedo (weighing nearly 
one ton).......zoomed up into the sky, made a a 
perfect loop of remarkably small size,and then 7 
proceeded to give ademonstration of slow 
Flying and of control in an obviously stalled 
condition, which.. looked in no way 
inferior to any similar exhibition made with 
the assistance of slots. ...... the Ripon’ stalled 
and sinking rapidly, was ; both rolledand _ 
_ yawed through large angles and in away that 
showed quite conclusively that ailerons and 
rudder were definitely effective below 
stalling oped: ] 


oe May €5 1928. 


NOON OFFICE: AMBERLEY HOUSE,NORFOLK ST © THE BLACKBURN AEROPLANE & & MOTOR COLTP 
RAND CENTR Us22. ee OLYMPIA LEEDS, ENGLAND. GRAMS: “PROPELLERS. LEEDS: 


KINDLY MENTION “THE. AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 


296 


The Aeroplane 


Bi 
eh. 


Aucust 8, 19 


ORDNANCE SURVEY REVISION BY AERIAL PHOTO- 
GRAPHY. 


Report on the Experimental Revision of the 1/2500 Ordnance 
Survey Plans with the Aid of Photographs taken from 
the Air. The Ordnance Survey. 62-1017. Published 
by H.M. Stationery Office. Price 4d. net. 

A report has just been published by H.M. Stationery Office 
on the experimenta! revision of the Ordnance Survey for an 
area near Eastbourne which was made by the aid of aerial 
photographs taken by the Aircraft Operating Co. Ltd. 


The main objects of this experiment were to determine :— 

(1) Whether improvements and alterations shown on the 
25 inch to the mule plans appeared sufficiently clearly on 
the photographs to enable them to be identified and cor- 
rectly classified. 

(2) To see whether the data given by the photographs 
are sufficient to enable the positions of all new features to 
be transferred to the plan with sufficient accuracy. 

(3) To discover the amount of revision or examination 
on the ground after the completion of plotting from the 
photographs. : 
The results showed that except in some types of light 

wire fences all improvements and alterations were easily 
identified, and that the information given by the photographs 
could considerably decrease the cost of ground work. 

With the means available plotting from the photographs 
was not possible with quite the required degree of accuracy, 
but, except perhaps in the case of isolated houses, this dith- 
culty could be overcome by improved plotting instruments. 
As houses are plotted by the ground line, and the eaves 
overhang this the ground line cannot always be seen im 
photographs. 

The amount of field work needed for aerial revision was 
under 50 per cent. of that required by the normal methods, 
although this included much checking of the photographic 
data which was required only to give the field workers confi- 
dence in the accuracy of the photographs. 

With accurate and reliable plotting from the photographs 
the opinion is expressed that the field work necessary could 
be reduced by a further one-third. 

The general conclusions drawn from this experiment are 
that aerial photography as a means of revision has already 
advantages over the present methods both as regards cost 
and accuracy in towns in flat country, on tidal flats and 
mudbanks and on foreshores. 

The efficiency of aerial survey depends greatly on the 
apparatus used. The camera used (a Williamson ‘‘Ragle’’) is 
considered suitable for Ordnance survey purposes, but there 
is room for much improvement in plotting apparatus. With 
better plotting apparatus the cost of office work would be 
greatly reduced, and more accurate results obtained. 

Aerial photography has particular advantages of value to 
the Ordnance. It gives a useful check on the original survey 
in which there are known to be some small errors. It re- 
duces the invasion of premises necessary by present methods, 
it is quicker, and should make possible a shorter interval 
between revision and publication of the revised plans, and 
finally the small-scale maps can be revised from the same 
photographs as are needed for revision of the larger-scale 
plans. With further development of methods the contouring 
of the six-inch and smaller maps could probably be done 
from photographs at a small cost. 

The report points out that owing to the speed of aerial 
photography, the Ordnance Survey will never be able to 
offer a continuous programme of work to a civil photographic 
firm. ‘The area revised for the 25-inch maps averages 1,670 
sq. miles per year, which is less than 100 days’ work for one 
aeroplane. 

As a result of the knowledge and experience gained in 
this experiment it has been decided to revise about roo sq. 
miles every year for several years by aerial photography only. 
When the staff has become experienced, and methods of 
plotting, etc., standardised, it will be possible to decide 
whether it will be»economical or not to adopt the method as 
a standard. 

The cost of this particular experimental revision was about 
45 per cent. greater than that of the normal revision that was 
made at the same time. With the improvements in methods 
of plotting and the reduction of field work which are believed 
to be possible this difference in cost would disappear. 

It is interesting to note that the contract price for the 
aerial photographic work on this experiment was £240, or £5 
per sq. mile, out of a total of £973 odd for the whole revision. 


THE MECHANISM OF AIR SURVEY. 


Apropos the letter by Major H. Hemming, managing 
director of the Aircraft Operating Co. Ltd., which was pub- 
lished in ‘THe AEROPLANE of July 25, the writer of the article 


on ‘‘ The Mechanical Plotting of Aerial Photographs ”’ replies 


as follows :— 
Major Hemming has read into my article many interpreta- 


f 


tions which it will not bear. That article was written | 
the information of those not possessing first-hand acquai: 
ance with the practical aspects of air survey, and not) 
teach the British companies engaged in that work th, 
business. 
There is nothing in the article which bears ont { 
suggestion that I think there is ‘‘ nothing between { 
mosaic... and the machine plot.’’ An intelligent reai| 
of the first half of the article which deals generally with { 
camera as a measurer of angles must realise that there ;: 
many ways of using this quality as a basis for plotti! 
systems. 
“I nowhere deride the skill of the pilot. On the contra 
I expressly state that accurate flying will always be i 
portant in survey work. : | 
The article is not meant to be a general treatise on | 
whole art and science of air survey. It is an attempt: 
give an understandable elementary account of one particu 
class of plotting machine. : | 
‘That the machines specifically mentioned are not Brit! 
arises because they are the only ones of which an intelligi 
description has yet been offered to me for public consur) 
tion. If Major Hemming can supply an equally intelligi 
description of the Fourcade instrument I shall be deligh; 
to try and deal with it adequately. a 
The suggestion that I am entirely unacquaint 
British research work on aerial survey 1S complete 
justified. I am not acquainted with any publishable ¢ 
of British experiments bearing on the subject of th 
whose title Major Hemming quotes correctly © 
thereafter to have forgotten. 
That the use of plotting 
is at present not economical is quite definitely sta 


and one : 
Southam 
Supermar 


A FOREIGN ORDER!—The bow, 
engines, of an all-metal Supermarine 
(Napiers) sold to the Japanese Navy by the im 
Aviation Works Ltd., of Southampton. In the cock 
of the machine are seen the Japanese Commissi 
charged with accepting the machine. Sitting down 
Mr. Arikawa, and standing from left to right 
Captain Shozawa, Commander Awaya_ and Comman¢ 
Wada, Imperial Japanese Navy. 
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The efforts of the Societe 
Lorraine ensure steady 


Over 5,000 
engines are in 
use all over’ the 
World. They are fitted 
to all types of aircraft, having 
made themselves indispensable by 
their regularity of operation. Their 
(use in service has confirmed the brilliant 
reputation which they have obtained in the | 
number of big flights made during recent years. 


LORRAINE 


Telephone : Wagram 99.87. 


SOCIETE 


Works : Argentcuil (S. et O.) 
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‘““AUTRES PAYS, MEMES MCEURS.” 


During the last days of the recent Paris aero show a 
famous aircraft constructor was holding forth in emphatic 
tones before a certain light aeroplane there exhibited. 

‘This machine is a little marvel,’’? he said, ‘‘ yet there is 
nothing mysterious about it. The design and the details 
of construction are all straightforward and follow well-known 
lines. = 


“Then why don’t you build machines like it?’ said one 
of his hearers. 
‘©T only wish I could,’ said the constructor. ‘ But with 


the materials I can use I can’t get near to this machine’s 
structure weight.” 

‘‘But how so?”’ said the listener. 
rate timber and three-ply, can’t you? ”’ 

“J certainly can’t get anything to touch the stuff they 
use on this job. Look at that leading-edge—it’s just a 
sheet of three-ply bent to shape. I defy you or anyone else 
to: make one like it out of our three-ply. And look at the 
one-millimetre ply-wood on that fuselage. That stuff is as 
flexible as fabric, but the whole job is strong and light.” 

‘‘Qur three-ply merchants have to use a glue specified, 
tested and approved by our official technical services, which 
makes a three-ply so stiff and brittle that you can’t possibly 
use it in the way this stuff is used. We should have to use 
something much thicker and heavier, merely because our 
official material specifications are as rigid and inelastic as 
our three-ply. 

““ And because we have to use unnecessarily heavy mate- 
rials in one part of our structure the weight of every other 
part has to go up to take care of the increased stresses 
resulting from that unnecessary weight. 

“To build cheap light machines you must use suitable 
materials intelligently, and you can’t do that when you are 
tied to rigid material specifications.” 

This is not the complaint of a British aircraft constructor. 
It is a free translation of the alleged remarks of a French 
constructor (apropos the Klemm Daimler light aeroplane) 
which were published recently in Les Ailes. 


NOTES FROM SWEDEN. 


Aero Transport A.B. have arranged for a propaganda tour 
round Sweden of one of their Junkers F.13 machines, in 
order to stir up public interest in flying. 

A tour which should have already produced such an effect 
has just been completed by a Swedish pilot flying a De 
Havilland Moth. This tour has covered 4,375 miles in some 
60 hours’ flying time, and during the whole course the pre- 
ordained schedule has been kept accurately. 

The new flying school near Stockholm opened by the 
Swedish Aviation Society has trained 22 pilots to the licensed 
stage in its first seven weeks of operation, and has made a 
total of 4,000 flights in this period without mishap or damage 
to either person or machine. 

The machines used at this school are De Havilland Moths, 
and the aerodrome used an ice surface near Stockholm. The 
ice having thawed, the Moths have been fitted with floats. 

The school will move to Gothenburg, and Malmé later, 
where summer courses are to be given. 


THE BUSK STUDENTSHIP. 


The trustees of the Busk Studentship in Aeronautics, 
founded in memory of Edward Teshmaker Busk, who was 
killed in an aeroplane accident at Farnborough in 1914, have 
awarded the studentship for the year 1928-29 to Mr. John 
Joseph Green, B.Sc., of the Royal College of Science. 


HARD LUCK. 


Capt. Ferrarin and Major del Prete, who recently made a 
non-stop flight from Rome to Brazil on a Savoia S.64 mono- 
plane, were compelled to land on the beach some’ 60 miles 
north of Natal at the conclusion of that flight and slightly 
damaged their machine. 

On July ,30, the machine having been repaired, they left 
for Natal, but in’ alighting there they unluckily struck a 
soft patch and the machine overturned. 


THE AIR PORT OF JERSEY. 


The Secretary of State for Air, with the concurrence of 
the Jersey Piers and Harbours Committee, has, approved 
as a Customs. aerodrome an area of sea of three-quarters of 
a. mile radius, having its centre at Elizabeth Castle, ‘St. 
Aubins Bay. The necessary licence has been issued. 


A GOOD PULL UP FOR MOTHERS. 


Those who are Mothing, Avianating, Bluebirding, Widgeon- 
ing, Imping, or Spartaning in the neighbourhood of Oxford 
are asked to note that there is a very good hotel named 
“The Dog House ”’ adjoining Frilford Golf Course which pos- 
sesses a large field suitable for the use of light aeroplanes. 

Mine host, Mr. Chandler would welcome aviators and would 
be glad to give particular attention to their needs. 


“You can get first- 


| 
+ 


THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec.: Harold HE. Perrin, 3, Clifford Street, London, W.1.] 
Report for week ending Aug. 5. ; 
Flying Time 51 br. 45 min. Instruction 21 hr. 10 min. Solo} 
hr. 35 min. Instruction.—Messrs. G. S. Charles, B. O. Davis, | 
Bonniksen, W. L. M. O’Connor, H. W. Marlow, G. A. Hil} 
H. Sutton, E. Rs Andrews, H. R. Presland; H.-€. ergel, — 
Blyth, R. F. Adams, J. W. Harrison, E. H. Thierry, J. W. Bow 
A. E. Mines, C. Peckham, Miss Wilson, Miss Hicks, Mrs. B. Thi} 
Capt. R. S. Rattray. Soloists—Messrs. E. L. D. Moore, @ | 
Larden, I. Roche Kelly, ,P. W. Hoare;, PB: (A> (Walleye) Can 
Will Hay, J. J. Hofer, S. Nesbitt, N. J. Hulbert, B. O. Davis, | 
Hearne, W. L. .‘M. O’Connor, EH. S. Brough, E. H. Thierry, | 

Davey, Miss O’Brien. 1 
Flying Return for the. month of July, 1928. ol 
Dual Instruction 71 br. 40 min. Solo Flying 97 hr. 45 min| 
enger Flights 16 hr. 10min. Test Flights 15 hr. 10 min. Total | 
Time 200 hr. 45 min. i j k 5 eal 
Flying Return for the Twelve months. ending July 31, 1028. _ 
Dual Instruction 656 hr. 35 min. Solo Flying 547 hr. 5 min} 
senger Flights 97 hr. 15 min. Test Flights 112 br. 55 min, | 
Total number of Flights 3,721. Total Flying Time 1,413 hr. 5) 
The Yorkshire Aeroplane Club. | 


Flying Time 32 hr. 10 min. Instruction 13 hr.-5 min. Soloists } 
35 min. Passengers 30 min. Instruction.—With Mr. Becki 
Ellison, Messrs. Watson, Clayton, J. Blackburn, Ellison, B 
Brown, Arundel, Gibson, Clarke, M. B. Lax, Fitton 
Parks. Soloist—Mr. Fitton. ‘“ A” Pilots—Messrs. Thomso 
Ellison, Reynolds, Birch, Wood, M. B. Lax, Ambler, - 
Norway, Humpheries. Passengers.—3 ; 

Despite all our hopes we have been unable to get” 
back in time to make this machine serviceable for t 
However, we started off cheerfully with two machines y 
in the late afternoon Fate decreed that one should be take: 
us. Mr. Ellison was coming in to land in the ordinaj 
away went the bracing cables, result as usual, complete un 
airscrew, etc. Our only surprise is that this has not happened’ 
for one might just as well be landing on and taking-off gra 
from our arid aerodrome in its present condition. ~ me 

This week’s funny story.—A letter arrived the other day ade 
to the Secretary, The Leeds Flying Club, and started off as foll 
“Dear Sir,—I have got one of your member’s birds up in 1 
and have fed and watered her for several days .... Ring No. 17 
XL, 660,” etc. (This was duly forwarded to the Pigeon Club.) 

The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, Hamble Aerodrome, Southampton.] | 

Report for week ending Aug. 3. Ba 

Flying Time 66 hr. ro min. Instruction 37 hr. “A” Pilots 
35 min. Soloists 3 hr. 5 min. Passenger Flights 13 hr. 25 min. 
2 hr. 5 min. Instruction—With Flt. Lt. F. A. Swoffer and Mr. 


IS. LARGELY A ae 
MATTER OF KNOWLEDGE. — 


Read all the Best Books: wi 


concern your Profession. 


TECHNICAL BOOKS, 

WAR BOOKS, 4 
BOOKS ON STRATEGY, 
OFFICIAL PUBLICATION: 
HISTORICAL BOOKS. 


Supplied by of 

“THE AEROPLANE” BOOK DEPARTME) 
Cannon House, Pilgrim Street, Ludgate Circus, E. C 
‘See EAC RR ARLE EN ES TT 
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WESTLAND AIRCRAFT 


THE WESTLAND WAPITI. 
(Photos 1 & 2.) 
With Jupiter VI engine. A General 
Purposes Aircraft suitable for recon- 
naissance, bombing, wireless and 
advanced training, etc. Fitted with 
Handley Page Automatic Slot Gear. 
As supplied to the Royal Air Force. 


THE WESTLAND WIDGEON. 


(Photos 3 & 4.) 


An ideal light 'plane for the private 
owner, Club use, etc. Robustly con- 
structed to exceedingly high standards 
a machine the excellence of which will 
be appreciated by the most experi- 
enced as well as the new pilot. 
Possesses exceptional controllability, 
even when in stalled flight. Folding 
wings—no rigging to require adjust- 
ment—excellent view for pilot and 
passenger. Low running costs, 


In the KING’S CUP RACE 
3 Widgeons entered and 3 completed 
the course. 


WESTLAND AIRCRAFT WORKS 
(Branch of Petters Limited), 
Contractors to the Air Ministry, 


YEOVIL, ENGLAND. 


KINDLY MENTION “ THE AEROPLANE” WHEN CORRESPONDING WITH ADVERTISERS. 
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Neave, Buckley, 


Dudley—Messrs. Coode, Colls, Goldman, Craske, 
Roe, Clifford, 


Sturge, Dalrymple-Smith, Hall, Campbell, Mole, A. V. 
Brodrick, Evershed, Endacott, Mariner, Phillimore, Thorn, Cater, 
Reuther, W. Martin, IT. Martin, Doxatt, Brewster, Agar, Turner, 
Grahame Gibbs, D. Rumble, Berney, Redwood, Lt. Du "Cane;,Sa= Ldr. 
Bradyll-Johnson, Comdr. Bell, Dr. Russell, Miss Grace, Mrs. Crook, 
Miss Melvill, Capt. Molyneux. “4” Pilots—Messrs. Wills, Heath, 
Hayter, Fagan, Michelmore, Larden, Wells, Tillard, Parker, H. King, 
Miss Grace, Flt. Lt. Crawford, Don. J. de la Cierva, Capt. Kirby. 
Soloists.—Messrs. Curtiss, Nithally Colls, Sturge, Dalrymple-Smith. 
Passengers .—34. 

Our President, Lord Louis Mountbatten, paid a visit to the Club 
on Aug. 2, and was flown back to his residence by Fit. Lt. Swoffer. 

Lady Brecknock, who came over in the morning, returned to lunch 
by air, the Chief-Instructor landing in front of the house. 

Mr. Colls passed the tests for his “A” licence the machine finish- 
ing 20 yards from the mark in both tests. Mr. Dalrymple-Smith and 
Mr. Sturge both did very successful first solos. 

The Club closed down on Friday for 10 days and the Chief Instruc- 
tor states it has been the longest week he has ever known. 

The-month of July was another record for the Club, the total flying 
time beating the previous record by 55 hr. 

. Total Flying Time for July 255 hr. 15 min. 
Soloists 33 hr. 


Instruction 135 hr. 40 
Passenger 


min. “A” pilots 58 hr. 30 min. 10 min. 
Flights 21 hr. 30 min. Tests 6 hr. 25 min. 
The Norfolk and Norwich Aero Club. 
fManager: Basil Young, The Aerodrome, Sprowston.] 
Report for week ending Aug. 5 
Flying Time 24 hr. 40. min. Instruction—With Mr. Young—Mrs 
Cator,. Messrs. R: Harvey, A. Richardson, J. Simmons, G. Wharton, 


A. Cooper, C. Ranssome, D. Cobbellis, C. Land. Soloists.—Messrs. C. 
Gowing, A. Richardson, H. Cator, C. White, G. Barker, F. Gough, 
W. P. Cubitt, R. Potter, N. Brett, T. Image, E. Varden Smith, H. 
Neave, E. Lambert, G. F. Surtees, W. A. Ramsay 

The fine weather which appears to have set in for a time has 
attracted quite a goodly crowd. When we are blessed with the return 
of our Moth> we hope to soar into the heights of 4o and 50 hr. 


The Bristol. and Wessex Aeroplane Club. 

[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.) 

Report for week ending Aug. 4. 

Flying Time 37 hr« 45 min. Instruction 25 hr. 25 min. Soloists 4 hr. 
15 min. “A” Licence Soloists 2 hr. 45 min. Passengers (17 flights) 
3 hr. 30 min. Instruction—With Mr. Travers—Miss Miles, Messrs. 
Peters, Allinson, Rogers. Chopra, Singh, Lynas, Neale, Charlton, 
Hibbert, Greenhill, Clarke, Keeling, Byrnes, Dr. Farr. With Mr. 
Culverwell—Messrs. Allinson and Fox. With Mr. Tratman—Messrs. 
Lynas, Allinson, Greenhill, Heaven, Clarke and Byrnes. 

Our total for this week is the best we have done yet. First solo 
flights were made by Mr. Greenhill and Mr. Lynas. Other soloists 
under instruction were Miss Miles and Mr. T. H. Clarke. 


The Liverpool and District Aero Club. 

[Sec.: A. lL. Nickerson, Hooton Park Aerodrome, Hooton.} 
The Liverpool and District Aero Club has now been flying | 
month, but (like Brer Fox) has laid low. 
The Royal Aero Club King’s Cup Committee were optimists Gy 
to entrust us, a new Club, with the control arrangements aj 
Hooton Park Aerodrome, with the immediate result that. Satu 
July 21, was decided upon as our official opening day, and 4 
Display arranged for the afternoon. Notwithstanding that this 
our first attempt, as a Club, of running a race control, the R. 
were good enough to remark that our arrangements were admi: 
The programme began at 14.30 hr. with a balloon bursting — 
petition followed by racing, bombing, and other events and d 
the interval for tea a polo match was played by our friends 
Wirral Polo-Club, who have their pitch on.our aerodrome. 
turn of the Ape ANOe was an aerobatic display by two m 
belonging to the Club) which arrived out of the blue, tore 
sphere into chunks, did some of the prettiest slow rolls 
seen—and departed. .... hl 
The Avro Avian machine presented to the Club by our | 
Sir. Frederick Bowring, was then christened Terra Nov 
Ursula Filmer Sankey. ...One wonders how dry Mono; 
with XX—none of the former was left in the bottle when one | 
it later! Lady Ursula and her sister, Lady Mary Gros) 
the air with Lt: Bentley, as did also Miss Margaret Bevan, 
Lady Lord Mayor. 

Our second machine, Rangela, XY, presented by Sir 
Cain, was also much in evidence, and won a race. . 

Our third Avian, WK, has now been delivered and 
mellowing influence of a Supper Dance. at the Adelphi 
pool, on the night of the 20th, and, the honied brigan 
R. H. Thornton, our Chairman, will no doubt soon. be- 

The Lancs. Aero Club, who have shown a most. spor 
giving us every possible assistance. from the beginning 
kindly sent over a machine to help. things along and 
visiting owner-pilots were Miss W. Brown (Avian), Mr. K 
(Moth) and Mr. W. Styram (Avian). Visiting owne: 
presented with silver ash-trays suitably inscribed. 

Although we do not. benefit under the Subsidy Schem 
is in a very enviable state, its members numbering 130. 

Hooton Aerodrome is one of the finest in the North, | 
has sole use of a magnificent hangar and auxiliary building 
three Avian machines, Tieut. Bentley as Chief Instructor 
Howard Pixton as Ground Engineer, ie 

Flying only started on July 3. 
follows :— 

Total Flying Time 63 hr. 38 min. Pilots]. B. Allen 
Iustructor), V. Crosthwaite, H. Christie, F. Davison, W. Leete, 
Instruction.—Messrs. E. H. Williamson, W. G. Barber, J. W 
Irving, E. C. Francis, J. MacClure, R. Barker, W. A. Wilcox, 
Mitchell, H. R: Sirtill, T. H. Williamson, G. Davey, J. 


Our record to July — 


Wireless message from Capt. Courtney. 


“RESCUE ENTIRELY DUE TO MARCONI WIRELESS 


Captain Courtney’s conviction that no attempt to fly across the Atlantic shoul: 
be made without wireless equipment has been dpathadieaite confirmed. 
who has flown across the South Atlantic, and dine 


Commander Franco, 
experienced flyers agree with him. 


No other Company 


ALL LONG-DISTANCE FLYERS SHOULD CARRY MARCONI WIRELESS 


MARCONI’S WIRELESS TELEGRAPH COMPANY, LTD 
| MARCONI HOUSE, STRAND, LONDON, W.C.2. 


Telegraphic Address: Inland, Expanse, Estrand. London. 


a ee 


in the world has had as much experience as th 
Marconi Company in fitting wireless apparatus on aircraft of all types. | 
The Marconi Company provided the wireless equipment for bot 
Captain Courtney and Commander Franco. 


Foreign: 


—COURTNEY. 


Expan<e, London. Tele' hone: City 8710 and City 94: 
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STANDARD SIZES. 


Hub 


Hub 


pi [Whee Track Tyre Wheel Track Tyre |Wheel Track 
=e mei Length Bore Line Size No. | Length | Bore | Line Size | No | Length| Bore | Line 
m/m m/m m/m | m/m m/m m/m : f mim | mm mm 
375X55 {168 | 111.12 | 25.4 | Central] 700x100 /112 150. | 38.09 Central] 1000x150 1210 | 185. | 60.32 | Central 
300x60 | 16 | 111.12 | 25.4 | Central ee ty. | sae oRtt2! | 1000x180 (148 | 220. | 80, | Central 
450x60 | 30| 89. | 31.75|Centrall .-, ; Sue eee cian central 
iy 172 130. 38 09 Centra! 650 x 125 l 19 78. | 55. 132/46 9 155 220. 66.67 Central 
j & 147 | 178. | 55. | Central 4 166 | 185. | 55. | 125/60 
575 x 60 a 188, 28. | Central es 188 120. 34.92) Central af meee cee ihe 
” 1 50. 38.09| 104/46 | 900 X 230 }107 | 185. f entra 
Mires 9126; | 3492|Central| 790% 125 | 77 | 178. | 44.45) 132/46 | |g] 185. | 55, | 125/60 
92 | 185. | 5 135/50 
» | 90} 150. | 38.09|Central] oe Sk x 128 | 220, | 66.67 | Central 
; 95 185. | 55. Central 137 | 250. | 80. | Central 
650X65 | 78 | 178. 44.45| 132 46 . 99 | 178. | 38.89| 132/46 4s 157 | 185. | 80. {Central 
»  |100 | 178. | 38.09] 132/46 se 176 178. | 44.45 | Central * | 
» 101 | 178. | 31.75) 132 46 ; 179 | 178. | 55. | 132/46 }1100x 220 134 220. | 66.67 | Central 
800 x 75 i fa: coh Central goo x 150 161°] 185. | 55. 135/50 * 1136 | 250. | 80. | Central 
” . . 4,46 162* 185. | S | ] | 
» 186] 120. | 3492|/Central| eel Set ee eel bern eae j192 | 185. | 60.32 Central 
fe 190 150. 38.09 | Central , 169+) 185. | 55. | 135/50 Pr Lae 185. 55. | 125/60 
700X75 | 78 | 178. | 44.45| 132 46 2 177 | 185. | 55. 135/50 {1250 x 250 |133 | 250. | 80. | Central 
" 79 | 178. | 44.45/ Central , 183 | 185. 55. | Central. 154 | 304.8) 101.6 | Central 
«» 100} 178. | 3809| 132 46 - 211*) 185. | 60.32) 135'50 


» {101 | 178, | 31.75! 139/46 1500 x 300 3s 304.8 | 101,6 | Central 


00x100 | 77 | 178 1000 x 150 167 | 185, | 55. | 125/60 x 126 | 304.8! 152.4 | Central 

. . 2 ’ | 4 | | | } 
Mires cice | atccot. . kz4"| 250 | 80. | Central oso x 300:|120.| 400. | 152.4| Central 
‘ Me ee 182°) 185) 85... Central 191 | 350, | 150.3/ Central 

. bby 185. 166. | Central : 187 | 220. | 66.67 Central " a) 
” 99 | 178. 38.89 | 132 46 fe 201 | 185. | eal 125.60 }17=0 X3£0)|193 | 400. | 125. | Central 
"heels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. tWheel No. 169 ts fitted with Ball Bearings. 

Grease gun equipment is n w a standard fitting on all wheels. 
rey Contractors to the Admiralty, the War Office, and the Air Ministry, _ 
e — . 

rrcord, Cannon, London." -:-100-I06, CANNON STREET, LONDON, E.C.4. Ae 
PARIS: 31, Rue la Boétie. (365) 
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BRITISH 
GOVERNMENT 
REPORT 


just published, declares that 


Ethyl Petrol as a motor fuel 
involyes no more danger to 
health than ordinary petrol, 


ETHYL is SAFE 


Ethyl Petrol has been in constant use ° 
by millions of cars without the remotest 
trace of harm to vendor, user, or engine. 


Don’t think of Ethyl as merely a 
superior grade of ordinary petrol. It is 
an entirely new invention, a fuel which 
almost magically STOPS ENGINE 
KNOCK and gives you marvellcusly 
improved climbing, with consequently 
less gear-changing. Fill up TO-DAY 
with this wonderful new fuel—-Pratts 
Ethyl Petrol—which has caused such 
a stir in the world of motoring since its 
introduction. 


CONSTITUTION OF THE 
GOVERNMENT COMMITTEE 


By Minute of 2nd April, 1928, the following members 
were appointed ;— 


Sir Frederick J, Willis, K.B.E., C.B. (Chairman). 
Mr. J. C. Briage, F.R.C.S.E , M.R.C.P.E. 

Sir George S Buchanan, C,B., M.D., F.R C.P. 

Mr. A. Chaston Chapman, F_I.C., F.R.S. 

Professor W. E. Dixon, M.D., F.R.S. 

Major W. R. Galwey, O.B.E., M.C., M B. 

Mr. C. H. Lander, C.B.E., D.Sc. 

Sir Charles J. Martin, C.M.G,, D.Sc., F.R.C.P., F.R.S. 
Mr. D. R,. Pye, M.A. 

Sir Robert Robertson, K B.E, D.Sc., F.RS. 

Sir William Willcox, K.C.I.E., C.B., M.C, F.R.C P. 
Mr. S. F. S. Hearder (Secretary), 


aa 


I | 
Distributed by the Proprietors of 
PRATTS SPIRIT, famous for 30 years. 


A. O. Chatterley, J. O. Sparke, E. G. Andrews, J. F. Perkins, A. 
Barnes, J. P. McGeagh, R. D. Keniston, W. L. Goodman, §S. 
Henderson, R. H. Thornton, IT. H. Naylor, J. R. Alcock, J. Ben; 
the Rev. Woosnam-Jones, Mrs. Naylor, Miss M. Hughes, Miss D. & 
Mr. McClure, our first ab initio, was launched on his first solo 
the evening of the 29th and put up a very good show—we still i 
three machines and no additional. grey hairs. | 
Mr. Benson (who is also a member of the Lancashire Club and 
done quite a’ few hours with them) did first solos on the ever 
of the 31st with great success. iar | 
It is hoped that private owners and others will take full advant 
of the Club’s Aerodrome when visiting the Liverpool, Birkenhead 
Chester Districts. A Ground Staff is available daily (except Monda 
Will those wishful to become members note that no entrance 
is payable by members joining before Nov. 1, 1928. 


The Berks, Bucks and Oxon Aeroplane Club. | 

[Hon. Sec.: Miss L. Cribb, 12, Highmoor Road, Caversham, Readi: 

The Berks, Bucks and Oxon Aeroplane Club has been formed 
serve that country which falls between territories served by 
London, Hampshire and Bristol and Wessex Clubs. on 

A very active committee is in being, headed by Mr. Arthur Rus 
M.B.E., and efforts are now being made to obtain the neces; 
financial help to enable the Club to begin operations with a g 
aerodrome, two aeroplanes, a shed, a Club-house and the neces 
staff. j | 
So far no definite site for the aerodrome has been chosen, altho 
several have been inspected. The dffiiculty up to now has not t 
to find a suitable site, but to choose a location that is going tc 
most convenient for the majority of members. 

The Club Secretary will be glad to hear from anyone who is. 
terested in the operation of a Flying Club in the above district » 
full particulars of membership fees and flying charges, together ), 
a form of application for membership will be sent to all those: 
interested. The Club would also be glad to hear from anyone — 
is willing to guarantee financial assistance to enable it to pass thro’ 
the initial stage prior to the application for the Government grant 

The Swanage and Isle of Purbeck Aero Club, 

A meeting was held in the Town Hall, Swanage, on July 27, Ww 
Lt.-Col. I. A. Strange, D.S.0., M.C., D.F.C., late R-F.C. and R.. 
and Dorsetshire Regiment, gave a lecture on the progress of avia) 
and recommended the formation of a light aeroplane club for Swar 
and the Isle of Purbeck. Col. Strange was supported by Capt. Gi) 
Chairman of the Bournemouth Branch of the Hampshire Aerop) 
Club. N 

Of those present about eleven expressed their wish to learr| 
fly, but everybody expressed willingness to help the developmen: 
aviation. A temporary Committee was elected to go into ways | 
means. } 

This Committee consists of :—Chairman, Col. Strange; Commi. 
Capt. Jackson, Messrs. S. H. Parry, Lawson, Brown, C.: CasygaeD e: 
Barrett and Dr. Rees. Communications should be addressed to | 
Strange at Worth Matravers, Dorset. | 

The Winnipeg Flying Club. 

[Sec.: F. D. Bradbrooke, 903, Lindsay Buildings, Winnipeg.] 

Report for week ending July 15. 

Flying Time 54 br. 23 min. This brings the grand total to 216) 
4o min. and the total number of flights to 1,924. 

Dual instruction accounted for the large proportion of time, bi 
28 hr. 22 min. Students were Mrs. Oakes, Messrs. Antonbring, Bat’ 
Beketov, Cockburn, Cook, Furnival, George, Grainger, Thomas, F! 
hill, Gardner, Hitchen, McBean, McDougall, McMillan, MacFarl. 
Newart and Nanton. Soloists 18 hr. 52 min. with Miss Magill, Me’ 
Alleyn, Bradbrooke, Brookes, Barager, Crosby, Crabbe, Haldane, }: 
ridge, and Straith. Passengers were flown for a total of 6 hr. 30 *! 
as follows: With M. de Blicquy—2. With Mr. Partridge—4. i 
Mr. Straith—3. With Mr. Crabbe—1. | 

A variety of incidents enlivened the week. Each machine s: 
on its nose in a soft spot, breaking the propellor of KU. ; 
Barager passed the flight tests for his commercial licence and | 
Bradbrooke the flight tests for his private licence. The examine 
was conducted by Sq. Ldr. Cowley, who thought the latter was! 
first licence to be granted to a beginner in a flying club in Can! 
Mr. Crosby indulged his well-known propensity for tail-spinning? 
holding KB nose downwards for 17 turns. 

Report for week ending July 22. { 

Flying Time 52 hr. 34 min., the solo machine, KB, putting in aly) 
exactly one-third of it. The total club time to date is 260 flying 
and 2,300 flights. Instruction.—With M, de Blicquy—gx hr. 43 mi 
Messrs. Antonbring, Beketov, Barker, Cockburn, Crane, Cook, F 
val, Gardiner, George, Ovas, Sutherland, Grainger, Hitchen, MceMi) 
McDougall, McBurney, MacFarlane, McBean, Newart, Nanton | 
Thomas. Messrs. Nanton and Barker made successful first s) 
Other solo work done by Messrs. Alleyn, Bradbrooke, Brookes, Baré- 
Barker, Crosby, Haldane, Nanton, Partridge, Straith, Miss Magill,’ 
a total of 15 hr. 13 min. | 


Dr. Alleyn was examined for his private pilot’s licence on Juli: 
by Major L. F. Stevenson, R.C.A.F., and passed his flight tests. 
Passengers.—_With M. de Blicquy—1. With Mr, Partridge—3. 
Both machines put in a long week’s work in perfect cond < 
throughout. The only incidents out of the routine were 4 fligh 
17,000 ft. by Bradbrooke in KU on July 20 and an exceedingly © 
ful landing by Brookes in KB when caught in a squall on July : 


FLYING SCHOOL. 
The De Havilland’ School. : | 
Report for week ending July 29. . 
Flying Time 242 hr. 10 min. Instruction.—Dual—ir00 hr. 45 
Solo—123 hr. 15 min. Other Flying 18 hr. 10 min. 
This has been another excellent week, with still more pupils. f 
another Moth has been added to the School. Nine pupils did 
solos, four obtained ‘* A” tickets, and one passed his “B” Licen, 
On July 25, Capt. de Havilland, flying a new Gipsy Moth, witl? 
wife as passenger, broke the Height Record for Light Aeroplanes. 
Nine new Moths were tested, and among the new owners ta 
delivery was the Hon. D. F. Tennant, who is keen on his new he 


| 
| 
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Aviation Department, , | 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 12; Monday, 40; Tuesday, 36; Wednesday, 42; 

Thursday, 39; Friday, 40; Saturday, 33. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich ; London—Ostend—Brussels—Cologne 
turn: Machines 94, passengers 850, freight 32 tons. 

AIR UNION: 

Paris—London and return: Machines 56, passengers 339, freight 133 
tons. 

AG] Bai 
Amsterdam—Rotterdam—London and return: Machines 40, passengers 
346, freight 6 tons. 

SABENA } 
Brussels—London 
2 tons. 

DEUTSCHE J.UFTHANSA A.G. : 

Amsterdam—lLondon and return: Machines 31, passengers 104, freight 
5 tons. 
PRIVATE : 
Machines 10, passengers 5. 
Total number of trips by British Machines, 103, carrying 855 pas- 
sengers. Foreign Machines, 139, carrying 856 passengers. 
COMPARATIVE FIGURES. 

Week ending Aug. 4: 
Machines, 242; Passengers, 

Corresponding week, 1927: 


and re- 


and return: Machines 11, passengers 76, freight 


1,711; Crews, 465; Total personnel, 4,176. 


Machines, 193; Passengers, 1,248; Crews, 322; Total personnel, 1,570. 
Corresponding week, 1926: 

Machines, 192; Passengers, 1,220; Crews, 237; Total personnel, 1,457. 
Corresponding week, 1925: 

Machines, 169; Passengers, 941; Crews, 242; Total personnel, 1,183. 
Corresponding week, 1924: 

Machines, 181; Passengers, 930; Crews, 225; Total personnel, 1,155. 


Corresponding week, 1923: 
Machines, 146; Passengers, 682; 
Corresponding week, 1922: 
Machines, 209; Passengers, 
Corresponding week, 1921: 
Machines, 155; Passengers, 462; Crews, 144; Total personnel, 606. 
Corresponding week, 1920: 
Machines, 115; Passengers, 240; Crews, 144; Total personnel, 384. 
Note.—In addition to the Croydon traffic shown above, K.1..M. have 
during the past week run 12 machines, carrying 5 tons of newspapers 
between Lympne and Ostend. 


Croydon Notes. 

The week before August Bank Holiday is invariably one of 
extra heavy traffic, despite the, fact that the greater part of 
that traffic still seems to be composed of American tourists 
to whom presumably Bank Holiday has no appreciable mean- 
ing. What happens, of course, is that British holiday-makers 
swell and increase the normal flow of mainly American 
traffic. 

Apropos American tourist traffic, there seems to be quite 
a fashion for American women tourists to travel, by air 
at least, in parties exclusively feminine. There have been 
three or four cases lately of parties of twenty women who 
have filled an Argosy, and it is certainly not because these 
particular parties were composed of individuals who would 
be expected to have difficulty in finding male companions. 
In some instances at least the very reverse would happen. 

Sir Sefton Brancker, who travelled to Paris by Imperial 
Airways on Friday of last week, had to be content with a 
seat in G-EBIX, which ran the second extra mid-day service 
on that day. It was generally considered thoroughly appro- 
priate that the D.C.A. should travel in what is now known 
as the ‘‘ Pride of the Fleet,’ though some critics professed 
to believe that the use of this particular machine on this 
particular occasion was merely part of a scheme to cure 
him of his hankering for thick-wing monoplanes. 

Mr. van Lear Black, after a few weeks spent in sampling 
the joys of yachting, has now reverted to air-borne craft 
once more and left Croydon on Friday for Paris. 

H-NADP, the Fokkér F.VII-3M with three Titan engines 
on which he started for the Cape, is now in his service once 
more, aud was used on this occasion. 

Apropos the discontinuance of this flight, it appears that 
the trouble which led to its abandonment was nothing more 
than the failure of an old three-ply patch on the wing, which 
in conjunction with a somewhat rough-running engine, led 
to wing-vibration of a type abnormal on this make of 
machine. ‘The machine was not new, it had several years 
of service before it was converted to take the new engine 
arrangement, and the necessary repairs, though small in 


Crews, 233; Total personnel, 915. 


Crews, 342; Total personnel, 1,076. 


7343 


@ limes) 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


Telephone: THROUGHOUT THE WORLD. Telegrams: 
BISHOPS - Manufactured to Specification 2.V.3 b AND 
GATE 5641 anufacture o Specification y a aN. 


THE AERONAUTICAL & PANEL PLYWOOD CO., LID., 218-226, 


themselves, could not be made in the Sudan only because 
the lack of materials and skilled labour. 

G-EBIX—which is the Handley Page Hamilton—has ju 
been fitted with a new type of windscreen to the pilot’s coc 
pit. ‘This screen consists of a sheet of non-splintering gla 
sloping backwards at about 45° with above it and behind 
a pair of similarly inclined sheets of glass, parallel one | 
the other with a gap of several inches between theni. 

The first sheet deflects air upwards. In the ordinary wi 
this air would curl over the top of the screen and into tl 
pilot’s face. ‘The second pair of sheets behind and above t! 
first however act as a sort of injector, picks up the air d 
flected by the first and takes it well above the heads of t! 
pilot—who is thus thoroughly protected from the wind. 

The gap between the lower and the upper section of t 
screen gives an entirely open slot through which there is 
view which cannot be obscured by rain or snow. This ne 
screen las been tried out in the form of a three-ply moc 
up in front of the mechanic’s seat, and has been found ve 
satisfactory. If the complete screen now fitted is as sat 
factory as it promises to be it will go far to solve t 
problem of giving the pilot adequate protection plus a sat 
factory view in bad weather. 

A NEW GRADE OF PILOT. | 

An Amendment to the Air Navigation Act of 1920 ma 
by order in Council and published in The London Gazei 
of Aug. 3, provides for the institution of a new grade 
Pilot’s Licence to be known as ‘‘ a master pilot’s certificate 
Apparently the possession of this grade of certificate is 
become necessary for the pilot of civil aircraft under certe 
conditions which at present do not seem to have been p 
cisely indicated. . 

The qualifications requited for the new grade of certific: 
have not vet been specified in detail. They are, it 1s und 
stood, to include a lengthy experience of flying both la 
machines and seaplanes and a considerable knowledge of. 
navigation. | 

BRISTOL AIRCRAFT FOR MEXICO. — 

he Bristol Aeroplane Co. Ltd. has recently delivered 
batch of twelve aeroplanes to the Mexican Government a 
these have been duly erected at Mexico City under the sup 
vision of Mr. A. S. Suddes, an engineer of the Bristol Co 
pany. 
; This order, which was secured by Mr. H. G. Fletcher, w 
respresents the Bristol Company in Mexico, comprises | 
Bristol Fighters and two Bristol Boarhounds (all-metal). | 

A Mexican War Department commission, headed - 
General J. L. Amézcua, was present at Filton when th 
machines were tested and it was delighted with their p 


formance. 


AVIANS FOR THE U.S.A. aq 

Air Associates, Inc., of New York City, has been appoin 
an agent for the sale of the Avro Avian in the Hast 
U.S.A., and has placed an order for twenty with A.I 
Cirrus engines and Handley Page automatic slots. 

The first two have arrived at Curtiss Field, Long Isla 
N.Y., where they will be demonstrated to the public. _ 

‘The Northrup Airplane Company of Minneapolis is 11 
ducing the Avian into the Western States and has 
machine in Minneapolis for demonstration purposes. 


TRAINING AIR SURVEYORS. 

Owing to the growing demand for air surveys, and 
difficulty of finding the necessary number of men skilled 
the details of Air Surveying, the Aircraft Operating Go. | 
have recently embarked on a scheme of training personnel 
their own needs. Ny F 

Under this scheme the firm has taken four men, all v 
engineering degrees, straight from the Universities, an 
putting them through a complete course of  traming 
air survey work, including flying. 

Two of these new recruits come from Brasenose, Oxf 
one from King’s College, Cambridge, and one from the ( 
and Guilds College, London. One of the Brasenose mé 
a Rhodes scholar from South Africa—is to join the Airc 
Operating Co.’s permanent base at Bulawayo on complet 
his training in England. The other B.N.C. man and» 
one from King’s College, Cambridge, have had some e€Xf 


. . . . | 

ence with the firm’s Brazil expedition, and the man fi 

London, who has taken a special course 10 mtg | 
rica. 


had some field experience with the company in 
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sf Quick, Simple, Clean, Efficient. 
ECALEMID 


HIGH PRESSURE 
LUBRICATION. 


Tecalemit is standard 
on Armstrong Siddeley, 
Avro, Beardmore, Black- 
burn, Boulton & Paul, 
Bristol, De Havilland, 
Fairey, Gloster, and- 
ley Page, Hawker, 
Short, Supermarine, 
Vickers and Westland 
machines, also on 
Bristol Jupiter, Bristol 
Cherub, Bristol Mer- 
cury, Beardmore and 
Cirrus A.D.C. engines. 


| 
| 


> 
| Lighter than Adopted 
Screw - down by the 
Grease Cups, Air Ministry, 


TECALEMIT, LTD., 
Lubrication Experts, 
MITRE HOUSE, 
SCRUBBS LANE, 

: WILLESDEN, 

“THE FAIREY,” All Fairey machines are Tecalemit equipped, N.W.10. 


The SHORT “Singapore” 2 Rolls-Royce “ Condors ” 
Cellon Dope. 


For the flight of survey round Africa, completed by Sir Alan 
Cobham, K.B.E., A.F.C., the Dope used on the machine was 


_CELLON 


AJ 6 A 
ae ns surrey. “The Dope of Proved Efficiency” — richmond 2211 (4 lines) 
€llOn (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 
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EFFICIENT REFUELLING. 


The refuelling of the Armstrong Whitworth Argosy, which 
recently indulged in a race from London to Edinburgh with 
the ‘“ Flying Scotsman” train, was carried out by Shell- 
Mex Ltd., who supply all the spirit used by Imperial Air- 
ways on their home service. 


About 150 gallons had to be loaded into the machine at 
Bircham Newton, and every gallon had to be filtered through 
chamois leather filters. The spirit was pumped from 50- 
gallon - barrels. The fact that the Argosy was off again 
within three-quarters of an hour of landing is a tribute to_the 
efficiency of the local Shell depot. 


A PORTABLE SLIDE-RULE. 


Very many people in the Aircraft Industry habitually use 
slide-rules in the ordinary course of their business, and some 
even carry such instruments about with them. The ordinary 
type of slide-rule—even in the five-inch size—is rather bulky 
for the average waistcoat pocket, may fairly easily be 
damaged, and it is in addition a relatively expensive affair. 

A cheap, reasonably accurate and really compact pocket 
slide-rule, produced by Dr. Ing. Seehase, of Berlin, should 
be of value to large numbers of readers of THr AEROPLANE. 

This type of slide-rule has scales 5 inches long, printed on 
card, enclosed in a transparent celluloid cover which protects 
the scales from dirt, and is sufficiently stiff to prevent the 
card from getting crumpled in the pocket, and sufficiently 
flexible to stand the twisting and bending to which it is 
likely to be subjected. 

The rule is one inch wide, about five and three-quarter 
inches long, less than one-eighth of an inch thick and weighs 
less than half-an-ounce. 

One variety of these rules is arranged for the direct con- 
version of metric to English measures. This has only the 
usual A. and B. slide-rule scales on the upper edge, with, on 
the bottom, an index mark and a series of setting marks. 
To convert. kilometres to miles, for instance, it is neces- 
sary to bring the setting mark inscribed km.+mile to the 
index, and read off on the A. scale, the miles cor- 
responding to the desired number of kilometres on the 
B. scale. About 35 different conversions are given. 

The normal rule has the ordinary A., B., C., and D. scales 
and is fitted with a neat celluloid cursor. This latter type of 
rule would be found quite handy by aerial navigators for 
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use in the air, as well as by those who need a portable slide 
rule for more mundane purposes. | 

If there is any demand for these rules on the part 
readers of this paper arrangements can be made to suppl 
them. The price would not exceed about 2s. 6d. each fc 
the metric conversion type of rule and about 2s. each fo 
the ordinary type and might be less if any large deman 
occurred. | 


MORE ERRORS. 


In the account of the King’s Cup Race the name of M: 
Will Hay was included among those people who acquir 
the right to enter a machine for a race by hire or borrowing 
As a matter of fact Mr. Hay is the sole owner, proprieto 
and all that of the S.K.5a which was entered in his nam 
and was flown by Mr. Matthews. Incidentally Mr. Matthew 
and the old S.E. were doing wonderfully well till he un 
luckily broke a petrol pipe at Nottingham which delayed hir 
enough to spoil his chances. Better luck next time,—for Mi 
Hay has done a great deal to popularise flying. The Hdito 
regrets that THE AEROPLANE is So inaccurate. 


SATISFACTION. 


A. V. Rog aNd Co. Lrp.—Satisfaction in full on June 22, 10928, ( 
mortgage debenture dated Oct. 14, 1919, securing all moneys due or { 
become due. 


NEW COMPANY. 


ERIN ArIRcRAFT Ltp.-—Private company. Registered June 22. Capita 
£1,000 in #x shares. Objects: To carry on the business of man) 
facturers of and dealers in aircraft of all kinds, to acquire patents i 
connection with improvements to aircraft and to carry on an a 
service for passengers or goods, mails, etc. The provisional directo 
are: J. lL. O’Sullivan, 6, Talbot House, 98, St. Martin’s Lane, W.C. 
inventor. S. C. Macklin, 6, Talbot House, 98, St. Martin’s Lan 
W.C.2, secretary; W. Ramsay, 6, Talbot House, 98, St. Martin’s Lan 
W.C.2, engineer. Secretary (pro tem.): B. Barrington. 


PERSONAL NOTICES. 


DEATHS. | 


{ 
BROWNING.—On Aug. 2, at Holbeach, Lincolnshire, as the res 
of a flying accident, Flt. Lt. Iance Harold Browning, M.C., D.F() 
No. 3 (Fighter) Squadron, R.A.F. 
Flt. Lt. Browning was born at Bournemouth in 1897 and educati 
at Wellington and the R.M.A., Woolwich. He entered the R.A. 
July, rors, and was seconded to the R.F.C. as an Observer in Angus 


HANDLEY PAGE 
AUTOMATIC SLOT CONTROL 


‘When the engine was throttled back suddenly 
during a climbing turn, and the machine was stalled 
on the turn, it was still possible to raise the lower 


wing by normal use of the ‘stick.’ 


It is this 


kind of climbing turn that, in conjunction with 


engine failure or loss of power, has killed so many 


pilots in the past, and it can be said definitely that 


the automatic slots have reduced its dangers almost 


to vanishing point.” 


“MORNING “POST 
8th May, 1928. 


August 8, 1928 


The Aeroplane 


397 


a 


in June, 1917, with 
R.A., in July, 
1919, he was 


g16. He was appointed Flying Officer, R.F.C., | 
eniority from June, 1916. He was promoted Lieut., 
917, and acting Captain in May, 1919. In August, 
ppointed to a permanent commission in the R.A-F. 
He was awarded the Military Cross in 1918 for gallantry and de- 
otion to duty in the Field. The announcement of the award in 
‘he London Gazette of Oct. 15, 1918, reads :—‘‘ For conspicuous 
allantry and daring whilst carrying out independent bombing  be- 
ind the enemy’s lines. He was attacked by a fast enemy scout 
achine, which, by skilful piloting and accurate shooting, he drove 
own to its aerodrome. No sooner had the enemy aeroplane landed 
1an Lt. Browning dropped a bomb, completely obliterating the pilot 
tho had started to run away, and damaging his machine. He then 
ontinued bombing and while doing so was attacked by two more 
nemy scouts, both of which he drove off; He showed fine skill and 
yurage throughout.”’ 

After the Armistice he was posted to No. 63 Squadron in Kurdistan 
nd in July, 1920, was awarded the D.F.C. for gallantry and dis- 
nguished services in the Kurdistan operations. In October, 1921, he 
as posted to H.Q., ‘Iraq Command, for Meteorological Duties. He 
as promoted to be Flight Lieutenant in January, 1923, and in May, 
23, he was posted to H.Q., @liddle East, for Staff Meteorological 
tities. In January, 1926, he was posted to No. 3 (Fighter) Squadron. 
MOORE.—On Aug. 3, in a flying accident at Edgware, Lieut. FE. I. D. 
foore, R.N., of H.M.S. Furious, younger son of Mr. and Mrs. C. S. 
loore, Stanhope, Bushey, Herts, aged 27. 


MARRIAGES, 

EMBRY—ELLIOT.-—-On Aug. 1, at British Consulate and Embassy 
Church, Paris,~by the “Rev. ~ Marshall Selwyn, M.A, Flt. Lt. -B. EB. 
Embry, A.F.C., R.A.F., younger son of the Rev. and Mrs. J. Embry, 
Dover, and Hope, younger daughter of the late Capt. C. S. Elliot, 
R.N., and Mrs. Elliot, 24, Rue de Constantinople, Paris. 

HYDE—BIGNELL.—On July 14, Fit. Lt. W. V. Hyde, R.A.F., only 
son of the late Capt. J. W. Hyde and Mrs. Hyde, Eltham, Kent, to 
Dorothy Evelyn, elder daughter of Mr. and Mrs. E. A. Bignell, 
late of Wallington, Surrey. 


FORTHCOMING MARRIAGES. 

BLACKDEN—-ROWE.—The engagement is announced 
Vyvian Quentery Blackden, R.A.F., fifth. son of Brig.-Gen. ““L.- S: 
Blackden, C.B.E., and Mrs. Blackdén, M.B.E., of the Jewell House, 
Marden, and Dorothea Mercy, elder daughter of the late Archdeacon 
of Rochester and Mrs. Tetley Rowe, Wentways, Marden, Kent. 
SUGDEN—REEVE.—The engagement is announced of Flg. Off. 
D. W. Sugden, R.A F., eldest son of Col. and Mrs. Sugden, of West- 
gate-on-Sea, Kent, and Ash Vale, Surrey, to Margaret, youngest 
daughter of Mrs. M. Reeve, of Hounslow, Middlesex. 


between 


BIRTH. 
MACKENZIE-RICHARDS.—On Aug. 1, at West Hill, Aldeburgh, 
Suffolk, to Mirabel (née Cobbold), wife of the late Campbell Mackenzie- 
Richards, Flg. Off., R.A.F.—a daughter. 


“For Safety in the Air 


Everywhere ” 
IRVIN AIR CHUTES 


are the life-saving equipment used by all 
Air Forces of the United States, Great 
Britain, Japan, Sweden, Norway, Poland, 
Chili, Peru, Siam and twenty other 
countries throughout the world. Every- 
where recognised as the most rel able, 
safest and most economical equipment 
of the kind in existence. Superiority 
of every feature proved by years of 
severe service use and_ thousands of 
comparative tests. 


OVER 100 LIVES SAVED IN EMERGENCY. 
OVER 8,000 SUCCESSFUL “LIVE” DROPS. 
OVER 30,000 SUCCESSFUL TEST DROPS. 


Illustrated literature on request. 


Irving Air Chute Co., Inc.|Irving Air Chute of 


372, Pearl St., Buffalo, N.Y.|Gt. Brit al Tie lt d., 


Letchworth, Herts. 
Cabie Addiess: 
“Trvin Letchworth, England.” 


Cable Address: 
“Irvin Buffalo, N.Y.U.S,A.”" 


| 
| 


ALTIMETER 


TYPE V.B. 


Dual 33", Flange 43"—drilled for securing to 

Instrument Board. Has White figures on Black 

backgr.und. Weight 15 ozs. Rack action for 
Dual Setting. 

Suppl ed with height readings as follows: 
0-10,000', 0-20,000', 0-28,000'. Luminous 
Dials and Hands ex'ra. 

Metric scale in place of above supplied without 

extra charge. 
We can give you prompt delivery. 
us your inquiries. 


BrownBroth 


~ Allted Companies — 


THOMSON anv BROWN BROTHERS Ltp 
BROWN BROTHERS (IRELAND) 1_+p 


GREAT EASTERN STREET, LONDON, E.C.2 
Phone—Bishopsg te 3244. 


Send 


AUSTRALIA. 


We are prepared to negotiate for the following :— 


The Australian Manufacturing Rights (royalty basis) of Aircraft, and Sole 


Agencies of Aircraft 


Spare Parts and Supply of Stores). 


hos AVIATION DEPARTMENT.—(Manufacture of Spare Parts). 
USTRALIAN AERIAL SERVICES.—( Manufacture of Airscrews, Re-conditioning 
Supply of Stores, Petrol and Oil Storage 


Aircraft and Engines, 
Plants, etc.), 
Works 


Petrol Storage Plants). 


Address Complete Specifications, Price: Lists and Draft Agreements to :— 


AND RaILWays DEPARTMENT.—(Installation of Aerodrome Bulk 


Material, Stores and Aerodrome Equipment. 


WE ARE CONTRACTORS TO :— 
Roya AUSTRALIAN AIR Forck.—(Re-conditioning Aircraft, Manufacture of 


Melbourne Aerodrome, off Dudley Street, 
Melbourue, AUSTRALIA. 
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MISCELLANEOUS ‘ADVERTISEMENTS. 


All Advertisements for this column should arrive at this 
office by 6 p.m. Monvay, to ensure insertion. 

For the convenience of Advertisers, replies can be received 
at the office of THE AEROPLANE, Cannon House, 
Pilgrim Street, London, E.C.4. 

Special PREPAID Rate—18 words 3/=; Situations 
Wanted ONLY—18 words 1/«. 2d. per word after. 


AERODROME LIGHTING. 
Mobile Combined Beacon Floodlights, Emergency Signalling, 
Navigation, High Intensity, Lenses, Carbons, Strands, Cords. 
The London Electric Firm, Croydon. 


AVIATION INSURANCE. 
For all descriptions of Insurance concerning Aviation risks 
apply to Bray, Gibb and Co. Ltd., 166, Piccadilly, London, 
W.1. 


AIRCRAFT INSTRUMENTS. 

AIRCRAFT SALVAGE.—Compasses, Floating type 5/17, 
new, complete in cases 31S.; Propellors, 2-bladed, 11 ft., 
Mahogany, new condition, 5s. carriage forward; Cross levels 
1s. 9d.; Radiator Thermometers, washboard, Cambridge or 
Foxboro, ros. 6d.; Oil Gauges 25 lb. Pressure 5s. 6d.; Alti- 
meters ros. 6d.; Elliot’s Revolution Indicators with drive 
18s. 6d.; Postage included above. Catalogué, Tools, etc. 
Coley Ltd., Queen Elizabeth Road, Kingston-on-Thames, 
*Phone 0365. 


FOR SALE. 

R.A.F. Officer’s Uniform, little used.—Cap, tunic, slacks, 
breeches, puttees, 5 ft. 8 in., average build. By best tailor. 
£8 or nearest.—Apply Box No. 5543, THE AEROPLANE, Cannon 
House, Pilgrim Street, E-C.4. 

Retired Air Force Officer has new blue service tunic, 
breeches, greatcoat and cap, by ‘ Flights’”’ for disposal. 
Height 6 ft. Reasonable offer accepted; can be seen in 
London.—Apply Box No. 5542, THE AEROPLANE, Cannon 
House, Pilgrim Street, E.C.4. 


PRACTICAL FLYING. 
Learn to Fly at the Midland Aero Club. Three tuition 
machines, two fully qualified expert Instructors. No wait- 
ing. Particulars Hon. Secretary, 22, Villa Road, Hands- 
worth, Birmingham. 
London to Norwich Aero Club, roo miles only. Special 
facilities are offered to prospective visiting pupils. Moderate 
instruction fees, well appointed club, complete staff. In- 
quiries to B. Young, Hon. Manager, Aerodrome, Sprowston, 
Norwich. 
Henderson Flying School Limited, Brooklands. (Nearest 
station, West Weybridge.) ’Phone Byfleet 437. Residential 
accommodation on Aerodrome. Avro machines; three In- 
structors. Special personal supervision given to all pupils. 
Moderate terms for A and B Licences. 
The De Havilland School of Flying, Stag Lane Aerodrome, 
Edgware, Middlesex. Twelve machines: Seven Moths, five 
advanced training machines. Five Pilot Instructors, Lecture 
Classes, Restaurant and Recreation Pavilion. The largest 
and most up-to-date civilian organisation for flying tuition in 
the British Empire. 
13 hrs. by Car. From West End; near Folkestone; perfect 
Aerodrome; safe flying country; Experienced Instructor; no 
waiting list. Begin Flying now at Lympne with CINQUE 
PORTS FE MING- CLUR. 


SES. 


DESIGNERS &CO 


AIR TAXIS. 
Air Taxis Ltd., Stag Lane Aerodrome, Edgware. 


*Pho: 
Colindale 6307. | 


AIR SURVEY. pa 

Air Survey Company Ltd., 3, Copthall Buildings, E. 
L.W. 9850. 39, Grosvenor Place, S.W.1. (Sloane 6048), 
Monkey Point, Rangoon, and 12, Hungerford Street, Caleu 
The Aircraft Operating Co. Ltd., 8, New Square, - Linco 
Inn, London (Holborn 8131), and Bulawayo, South 
Rhodesia; Cairo, Egypt; Rio de Janeiro, South Ameri 
Contractors to the Ordnance Survey. Laboratories and ¢ 
sidiary Company for aerial photography in the British Is 
Aerofilms Ltd., Colindale Avenue, Hendon (Colindale 6r 
EE aaa 
FLYING CLOTHING. | 

Lewis’ Flying Equipment.—Genuine R.A.F. new flying s 
fitted fur collars 58s. 6d., all sizes. R.A.F. pattern lea 
flying coats lined best fleece £5 5s. Hundreds of other t} 
from 70s. to 105s. Aviation Mask goggles fitted genuine 
plex lenses clear 12s. 6d. per pair, tinted 13s. 6d. Feat 
weight model fitted genuine Triplex lenses, tinted 7s. 
clear 11s. Pilots’ muffle gauntlets 10s. 6d. R.A.F. pat 
flying helmets 8s. 6d., 11s. 6d., 128. 6d., 14s. 6d., all 
trimmed. Flat or round type of earphones fitted 5s. ex 
Metallic tubing and rubber connection 3s. 6d. set. Y Pi 
2s. Flying Schools please note. White flying suits all s 
30s Contractors to Foreign Governments for flying eq 
ment. Lewis, Leather Clothing Manufacturer, 19 and 
Carburton Street, London, W.1. Museum 4793. ae 


6 6s. 
Piying helmets, fur trimmed, 12s. 6d. Leather breeches, | 
and 55s. Write for catalogue.—Wainwrights, 300 and 
Euston Road, London, N.W.1. ’Phone: Museum 6280. 
eT 
EMPLOYMENT. 
On all Aeronautical matters consult Merriam’s Avi 
Bureau. Adviser on Flying since 1911. Employment 
Licensed annually by L.C.C. 64, Victoria Street, 5.) 
’Phone : Victoria 8428. Telegrams : Exboxkite Sowest 
don. Cables : Airmerriam London. 


SITUATION VACANT. 
Applications are invited by the Government of India fo) 
appointment as Aircraft and Engine Inspector. | 
Rupees 1,000 rising by annual increments of Rs. 100 to Rs. 
a calendar month. Three years’ agreement. Pi 
dent Fund. First class passage to India and back. S 
medical examination. Further particulars and forms of aj 
cation may be obtained upon request by postcard from) 
Secretary to the High Commissioner for India, General | 
partment, 42, Grosvenor Gardens, London, S.W.r. Last 
for receipt of applications Sept. 1, 1928. 
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17, Stoke Road, Guildford, Surrey. 
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“A NOBLE ROMAN AND WELL GIVEN.” 


(SHAKSPEARE—Julius Cesar.) 


A QUICK TAKE-OFF :—A Hanriot training biplane taking off from the upper platform of one of the hangars of 
the new Littorio Airport of Rome, which was opened in April of this year. 
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eS machines have proved them- 
selves over a period of many 
years to be the ideal machines for 
land and sea training. 


For flying clubs the lighter and 
smaller Avro Avian is recommended. 
It is lower in price and is a thoroughly 
proved, tested and _ standardised 
machine. ; 


For particulars write to: 


A. V. ROE & CO., LTD., 


MANCHESTER 
London Office & Export Dept. : Experimental Works: Hamble, 
166, Piccadilly, W.1. Southampton. 
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By a curious coincidence the leading article in THE 
EROPLANE of Aug. 1 was being put into type while the House 
f Commons, in Committee of Supply on July 30, happened 
» be discussing certain very similar subjects in a debate on 
ivil Aviation on the motion ‘‘ That a sum, not exceeding 
415,000 be granted to His Majesty, to defray the expense 
f Civil Aviation, which will come in course of payment 
nring the year ending on the 31st day of March, 1920.” 
The custom of THE AEROPLANE has always been to report 
ebates on aviation, giving as briefly as possible the main 
rguments of honourable members together with a running 
mmmentary [between square brackets thus] on such points 
; seem to demand explanation or criticism. ‘Therefore, one 
roposes to follow this custom, although doing so will force 
ne to repeat to some extent certain remarks made during 
he previous week and although the debate is now a trifle 
elated. 

SOmuoRe tay RIGHT HON. F. E. Guest, C.B.E., D.S.O., 
pening the debate, said that the Secretary of State for Air 
ould welcome the fact that this was the third debate on 
ir matters in this session. That would show him the 
iterest the House took in the subject. He asked the Air 
linister to help the House and himself by giving a full 
utline of his views and policy for the future in connection 
ith Civil Aviation. It would then be up to the House to 
elp him to get the money, without which he could not 
roceed. 

He asked for more of the Minister’s confidence, and added 
mat the friendliness with which comments had been re- 
eived had gone a long way, but the results showed that 
ttle had been done. British expenditure on aviation, both 
lilitary and Civil, had decreased, whereas in all other 
ountries it had increased. 

In the House of Lords Lord Halsbury had caused some 
larm by speaking of the rapid convertibility of aeroplanes 
‘om commercial machines to military weapons, and by 
ying ,— 

i so on the Continent than here, have civil aircraft very 
rgely increased and the principal difference between the civil pas- 
enger aircraft of modern construction and the bombing machine is 
irgo. 

Further, Capt. Guest quoted Sir Samuel Hoare himself as 
aying in a speech a few weeks ago,— 

Disarmament would not end war, and, indeed, in certain respects 
might even make war more horrible. War would become completely 
ndisciplined and unregulated, and to take a single instance, civil 
eroplanes with no military aeroplanes to meet them could, with 


npunity, deal death and destruction upon the men, women and 
hildren of the great cities. 


[One is rather surprised at Sir Samuel talking like that. 
t sounds too like the Air League in its eternal réle of the 
ickwickian Fat Boy trying to make people’s flesh creep. 
resumably, in case of war between two nearly equal 
ations Civil aircraft would be met by Civil aircraft, and so 
is-honours would be even. In the early days of the war 
f 1914 the crews of aeroplanes, which in themselves were 
erfectly harmless, used to fight one another with shot- 
uns and pistols, and one believes that the first enemy 
eroplane authentically brought down was hit by a certain 
aeut. F, V. Holt (now Air Commodore) with an ordinary 
ervice revolver. ] 

Continuing, Capt. Guest asked the Air Minister to press 
orward an increase in Civil Aviation so as to strengthen the 
otential reserves in case of war, and emphasised the im- 
oka potential value to the State of a large supply of Civil 
[This is an ancient fallacy. Under no possible conditions 
ould work be found in Great Britain for enough Civil pilots 
D make any appreciable difference in time of war. And 
here is no indication, rather otherwise in fact, that Civil 
ilots are likely to be good war-pilots. Also, the best and 
nost reliable Civil pilots are old war-pilots, who would pro- 
ably be too old and staid for the next, war. The only 
ossible way of getting a Reserve of Air Force pilots is by 
vay of the Short Service system, or something very like it. 
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We should get far better results by spending a million or 
two on advertising and boosting and increasing the auxiliary 
squadrons, such as the one which Sq. Ldr. Guest commands, 
than we should by subsidising Civil Aviation as such. One 
still agrees with Mr. Churchill that Civil Aviation must fly 
by itself. ] 

Further, Sq. Ldr. Guest, while welcoming the new con- 
tract with Imperial Airways for the route to India, implored 
Sir Samuel to pay more attention to the Central African air 
route, pointing out that the Indian route was only to carry 
people from one place to another, whereas development of 
air lines in Africa would help materially to develop the whole 
country. 

[This is a very good point in one way. Far better finan- 
cial results could certainly be got out of the African route 
than out of the Indian route. But the Indian route is 
actually the more important, because it is, in fact, under 
modern war conditions precisely the same thing as a 
strategic railway along an enemy frontier. And, apropos 
the Indian route, there is still, apparently, some difficulty 
about our using the landing grounds along the Persian Gulf. 
Perhaps we have not brought enough political pressure to 
bear on Persia, or perhaps not enough bakshish has been 
handed out to the people who have to be persuaded in 
Persia. As a prominent member of the International Air 
Traffic Association remarked recently, there seems to be a 
good explanation of why the lion on the old Persian stan- 
dard and the old Persian stamps has one hand onut- 
stretched. | 

While admitting the objections to subsidies, Capt. Guest 
argued that if we did not subsidise our air lines we should 
not keep pace with the movements of other nations. He 
urged the S. of S. for Air to press the Treasury for help, 
and pointed out how the Treasury was handing out tens 
of millions for the unemployed and for railways and for 
rating relief while paltry sums were being given for aviation. 
He urged the importance of maintaining the aircraft indus- 
try and the highly-skilled engineers and mechanics on which 
its success was based. [Which is a good, sound argument. ] 

Major His pointed out that comparisons between flying 
in Germany and in this country were misleading, Germany 
being a large Continental country, whereas we were a small 
island, where there could never be a large demand for Home 
flying. Also, he pointed out that a large number of the 
industrial towns in Germany gave subsidies in addition 
to the Government subsidy, whereas towns in this country 
would not reap so much advantage. Thirdly, he said that 
all other countries spent large sums in making a_ great 
show of aviation, whereas we spent our money on establish- 
ing services which would ultimately pay. [A very good 
point indeed. ] 

He said that a commercial air service to India was the 
most likely to pay because there was large traffic in pas- 
sengers and mails, and he thought that the Cape to Cairo 
project might give a stimulus to trade, but we should do 
better to stimulate traffic of heavy goods by sea or rail. He 
believed we were right in treating our air lines as commer- 
cial services, and not as training services as a reserve for 
war pilots. . 

As to the Aircraft Industry, Major Hills said that Imperial 
Airways were such small consumers that their orders did 
not really matter, but he wondered whether some efficient 
scheme. for the manufacture of aeroplanes could be brought 
about by Government assistance. The demand for aero- 
planes would increase in the near future, and foreign manu- 
facturers were meeting that demand more than our own 
manufacturers. He suggested that with financial assistance 
from the Government. manufacture of aeroplanes would be- 
come self-supporting, for our aeroplanes were the best and 
safest of any in the world. og 

[That, of course, would be very nice. But if British 
manufacturers would only make what the World’s markets 
want they would at once become self-supporting without any 
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subsidy. Some of the more far-sighted are doing it 
already. ] ; : 

Capt. GARRO-JONES gave some encouraging figures concern- 
ing the growth of Civil Aviation between 1920 and 10927, 
pointing out that half the letters between Morocco and 
France were sent by air. And he said-that insurance rates on 
goods between this country and the Continent were lower 
by air than by rail and water. He also tried to emphasise 
his arguments by comparing the mileage on French and 
German air routes with those ‘on British air routes [which, 
as Major Hills pointed out, are entirely fallacious]. | 

He reproached the S. of S. for Air because the pro- 
phecies in his book The Approach Towards. a System of 
Imperial Communication, published some time ago, had not 
been fulfilled. Our air way across Persia, he said, was still 
blocked; the prospective air routes in British Guiana had 
not been developed; the Germans were establishing an air 
route from Walvis Bay to Johannesburg [because of the 
anti-British faction in the South African Government] ; the 
Belgians were beating us in the Congo; our aerodrome in 
Northern Rhodesia was degenerating into primeval bush; 
we had set up a great monopolistic company called Imperial 
Airways, some of whose directors had no business experi- 
ence and little understanding of civil aviation; we had 
actually closed down air lines to Amsterdam, Hamburg and 
Berlin, as well as that from Manchester to Croydon, and in 
1923 British machines carried 79 per cent. of the passengers 
landing in and embarking from Croydon, whereas to-day 
we only carried 57 per cent. 

[Surely the Hon. Member should change his name to 
Jeremiah-Jones. All his arguments have been refuted one 
way or another, and the last of all is explained by the 
simple fact that Imperial Airways have had all their 
machines full up to the emergency exit for months, and 
consequently people have had to travel on less pleasant 
aircraft belonging to other nations, which, under ordinary 
circumstances, would be flying empty. The only way to 
remedy that is for Imperial Airways to buy bigger and more 
“highly efficient aeroplanes, and for that purpose the Govern- 
ment certainly might with advantage contribute a good 
many thousands of pounds. ] 

Complaining still further, Capt. Garro-Jones lamented 
that Imperial Airways’ machines had not yet been fitted 
with Handley Page slots; that nothing had been done to 
develop flying-boats; that our flying-boats were quite small 
affairs compared with the latest German flying-boats; that 
our subsidy was based on horse-power-miles and not on 
distance or load; and that there was no night flying. [Some 
of which is as it is for very good reasons. And some of 
which is not true.] 

Lirut.-CoL. Moore-BraBazogn said that if the S. of S. for 
Air would let himself go, and say what he would do if he 
had the money; the result would be a very pleasant and 
amusing evening, for the Air Ministry was a very young 
Ministry, and Ministries were withstood by the Treasury 
according to their age. The Admiralty could almost over- 
rule the Treasury because of the JTreasury’s respect for age. 

He wished that people could divorce the idea of training 
for war from the development of civil aviation. Even our 
films always showed aviation in war, and never from the 
point of view of what it was going to do for the World for 
good. We in this country did separate our Civil Aviation 
from the Military side, whereas some of the pseudo-commer- 
cial machines one saw in France and other countries would 
convince anybody that their routes were being run simply to 
exercise military machines. 

He emphasised the astonishing lead we have taken with 
light aeroplanes, usually known as the Moth type, though 
that was actually a Trade name. The usefulness of that 
type was limited to the young man who likes flying for 
flying’s sake. If he himself knew that a Moth would 
really do him some service instead of just allowing him to 
get the fresh air he would be an owner to-morrow. [Now 
then, Messieurs of the De Havilland Aircraft Co. Ltd., here 
is an opportunity for your salesmanship. | 


Continuing, Col. Moore-Brabazon said that there were great 
opportunities in our Dominions and Colonies. The question 
of subsidy was a difficult one, but we were too prone to 
make our air lines fly by themselves. It was not a question 
of making an air route pay but of making the area which 
was served by an air route habitable for the European, and 
that was being done in many places up and down the British 
Empire. 

Mr. L’EStRaANGE Malone complained about the misleading 
arrangement of aid figures in the recently issued Air Min- 
istry Report on Civil Aviation, but deduced from them dis- 
couraging figures, showing [with all the facility of an Air 
League. lecturer] how other countries were getting ahead 
of us. 

On the other hand, he produced some interesting facts, 
such as that in Germany if one travelled by air the price 
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he pointed out that ona good many German lines the o 


of air travel was less than that on the railways. 
He complained also that’ Imperial Airways did not is. 
a definite time-table showing the connection between Im. 
rial Airways and the Continental routes. | 
[Presumably Mr. Malone is concerned in working out {a 
quickest way of getting from the country which provides ‘, 
living to his spiritual home in Moscow, unless it be that : 
is equally concerned about the rapid importation of Soy: 
gold from Moscow for propagandist purposes.] | 
SiR ROBERT LYNN appealed to the S: of S. for A 
because he was not visionary, to do something more to hy 
Civil Aviation at home. He suggested lines from Southan. 
ton to Manchester and Liverpool, and thence to Belft 
and/or to Glasgow, and quoted a telegram from the Ij 
Mayor of Belfast asking him to speak in the House 1 
favour of an experimental air service between Belfast aj 
Liverpool. 
[As indicated last week, British weather is against a- 
thing like a regular service in any latitude north of M:. 
chester. ] 
Mr. Hore-BriisHa said that it was amazing that in |: 
twentieth century it should be necessary for an hon. Me. 
ber to stand up and plead for a service between this coun’; 
and Belfast. In any other country such an appeal would : 
entirely unnecessary. [In any other European country sn) 
a eee as that between Liverpool and Belfast does 1 
exist. 
He then proceeded to criticise Imperial Airways genera, 
and the system which allowed it to exist. One of his ars. 
ments was that if a pilot with Imperial Airways lost |; 
job he had. nowhere else to go, and if any employee ¢t 
at loggerheads with the Company his whole ¢areer y; 
ruined. [Which is sheer sbsolute nonsense. There ¢: 
many more civil pilots outside the employ of Imper! 
Airways than there are in it, and any other employee ci 
get a job in any other. line of business if he is of any u, 
apart from the fact that Imperial Airways neyer let a mi 
go if he is of any use, unless he is going to a better job—- 
a better land.] Bag Ae iit (ne 
He reproached the Government for giving all its mou’ 
to Imperial Airways and for having nothing to offer to ‘- 
Alan Cobham for an air line between Cairo and the Ca}. 
[Which remains to be seen.] ie ae. | 
He also stated that the excellénce of the Moth aeropla: 
was due to the fact that Imperial Airways had had nothi; 
to do with it. 2 
[Which is comic in view of the fact that the De Havillai 
Hercules, one of the world’s very. finest commercial ae- 
planes, was designed in close collaboration with the high- 
experienced staff of Imperial Airways. ] - | 
Sir Harry Brittain flapped the usual Union Jack ov: 
the House, and then lamented that Germany had. more Cil 
air traffic than we had, and that America had longer ‘ 
lines, though without passengers. [Which seems natur, 
seeing that we should have to run an aeroplane uselesi 
four times up and down between Land’s End and. John’ 
Groats to equal a single one-way trip on the Americi 
coast-to-coast route. | 
He suggested that the S. of S. for Air should take a pa’ 
of Members to Berlin to see what was being done at 1 
Tempelhofer Feld. [Well, anyhow, they would get vi 
good beer there, but the same might be said of the establi- 
ment of Messrs. Barclay and Perkins at Croydon, wh: 
probably more beer per head is drunk than at Tempelhof, 
because instead of sitting at a comfortable table in a be- 
garden the spectators hang over the palings watching ‘° 
aeroplanes until their throats are full of dust, and tka 
have to beat it for the bar to. get rid of the consequit 
thirst. | ; 
As to internal air communications, Sir Harry said that § 
did. not think much of the possibility of development if 
flying inside of these islands. Our roads and railways wé 
too good and the distances too short. [Wherein he § 
right.] Py 
He thought a good deal might be done with flying-bos 
between Belfast and Liverpool, Belfast and Glasgow, H 
and Hamburg, Hull and Esbjerg in Denmark, and Hull ad 
Amsterdam. ; 
[There is practically no possibility of running a. flying-b 
line with regularity on any of those routes, but a good d. 
might be done in running such lines at certain seasots/ 
the year only.] - ae | 
Continuing on the flying-boat tack, Sir Harry advocate 
flying-boat service between the West Indian islands, Brith 
Guiana, the Bahamas and Florida. [This. sounds emtict, 
but one has been assured by an experienced resident } 
the West Indies that there is no call whatever for dnt’ 
communication ‘between the islands. Each island trai 
direct either with England or America, and no island is? 
the least interested in any other. The only possible pass 
gers would be a few Government officials and an occasl0? 


of one’s ticket included sending one’s baggage by rail a 
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actual service. 


Those who require an engine of this high power, who 
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before deciding upon any other type. 
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employee of some firm or other which had branches in 
different islands. But possibly some day the Americans may 
find it worth while to run services direct from Florida to 
certain islands where their trade is important.] 

Finally Sir Harry advocated strongly the backing of Sir 
Alan Cobham’s project for an All-Red route not only across 
but round Africa. He said that it would in no way clash 
with Imperial Airways, and that it would keep ahead of 
France, Belgium and Spain, who were all making in that 
direction. [Here one finds onself in agreement with him.] 


Ligut.-CDR. KENWORTHY warned Sir Harry Brittain that 
he would cease to receive Government whips if he made 
speeches such as that which he had just delivered criticising 
the Government. He believed that if a full House had heard 
his speech it would have meant the fall of the Government. 


[The House had been very nearly counted out for having 
less than forty members present an hour or so earlier, 
which shows how much interest the House really takes in 
aviation, and indicates how little likely any Government is 
to fall on an Aviation Vote.] 

Continuing, Lieut.-Cdr. Kenworthy asked why our 
manufacturers, with their very superior aviation material, 
took no part in the Paris Aero Show, with the exception of 
the Bristol and Armstrong Siddeley firms. He suggested 
that this showed a lack of management on the part of the 
Department of Civil Aviation. . 

{Which is unfair. Surely it was the Trade’s own business. ] 

He advocated opening the Cairo-Cape route, as we could 
not fly over. Persia, and said that surely flying within the 
Empire from a business point of view should commend itself 
to a Government which at election times always talked of 
being great Imperiatists, if only to get votes. If we could 
not get over the Persian difficulties, which he said had still 
not been removed, we ought to complete the next link froim 
India, through Borneo to Australia because if we did not 
the Dutch would do it. The French looked like getting 
ahead of us on the Indian route, and the Dutch would get 
ahead of us on the Aus.réiian rovie. 

Following this, he advocated the establishment of a flying- 
boat service between the Western islands and the Highlands 
of Scotland, all up and down, within the Outer and Inner 
Hebrides, in competition with the MacBrayne Company, with 
whom, he said, there was difficulty about the mail traffic. 
He added,— 

You could twist the tail of the MacBraynes by developing an air 
service, or even by the threat of doing so, though I hope an actual 
airplane and seaplane service will be developed there for the good of 
Scotland and of British aviation. 

[Not at all a bad idea for the Summer holiday season, at 
any rate. ] 

On the subject of the North Sea, he remarked that the 
S. of S. for Air had asked him what he was doing to develop 
an aerodrome at Hull. He (Lieut.-Cdr. Kenworthy) never 
interfered with municipal affairs, but, as a matter of fact, 
the Humber would provide a magnificent floating aerodrome 
for flying-boats for a service to Northern Europe. 


He recommended the payment of a subsidy for suitable 
machines, pilots and material used in civil aviation in the 
same way as the Army subsidised lorries and as the Admi- 
talty subsidised mail steamers. [He forgets that all pilots 
of Imperial Airways Ltd. have to be in the R.A.F. Reserve, 
and are consequently available when needed. ] 

Apologising for making an attack on Civil Servants, he 
said that it was necessary to have a change in the higher 
personnel of the Air Ministry if we were to make any pro- 
gress. [Here one cordially agrees witb him, though pro- 
bably we are not thinking of the same people.] 

REAR-ADMIRAL SUETER submitted that the Air Ministry 
ought to support a great air exhibition in this country next 
year and ought to get at least £20,000 out of the Treasury 
for it. [One suggests. that £20,000 spent on financing a tour 
round Europe and South America of a co-operative circus 
of the best British aircraft would do a heap more good, 
although, of course, a big aero-show in London would suit 
THE AEROPLANE better, because we should get more adver- 
tisements out of it.] 


The Admiral suggested that at such a show we ought to 
have the leading people in aviation from all over the world 
here, and a great Imperial Air Conference. [All that sounds 
very well, but one’s experience is that these conferences 
produce a lot of talk and no results. One good commercial 
traveller with one good aeroplane of the type which the 
market wants would get more business than all the con- 
ferences in the world. ] 


As to subsidies, the Admiral suggested that the S. of S. 
for Air did not put up a big enough fight against the 
Admiralty and the Army when the Estimates were being 
prepared. He allowed the Senior Services to get away 
with too much of the loot. 

Continuing the argument by quoting the cost of building 
and operating warships, the Admiral was pulled un by the 
Chairman for getting away from the subject of civil avia- 
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tion, and argued that he was merely showing where 
money could be obtained. | 

THE CHAIRMAN pointed out that he really was off the < 
ject, because it was quite apparent that the Air Mini, 
could not scrap battleships, and still less could he induce 
United States to do so. a 

ADMIRAL SUETER, on the subject of airships, appealec 
those who were criticising them to let ithe experiment 
made first. 

SIR JOSEPH NALL said that people were no more ready 
travel by aeroplane than they were by submarine go j 
as safer and more attractive means are available. He 
marked that if the subsidy paid to Imperial Airways 
vented more enterprising promoters from entering the fi 
the sooner we saved the money the better. Imperial , 
ways did not order enough machines to be of any use 
the Trade, and the machines maintained by them were 
use for national defence, the pilots were under no obligat 
to serve the State [that is an error], and so civil air serv; 
ought to be maintained under the direct administration ; 
control of the Air Ministry. 

[Well, at any rate, that is one point of view, for wt 
there are quite good arguments. But such arguments 
be quite easily upset.] 

THE SECRETARY OF STATE FOR AIR, SIR SAMUEL Hoarg, < 
that though after the Chairman’s ruling he could not re 
to the arguments of Rear-Admiral Sueter, those who wan 
to could continue the study of his train of thought in a y 
excellent book which had been published. | 

[Presumably, Sir Samuel referred to ‘‘ Airmen or Noah 
obtainable from THr AEROPLANE Book Dept., price 25s.— 
may as well make something out of the advertisement t 

He also referred to the interest which Capt. Guest | 
taken in “ the great flight carried out by Miss Earhart ; 
Mr. Stultz from the United States to these shores.” [0; 
Dutch-American aeroplane with American engines.] 

Referring to the invitation to give an outline of 
objections which the Government had in view in the devel 
ment of Civil flying, he said that he would do his b 
Speaking generally, they had three main objectives in mi 

Firstly, to devise for the country a knowledge of 
questions and a general interest in flying. | 
_ Secondly, to make Civil air lines economically self-supp 
ing. 

Thirdly, to try to develop Imperial air communicatic 
not only in‘ the sense of actually developing air lines, 
also in the wider sense of making civil aircraft more use 
for making life better, easier and pleasanter in the remc 
parts of the Empire. 

[Nobody could say fairer than that. And if only the jot 
properly done, the Department of Civil Aviation will furt 
justify its existence. ] | 


As to the first objective, he said that the light aeropl: 


‘club was a British creation, and he was glad to think t 


it was a senior officer on the military side of aviation v 
had most to do with the institution of these clubs. T) 
had only been in existence about two years, yet to-day t) 
had 2,744 members, 315 licensed pilots, and had flown 6, 
hours in the year 1927. The first six months of 1928 shov 
that these figures would be greatly exceeded. | 

The clubs, he said, had created a demand for light a¢ 
planes, for which there was an increasing sale, not only 
this country but in the Dominions and also all over 
world. Many club members had made adventurous journée 
even to such distant parts as Australia and South Afr 
In the first six months of this year 191 new certificates | 
been issued, and the number of civil privately-owned 3 
chines had increased correspondingly. This showed t 
some success had been achieved in disseminating a kn 
ledge of civil flying in our great cities and im encourag 
civil men and women in learning to fly. | 

As to the second objective, he said that it was esse 
that at some time or other Civil ftying should be free 
Government subsidies, for subsidies immediately produ 
problems of control and regulations, and questions as 
who should receive the subsidies. The test of the po. 
was not the number of miles flown by this or that coum 
Conditions were so different. The real test was whether 
policy was likely to help civil aviation to develop, likely 
produce up-to-date machines, and likely to put civil aviat 
in aes where it would not want Government subsi 
at all. 

Results showed that in the last three years the tonn 
carried by Imperial Airways had risen by 66.3 per cent., 
compared with that carried by its predecessors in the th 
years prior to its formation. The load factor of Impe 
Airways’ machines was 66.27 per cent., which was hig 
than the load factor either in railways or shipping. | 

On the Cairo-Basrah route in the course of twelve mon 
the weight of letters carried had risen from 856 pounds 
5,560 pounds. B | 

Our cost of operation was going down at a much quic 
rate than that of foreign countries. In 1924 the cost 
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Imperial Airways was 4/3d. per ton mile. It had now been 
reduced to 1/1od. per ton mile. 

Maintenance organisation had been improved, with the 
result that whereas in 1924 Imperial Airways’ machines flew 
between 20,000 and 30,000 miles between overhauls, to-day 
the figure was between 35,o00 and 50,000 miles. In 1924 
Napier Lion engines were overhauled on an average every 
159 hours. In 1927 the figure was 285 hours. [Some R.A.F. 
squadrons are getting about 400 hours, one believes, between 
overhauls. ] 

Insurance premiums were steadily falling. In 1924 the 
premium on Imperial Airways’ machines was 20 per cent. 
This had now fallen to 10 per cent. He submitted that these 
facts showed quite definite progress during the last three 
years. 

As showing what other people thought of us, he mentioned 
that the official bulletin of the Guggenheim Trust (which 
exists to improve the safety of flying) held up. British Civil 
‘Aviation as an object for admiration. Our safety record was 
better than that of any other country. Three million miles 
have been flown without a _ serious 
passengers. 

He did not want to appear complacent and self-satisfied, 
and he hoped to see much quicker development in the next 
ten years. As to the Persian difficulty, he had within the 
last two days had the privilege of discussing this question 
with that very distinguished statesman Prince Teymowrtache, 
and he still thought that we should have our line operating 
across Persia by April next. (One hopes not as a poisson 
d’Avril.) 

As to the Cape Town route, Sir Samuel said that he had 
asked Sir Alan Cobham to put detailed proposals before 
him, and he was closely in touch with the Colonial Office 
and the various Governments concerned on the route. So 
he hoped before the end of this Parliament to see whether 
we could not make a start with that great Imperial air route. 

Speaking generally, he believed, as the result of experi- 
ence, that so long as the Government was giving the subsidy 
to Civil Aviation it would be better to give it to one company 
rather than to a number. When we were subsidising a 
number of small companies we were subsidising the over- 
head costs of a number of companies competing with each 
other, and progress had been quicker under a single bounty. 
But, naturally, he was prepared to consider the best proposals 
from whatever source they came. 

The line to the Cape was in a sense Imperial, but it was 
also African, and he thought that it would be very unwise 
for any Secretary of State for Air to carry the chief burden 
of a route the main benefits of which would accrue to the 
Governments through whose territory the route actually 
passed. Sir Samuel added,— 


I must, therefore, say quite clearly that if at any time in the 
future the British taxpayer is called upon to pay a subsidy to a line 
of that kind, the Governments served along the routes must do their 
full share, and they must only come down on the British taxpayer 
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to make up the deficiency—I hope it may be a small deficiency 
between the amount that the Governments put up and the amou: 
needed to start the line. | 

He added, that perhaps in time we should need a subsi¢ 
from ‘Iraq. | 

On the subject of airships, he believed that they wou 
go-very far towards solving the, long-distance non-stop pr 
blems of Imperial routes. Airships would avoid the politic 
difficulties of the routes caused by landing in foreig 
countries. : ; ; | 

[What about the political difficulties of flying over foreig 
countries without the permission of those countries? Pr 
sumably the only thing which stops us from landing troo, 
in Persia and occupying. the aerodromes along the Persiz 
Gulf is public opinion in other mations which are jealo 
of us. “Suppose we flew over Persia without landing, ar 
Persia raised a row about it, should we not be equally y 
popular in countries which are jealous of us? The offen 
against the integrity of national territory ‘is the same, ar 
differs only in degree. One seems to remember that tl 
Treaty of Versailles or the League of Nations, or somethir 
equally theoretical, confirmed the creed that each natic 
owns the air over itself. ] | 

On the subject of the proposed West Indian air servic 
Sir Samuel remarked that this is a matter for the We 
Indian Governments. 

As to the proposals for flying-boat services between Lo: 
don and Ireland and the West Coast of Scotland, he sa’ 
that a committee was looking into these matters, ar 
suggested that the Air Ministry might reasonably expe 
some financial assistance from Belfast and the North © 
Ireland. : 

In reply to a suggestion by Lieut.-Cdr. Kenworthy th 
the Royal Air Force should run a service to the Weste: 
Isles of Scotland as they had run the route to Cairo a1 
Baghdad before Imperial Airways took it over, Sir Samu 
said the whole movement in the League of Nations at Gene’ 
was to differentiate between Military and Civil flying ai 
though he would be the last to deny that Civil Aviation mig 
be of great help in time of emergency, he thought the wi 
policy was to keep the two separate and to develop Ciy 
Aviation on Civil lines. | 

Looking back on the past years he thought that we hi 
not done badly. We had a Civil line which was the en 
of every country, we had a remarkable record of reliabilit 
and we had data on which we could base our plans for t 
future. We had now got to the stage when we could s 
clearly that with possibly two or three more changes fro 
the present type to more up-to-date types, our aeroplan 
would be covering expenses and our aircraft would — 
actually self-supporting. | 

[A good and lucid speech. One hopes that, if any mo 
money be allocated for aviation this or next year, it w 
be all well and carefully spent.—c. G. G.] 


THE BELFAST-LIVERPOOL PROPOSITION. 


The following letter is of interest :— 

Sir,—To one who has been doing his best to create ‘‘ airmindedness ” 
in Ulster, it is distinctly disappointing to see your attitude in your 
issue of rst inst.. regarding the matter of an Air Service. 

You usually hold pretty advanced views on things that matter in 
aviation circles, but here you seem to assimilate the spirit which a 
few of us here have been doing our best to combat—the spirit of 
“ What’s the use?” 

Now it is waste of time to argue the pros and cons of such 
things as air lines with the cognoscenti like yourselves. We all know 
the advantages, some true and many doubtful, which are handed out 
to the lay public. But surely one thing we are all agreed on is the 
fundamental truth of the axiom, ‘time is money.’? And the sooner 
we can find some form of transport to cross that 120 miles of water 
between Belfast and Liverpool in less than eight hours the better for 
us all. 

Assuming this, can it be fair to quote the precedent given by 
Northern Air Lines Ltd. 

With all due regard to that enterprising concern, its aerodrome 
“alongside the Lisburn Road,” far from being “a very decent one,” 
was unsafe, unsuitable and most inadequate. And it, coupled “with 
the unsuitable type of machine used, helped largely to spell the 
doom of the enterprise, however competent the pilots and energetic 
the organisers. 

That was over four years ago, and you will surely admit progress 
has been made since then both in machines, meteorology and methods. 

Then the weather. Is it so bad as made out? Agreed that aero- 
planes can fight their way through bad weather as easily as flying- 
boats, but the trouble is and was to get them off Irish bogs. 

Belfast has in the making a perfect aerodrome from reclaimed land 
by the Lough—acres and acres of it, sandy, well-drained soil. When 
that is available use aeroplanes perhaps,—but “ confidence” is a great 
thing, and it is not conducive to confidence to fly long distances 100 
feet above the water in land machines. Bad as the weather is, there 
are many more occasions when it is possible to fly across below low 
clouds a few hundred feet up or less, than not at all. 

However, we in Belfast are agreed that however accomplished, the 
next venture must be a success, therefore we are anxious that only 
the most efficient, thoroughly organised, and well backed concerns shall 
attempt it. The bad taste left in the mouth of the Northerner by 
the last effort must be eradicated. 

Apart from all this, we are continuing our air-mindedness campaign, 
largely with the possibility of a Light Aeroplane Club in view. 


I’ personally feel that there is sufficient anti-flying feeling to 
overcome already, without it being made harder to combat by interr 
schisms amongst the few aeronautical periodicals we have availal 
to us. ' 

Gen. Groves is fully alive to all the facts you accuse him of havi 
forgotten, as I have discussed things regarding aviation in Uls| 
generally with him at some length. { 

You, likewise, are read, marked and learned (if not always inwar¢ 
digested) and I maintain in. these yet early and critical days tl 
nothing should be done to undermine the confidence of those who ¢ 
eagerly seeking after knowledge. : 

To that énd in general; and to our end in particular, let all w 
can fly to Ulster—we have an interesting motor race pending 
Aug. 18—and let all who fly—land in Belfast—not at Aldergrove, | 
miles out, where nobody sees or hears of them, and where the wh’ 
advantage is lost by reason of the road journey afterwards. 

Thus by a few practical demonstrations can it be decided that thi 
is one better way of crossing the ditch than the new, excellent i} 
slow, Belfast—Heysham steamer. 

: (Signed) R. CHEVALIER PRESTON 

The arguments set forth are interesting, but they ¢ 
based on certain fallacies. The real objection to the p 
posal is that it holds forth hopes of a regular all-the-ye 
round service running to a time-table like a railway Or! 
steamship line. And one is quite certain, that such a serv: 
cannot be run regularly in the Winter. | 

Even the magnificent steamers on the Heysham-Belfi 
route are occasionally held up by sheer roughness of weath 
and by fog. One admits that there are times when aircr’ 
can cross water in comfort when people on steamships ¢ 
having a very bad time indeed. But that applies to art 
where there are strong winds combined with fine weather 

The trouble about the North of the Irish Sea is low clo 
heavy rain and wind combined. And people are not like 
to face cheerfully thé prospect of flying over 120 miles. 
sea which would~break up any existing flying-boat 1s! 
of half an hour if it came down in it. 

Another drawback to the running of an air service, eee 
lar or irregular, is that passengersand mailscan leave Lond 
at a reasonably late hour in the evening and reach Belfi 
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ENGLAND 10 S. AFRICA. 


—— 


F rek e Travelled by Lt. R. R. Bentley, M.C., A.F.C. 


ae 
me ee. 
(both ways), Lady Bailey, Lady Heath, and now 
Fhe Lol g 


by Lieut. Murdoch, 
ALL ON 


CIRRUS - ENGINED 


LIGHT AEROPLANES. 


dR ; Lieut. Murdoch left England on 29th July and 


arrived at Capetown on the 12th August flying 
a CIRRUS-AVIAN Light Aeroplane. 


In World Flights by Famous Pilots, in Air 
Racing, in the daily round of the Club Work, 
for Service Training on Land and on Sea, in 
Great Britain, Europe, and throughout the whole 
World, the ‘‘CIRRUS” engine has given 
PROOF OF THE UTMOST RELIABILITY 
and economy together with an unequalled 


capacity for hard work under all conditions. 


The requirements of MANUFACTURERS, 
PRIVATE OWNERS, CLUBS and NAVAL 
and MILITARY PURPOSES are met by these 


two engines :— 


75/80 hp. “CIRRUS” mark u. 
85/95 hp. “CIRRUS” mark ut. 


Manufacturers : 


A.D.C. AIRCRAFT L”: 


REGENT HOUSE, 
89, KINGSWAY, LONDON, ENGLAND. 


Ci. Telephone - Cables: 
Holborn 4076. Airdisco, London, 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Constructors of ‘‘ CIRRUS "' and “NIMBUS” Aero Engines. 
Constructors of ‘‘ MARTINSYDE” Types of Aircraft, 
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very early in the morning. Consequently, the proposed air 
line would have to depend for its existence entirely on day- 
light traffic in. passengers,. goods and mails between Belfast 
and Liverpool, with perhaps some from Manchester and other 
Lancashire industrial towns. For Lancashire passengers this 
is no particular inducement, because they can go on board 
at Heysham late in the evening and spend the night com- 
fortably on the boat. 

During the Summer there might possibly be enough traffic 
between Lancashire and Ulster to make a flying-boat line a 
paying proposition. But the traffic would probably be much 
more of the holiday kind than of an ordinarily commercial 
nature. b 

Naturally one is all in favour of creating airmindedness in 
Ulster. And precisely for that reason one publishes these 
arguments. As Mr. Preston says, ‘‘ the next venture must 
be a success.”? And consequently one feels that the air- 
minded people of Belfast would do better to concentrate their 
energies on running a successful light aeroplane club than 
in trying to run a regular air line which can scarcely hope 
for success. 

If anybody can be induced, to do it, by all means let them 
put on a flying-boat service to take people in a hurry to the 
motor races on Aug. 18. But one is convinced that the pro- 
motors of the proposed service are making a mistake in 
promising Belfast a regular air service when regularity can- 
not be guaranteed.—c. G. G. 


MR. COURTNEY IN NEW YORK. 

On Aug. 7, Mr. F. l.. Courtney and his three companions 
arrived in New York on the Atlantic Transport liner Minne- 
waska, which picked them up in mid-Atlantic. 

A special reception committee appointed by the Mayor 


of New York met the Minnewaska outside New York harbour . 


and in their haste to reach New York before dark they 
transferred the party to their special steamer before con- 
sulting the immigration authorities. The result was that Mr. 
Courtney and his associates, Messrs. Pierce, Gilmour and 
Hosmer had to interview the Ellis Island authorities, to ex- 
plain that they were not personally responsible for their 
illicit landing. In the meantime it appears that according 
to law the Atlantic Transport Line is liable to a fine of £1,000, 
the penalty for allowing passengers to land without the 
necessary passes. 

New York’s reception of the party lacked warmth, partly 
because they landed after office hours and partly because 
Civic greetings to ocean flyers, successful or unsuccessful, 
now lack novelty. Shortly after five they proceeded by car, 
escorted by the Mayor’s Reception Committee, to the City 
Hall, where they were welcomed by the Mayor. They 
paused for a few minutes on the steps to permit of short 
speeches being made into the microphone of the “ talking 
movies.” 

Mr. Courtney expressed his gratitude to his rescuers, apolo- 
gised for giving them a lot of trouble, and thanked New 
York for its welcome, which, he said, was very gratifying 
in the circumstances, and not, he felt, very highly deserved. 
He and his fellow-voyagers had done their best, and hoped 
for better luck next time. 


The Dornier flying-boat which was 


abandoned by the 


THE ROHRBACH ROMAR.—The latest product of the Rohrbach Company built to the order of the Deutsche 
Lufthansa, which has just made its first tests at Travemiinde. 


Minnewaska when she picked up its crew was later foy 
by the Italian steamer Valprato and has been taken 
Sydney, Nova Scotia. 


LONDON—CAPE TOWN. 
On Aug. 8 Lieut. Murdoch, S.A.A.F., who is flying fr, 
London to Cape Town and back on an Avro Avian (A.D 
Cirrus engine), left Tabora at dawn and flew to Broken E 
where he arrived at 19.00 hrs? After a few hours’ sleep 
left the same evening for Bulawayo where he arrived on { 
following day. 
On Aug. to he flew from Bulawayo to Pretoria, landing 
Roberts Heights, the South African Air Force Headquarte 
On landing he was informed by the: authorities that 
had been formally placed under arrest for overstaying 
leave since Aug. 1, but after parading before the Cc 
manding Officer he was informed that he would be alloy 
to proceed to Cape Town. 
On Aug. 12 he flew from Pretoria to Cape Town, — 
Mr. Murdoch left Croydon on July 29 so that he has cove: 
the distance of approximately 8,000 miles to the Ca 
thirteen days, which represents an average of over 600 mi! 
flying a day. This flight proves the feasibility of operat 
a commercial service between London and the Cape it 
fortnight but that it should be demonstrated by a light ae 
plane reflects great credit on Mr. Murdoch, the Avro Ay 
and the 30/80 A.D.C. Cirrus II engine. | 
One unfortunately hears very little of the activities of 
South African Air Force, but if its flying personnel ni 
tains the very high standard which has been shown by b 
Lieut. Murdoch and Lieut. Bentley, M.C., A.F.C., there | 
be no doubt that although a small force it is a very effici 
one. | 
SYDNEY—PERTH. 
On Aug. 9 Capt. Kingsford Smith and Mr. Ulm, 
Australians who recently flew from San Francisco to Sydn 
flew from Sydney to Melbourne on their Fokker monopl 
“The Southern Cross,’’ accompanied by an engineer, a n/ 
gator and a wireless operator. | 
On Aug. 12 they left Melbourne and flew non-stop 
Perth, Western Australia, where they arrived the follow 
day. They covered the 1,950 miles in 23 hours 24 minu 
HARD LUCK. | 
A storekeeper of the 21st Regiment d’Aviation, statio 
at Nancy, who was flying as a passenger in one of the 
craft of the unit, suffered the misfortune to fall through 
floor of his cockpit and was killed. | 
THE ROHRBACH ROMAR. | 
The Rohrbach Romar (three 550/720 h.p. B.M.W, 
engines) made successful first trials off Travemiinde on 4 
7, aud in a series of evolutions, which lasted over an hi 
she performed with every satisfaction. | 
Three of these flying-boats have been ordered by 
Deutsche Lufthansa A.G. with a view to their being used 
a trans-Atlantic air service by stages, the longest of w! 
will be from the Cape Verde Islands to Fernando Norot 
across the South Atlantic. é 
The principal dimensions of the Romar are as follo 
Span—ia2r1 ft. (36.9 m.); Length—72 ft. 8 ims. (22 1 
Height—17 ft. 10} ins. (8.5 m.); Wing area—r,829.8 sq 
(170 sq. m.); Weight loaded—qr,140 lbs. (18,700 kgs.). — 


a 


gust 15, 1928 The Aeroplane 37 


jp Gipsy Moth will shortly be seen 
‘down under”; the Controller of Civil 
Aviation for the Australian Commonwealth 
has placed an order for a number of these 
machines. The Moth is extensively used by 
the Royal Australian Air Force for training 
purposes: its absolute reliability coupled 
with its unequalled performance has 
no doubt influenced Australia’s 


choice of the Gipsy Moth. 


“THE BEST LIGHT AEROPLANE IN THE WORLD” 


For full particulars of the Gipsy Moth write : 
THE DE HAVILLAND AIRCRAFT COMPANY LTD. THE DE HAVILLAND AIRCRAFT OF CANADA ETD, 


Stag Lane Aerodrome, Edgware, Middlesex. 1001 Federal Buildings, 85 Richmond Street West, Toronto 2, Canada. 
Telegrams: Havilland, Phone, Colindale. Telephone: Colindale 6160-6163. Tzlegrams; Moth, Toronto. 


THE DE HAVILLAND AIRCRAFT PTY. LTD. 


Whiteman Street, South Melbourne. Australia, 


Streets Telegrams; Moth, Melbourne. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Aug. 7. 


GENERAL DUTIES BRANCH.—Sq. Ldr. F. J. Vincent, D.F.C., is granted 
a perm. comn. in this rank (Aug. 8). Lt. J. F. Fearon (The Green 
Howards) is granted a temporary comn. as a Fig. Off. on seconding 
for four years’ duty with the R.A.F. (July 14). 

The following Plt. Offs. are promoted to the rank of Fig. Off. :— 
F. H. L. Searl (Jan. 14) (substituted for the notification in the Gazette 
of May 8); F. J. Taylor (July 4); W. G. H. Ewing (July 15). Pit. 
Off. U. H. Mignon resigns his S.S. comn. (July 30). 

STORES BRANCH.—Flg. Off. W. J. Eagle is transferred to the Reserve, 
Class € (April 7) (substituted for the notification in the Gazette of 
April 13), 

Myprca, BRANCH.—Fit. Lt. H. W. Corner, M.B., is granted a perm. 
comn. in this rank (Aug. 8). Capt. W. R. Wotton (Army Dental Corps) 
is granted a temporary comn. as a Fit. Lt. (Dental) on attachment to 
the R:A.F. (July 1). Fit. Lt. (Hon. Sq. Ldr.) J. W. H. Steil, M.B., 
relinquishes his temp. comn. on completion of service, and is per- 
mitted to retain his rank (Aug. 1). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL Dutizs Brancu.—The fol- 
lowing are granted comns. in Class A.A. (ii) as Plt. Offs. on proba- 
tion :—l,. L, J. Davies, G. D. Emms, EF. J. B. Langhorne, S. M. Thomp- 
son, I. D. Trouncer (July 23); G. G. W. Farquharson (July 24); H. 
Clive Smith (July 24); D. L. Hodge (July 26). F. C. Bridle is granted 
a comn. in Class C. as Flg. Off. (Aug. 7). Fig. Off. R. B. Tapp is 
transferred from Class A. to Class C. (Aug. 8). Fig. Off. B. A. Davy 
resigns his comn (Jan. 24) (substituted for the notification in the 
Gazette of Mar. 20). 

AUXILIARY AIR FORCE.—GENERAL DUTIES BRANCH.—NoO. 601 (COUNTY OF 
LONDON) (BOMBING) SQUADRON.—The following Plt. Off: to be Flg. Off. : 
—A. G. Haward (July 25). No. 603 (City or EDINBURGH) (BOMBING) 
SouvapRON.—The following to be Plt. Off.:—J. E. Glenny (July 11). 
No.\ 605 (CouUNtTY OF WaRWICK) (BOMBING) SQUADRON.—The following 
to be& Plt. Off. :—G. H.’ Aldridge (July 17). 


Appointments. 
Week ending Aug. 13. 

GENERAL Duties BRANCH.—Wing Commanders B. lL. Huskisson, D.S.C., 
to C. and M. Party, Cattewater, 1/8. P, F. S. Morton, to R.A.F.M.T. 
Depot, Shrewsbury, pending taking over command, 14/8. 

Flight Lieutenants C. K. W. Lockyer, to R.A.F. Cadet College, Cran- 
well, 20/8. F. E. Bond, to R.A.F. Depot, Uxbridge, 15/8. J. R. Wolley, 
to No. 2 Sqdn., Manston, 31/7. G. F. Smylie, D.S.C., to No. 1 School 
of I.T. (Apprentices), Halton, 15/7. L. W. Jarvis, to H.Q., Halton, 26/7. 
Ss. D. Macdonald, D.F.C., to No. 24 Sqdn., Northolt, 8/8. F. H. Shales, 
to No. 22 Sqdn., Martlesham Heath, 8/8. 

Flying Officers E. A. Healy, to R.A.F. Cadet College, Cranwell, 8/8. 
C. Guppy, to No. 2 F.T.S., Digby, 8/8. P. P. Grey, to No. 5 F.T.S., Sea- 
land, 8/8. W. V. R. Nicholl, to No. 5 F.T\S., Sealand, 8/8. J. F. Lawn, 
to No. 3 F.T.S., Grantham, 8/8. J. R. Brown, D.F.C., to No. 9 Sadn., 
Manston, 11/8. J. H. Pool, to Night Flying Flight, Biggin Hill, 24/7. 
A. A. Jones, to KE. and W. School, Flowerdown, 14/8. S. G. Connolly, 
to H.M.S. Argus, 1/8. P. Jones, to School of Naval Co-operation, Lee- 
on-Solent, 8/8. B. W. Barton, to No. 441 Flight, 25/6. A. R. Ward, to 
No. 441 Flight, 22/6. 

Pilot Officers A. P. Miller, to No. 9 Sadn., Manston, 17/8. V. S. W. 
Smyth, to No. 12 Sqadn., Andover, 17/8 M. Lowe, to R.A.F. Cadet 
College, Cranwell, 8/8. 


IN INDIA.—A Handley Page Hinaidi bomber (two Bristol Jupiter VI engines) on the landing ground at ! 
on the N.W. Frontier of India, 3,700 feet above sea level. This machine has completed extensive trials in India 
with complete success, the twin air-cooled engines showing remarkable reliability in spite of the climate. 


; 


StorES BRANCH.—Flight Lieutenants W. J. Cleasby, to R.A-F. Stat; 
Upper Heyford, 1/8. L. T. Sanderson, D.S.M., to Home Aircraft De 
Henlow, 30/7. 

Flying Officers D. A. W. Sugden, to R.A.F. Depot, 
G. G. C. Pigott, to E. and W. School, Flowerdown, 13/8. — 

AccOUNTANT BRANCH.—Flying Officer H. S. Withers, to R.A.F, Stat 
Duxford, 17/8. ; 


The Air Defence of Great Britain Comman 
Exercises. ! 
The Command Exercises of the Air Defence of Gr 
Britain began at 18.00 hours on Aug. 13, and will end at o: 
hours on Aug. 18. If the weather has not interfered 
the Exercises by 09.00 hours on Aug. 17, the Air Officer Cx 
manding-in-Chief may end the Exercises at that hour, — 
The main object of the Exercises this year is to test 
operational efficiency of the individual Units of the Comm: 
and not to test the efficiency of the Air Defence of London. 
The two opposing Forces are (A) the Eastland Force, ¢ 


Uxbridge, 


sisting of the Units of the Wessex Bombing A 
under Air  Vice-Marshal Sir John ‘Steel, 3KB; 
C.B., C.M.G., No. «1 “Air Defence) SG@rogiian 
Air Commodore E. ly. Gerrard, CMiGy SDision. | 


503 (Bombing) Sqdn. (a Cadre Squadron comprising a | 
portion of Special Reserve personnel) and the Night Fly 
Flight, operating under direct orders from H.Q., A.D.G, 
and (B) The Westland Force, consisting of the Units of 
Fighting Area under Air Vice-Marshal Sir Robert Broc 
Popham, K.C.B., C.M.G., D.S.O., A.F.C., the 1st AmticAirc 
Battalion, R.E., and Air Defence Formations, T.A. | 

‘The operations will begin each day at 18.00 hours and fit 
at oy.oc hours the following day. | 

A full account of the operations will be given in THE Ar 
next week. : | 

The Higher Command. 

The Air Ministry announces that Air Marshal Sir J 
M. Salmond, K.C.B., C.M:G., C:V.0:; DiS;G3eaueeme, 
been selected to succeed Air Vice-Marshal Sir Philip 
Game, K.C.B., D.S.O., as Air Member of Council for . 
sonnel at the beginning of January next, and that Air V 
Marshal Sir Edward Ll. Ellington, K.C.B., C.M.G., C.B 
will at the same time succeed Air Marshal Sir John Salm 
as Air Officer Commanding-in-Chief, Air Defence of G 
Britain. | 

Air Vice-Marshal Sir Edward Ellington, K.C.B., C.M 
C.B.E., was born in 1877 and educated at Clifton and 
R.M.A., Woolwich. He entered the Royal Artillery in_ 
and was promoted to be Lieutenant in 1900 and Captaii 
1904. He successfully passed a course at the Staff Coll 


Camberley, in 1908. 
He learned to fly on a Farman biplane at Brooklands 
his Royal Aero Club certificate No. 305. is dated Oct. 1, 1 


Arawali, 


(UST 15, 1928 The Aeroplane 319 


AiR COOLED 
STATIC RADIAL 


ARMSTRONG 
SIDDELEY 


i The 7 CYLINDER 
: WORLD'S : 209 - 225 h.y 
: ENDURANCE : 
: RECORD  : 


? of 60 hrs. 7 mins. 32: 
: secs. was made on a: 


Siddeley 


PUMA 


?engined DPE O” bie: 
? Adjutant Crooy and : 
Sergeant Groenen. 


PTT TTT Tee ee 


Flown & 
Known 
all over 


the World 


UR engines, whilst fulfilling the highest 
military requirements, are all designed 
on a reasonable compression ratio basis 
and are rated on that basis. At the same 
time, they are highly economical in the 
use of petrol and oil. 
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He was attached to the Royal Flying Corps in -1912. In 
November, 1912, he became Secretary of the War Office 
Committee which, under Brigadier-General Henderson, had 
prepared the plans for the formation of the R.F.C. In May, 
1913, he was appointed G.S.O. 11. 

On the outbreak of War he was appointed D.A.Q.M.G. and 
was promoted to be Major, R.A., in October, 1914. He 
was awarded the Croix de Chevallier, Legion of Honour in 
November, 1914. In 1916 he was made Brevet-Colonel for 
distinguished service in the Field, and shortly after was 
made a Companion of the Order of St. Michael and St. 
George. He held various Staff appointments in France dur- 


ing the War and in 1917 was appointed Deputy-Director of — 


Military Aeronautics at the War Office. te 

In January, 1918, he became Director-General of Military 
Aeronautics, and in August, 1918, he was made Controller- 
General of Equipment at the Air Ministry. In the New Year 
Honours of r919 he was appointed to be a Companion of the 
Bath for services rendered in connection with the War. In 
the King’s Birthday Honours of 1919 he was made a Com- 
mander of the British Empire and in August, 1919, he was 
appointed to a permanent commission in the Royal Air 
Force with the rank of Air Vice-Marshal and became Director- 
General of Supply and Research and a Member of the Air 
Council. He was made a Knight Commander of the Bath 
in 1920. 

From February, 1922, until October, 1923, he commanded 
the Royal Air Force, Middle East, and in November, 1923, 
he became Air Officer commanding, R.A.F., India. In 1926 
he was appointed to command the British Forces in ‘Iraq. 

An account of the career of Air Marshal Sir John Salmond 
appeared in THE AEROPLANE of Mar. 7, 1928. 


The Air Cadetships. 

The following have been declared by the Civil Service Co 
missioners to be the successful candidates at the compe 
tion held in June, 1928, for admission to the R.A.F. Ca 
College, Cranweil, but their admission is conditional on th, 
having passed a medical examination. The names are 
order of merit :— 

Cleland, A. G., Forrest, C. E. M., Vaughan-Fowler, D. G., Dashy 
R. B., Littler, C. E., Bader, D. R. S., Smith, R. F., Stephenson, G, 
Pretty, W. P. G., Walker, N. C., Newcombe, J. S., Cross, FB, 
Edwards, M. B. 

KING’s CADETS WHO HAVE QUALIFIED :—Massey, J. P., Belchem, LI, 
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The Kinkead Memorial. 


The portrait-of the late Flt. Lt. S. M. Kinkead, DS. 
D.S.C.,; D.F.C., R.A.F., which is ;to.be ‘presentedaann 4 
R.A.F. Club as a memorial, will be painted by Mr. Geo: 
Harcourt, R.A., and will be completed by the end of Octob 


The Union Jack Club. 


An Air Ministry Order states that arrangements have he 
made by the Union Jack Club for the election to members! 
of a limited number of ex-warrant officers, non-commissior 
officers and men of the R.A.F. with not less than 12 yea 
service on the Active List, including service on mobilisati: 
Service in the Royal Navy, Army, or Royal Marines may 
taken into account in computing the 12 years. 

Those who desire to become candidates for ex-Service me 
bership when approaching the end of their term of sery 
on the active list should apply for particulars to The Con 
troller, Union Jack Club, 91, Waterloo Road, S.H.1. 


THE EDGWARE ACCIDENT. 

On Aug. 8 the inquest on the body of Lieut. E. L. D. 
Moore, R.N., which had been postponed pending the attend- 
ance of witnesses, was resumed at Stanmore. 

Mr. Charles Walker, Director of the De Havilland Aircraft 
Co. Ltd., said there had never been a similar accident to one 
of their machines as the type had high factors of safety. 

Lt.-Cdr. Moore, R.N., said that his brother took his Air 
Ministry ‘“‘ A’ Licence in May last year and had made 
about thirty flights since then. 

Mr. Charles Humphries, ground engineer of the London 
Aeroplane Club, said that the machine had been examined 
on the morning of the accident and that he had no reason 
to believe that it was in any way defective. 

Mr. V._H. Baker, chief instructor of the Club, said the 
machine was built to be safe when stunted. 

Police Constable Wixon, who saw the accident, testified that 
the right or starboard plane left the machine in the air. 
Mr. C. H. Bell and Mr. Donald Stone corroborated this evi- 
dence. 

The Coroner returned a verdict that Lieut. Moore died from 
a fractured skull due to the crashing of the aeroplane in 
consequence of structural failure in the air. 

The usual investigation into the accident by the competent 
authority at the Air Ministry is being, or has been, made 
and one gathers that it is the intention of the De Havilland 
Company to publish openly the result of that finding what- 
ever may be the consequences. This is an excellent resolu- 
tion, for the hushing up of the causes of accidents, as found 
by the Accidents Branch at the Air Ministry, is bound to 
cause people to be suspicious of the machine concerned. 

When a Service machine breaks in the air there may be 
good and sufficient reasons for keeping secret the findings 
of the Accidents Branch. ‘The cause of the accident, or the 
prevention of a similar accident, may conceivably be a 
Service secret. But where civil aircraft are concerned only 
good can be done by publishing whatever the Accidents 
Branch believes to have been the cause of the accident. 

Even though the alleged cause may not be the true cause, 
the explanation must at any rate suggest some cause which 
may lead to the prevention of accidents from that cause. 

The opinion of those best qualified to judge the probable 
cause of Lieut. Moore’s accident is that the wing itself did 
not fail owing to undue strain, but that it was actually broken 
by the breaking of something else in the machine, as for 
example the bursting of an airscrew or something of that 
sort. 

There has been a rumour at Stag Lane that the machine 
hit a tree in getting off and that the pilot did not notice 
the damage. But this is believed to be purely a guess based 
on the fact that the dead officer was in the habit of flying 
low for his own amusement, though not in any way which 
could be called dangerous or reckless. 

The late Lieut. Moore was a Fleet Air Arm observer and 
was not a Service pilot. He had become a pilot purely for 
his personal gratification. His death is greatly to be de- 
plored for he was precisely the type of man who is needed 


for the general good of aviation. To his family one off 
sincere condolences in their great loss.—c. G. G. 


A FRENCH FATALITY. | 

On Aug. 8 the Couzinet.monoplane (three Hispano-Su 
engines) which had been built for an Atlantic attem 
crashed near Orly on a trial flight and the pilot, M. Drouh 
and the mechanic, M. Lanet, were killed, and two ot 
occupants were seriously injured. | 

The loss of the pilot, M. Maurice Drouhin, is a very he: 
one for French aviation. To most people outside Fran 
Drouhin is known only as a Trans+Atlantic flight comp 
tor who achieved considerable notoriety owing to his — 
fortunate association last summer with Mr, Levine, but 
France Drouhin had the reputation of being one of the m 
brilliant all-round pilots, and only his keen desire to se 
Frenchman first fly the Atlantic from East to West ever 
no French aeroplane could do it, caused him to “ tak 
chance ”’ with Levine. 

Maurice Drouhin learned to fly in 1917 after transferr. 
from the cavalry to military aviation. 

On demobilisation he joined the Farman company w 
whom he served continuously until he joined Levine. | 
an air line pilot on the Paris—London and Paris—Ams 
dam services of the Farman Company, as a test and recept 
pilot for all types and sizes of aircraft, and as a competit 
and record-breaking pilot, Drouhin showed remarkable 
round qualities. e | 

From October, 1922, to April, 1927, he held the Wor. 
Duration Record and during that period he broke his ¢ 
record twice. | 

In 1921 he won the Grand Prix de V’Aéro Club de Frar 
in 1924 he won the Tour de France des Avionettes, and 
1925 he was awarded the Gold Medal of the Aéro Club 
France for his all-round performances. As recently 
July 13 of this year he, in company with a lady pilot, br 
the light aeroplane distance record by flying non-stop fi 
Paris to Treptow, on the Baltic coast, on a Caudron m¢ 
plane. = .| 

French attempts on the North Atlantic have been sit 
larly unfortunate. ‘Their pertinacity, although a th 
to be admired, is deplorable so long as they are to lose pi 
of the type of Drouhin, whose abilities could have t 
so better employed.—t. B. | 

ANOTHER ITALIAN MISFORTUNE. — | 

On Aug. 5 Capt. Ferrarin and Major del Prete arrive. 
Rio de Janiero from Natal, presumably by train. 

On Aug. 7 they visited Ponta Galeao and inspecte 
new Savoia flying-boat intended for the air service betw 
Rio de Janiero and South Brazil. They expressed a de 
to test the machine and against the wishes of the author) 
they went up. Shortly after taking off the machine | 
into the sea. S| 

Capt. Ferrarin was picked up with a damaged jaw 
general contusions and Major del Prete had both legs f 
tured and was suffering from shock. The condition of M) 
del Prete is serious, and it is expected that the amputa 
of both his legs will be necessary. 
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BARNSTORMING TOWARDS THE EAST. 


On Jan. 9 Flg. Off. J. S. Newall and Flg. Off. N. Vintcent, 
D.F.C., both R.A.F. officers on half-pay, accompanied by 
Mr. W. S. King, engine mechanic, and Mr. W. A. Childs, 
fitter, rigger and photographer, left Stag Lane Aerodrome 
on two D.H.g type biplanes on a flight towards the Hast. 

The object of the expedition, which is being financed by 
the two officers, 1s to investigate the possibilities of air 
transport along the route from England to India, Burma 
and the Malay States, to carry passengers and to organise 
meetings at various places en route, to demonstrate the 
possibilities of aerial surveys vy taking photographs from 
the air, to collect meteorological data aud information on 
natural landing grounds, seaplane bases and flying condi- 
tions generally. 

Their two machines are Belgian-built D.H.g biplanes which 
have been specially modified to accommodate three passen- 
gers in enclosed cabins. They are also fitted with rubber- 
in-compression undercarriages, D.H.50-type nose-radiators, 
and Dunlop motor-car-type tyres in place of the ordinary 
aeroplane tyres to reduce the risk of punctures. 

The expedition is at present in India, and the following 
narrative received from Mr. Vintcent gives an interesting 
account of the voyage from Paris to Madura, in southern 
Madras. 


We had a good trip from Paris to Marseilles and on to 
Pisa, where we stayed the night in the same hotel as 
-patronised by the King and Mussolini. During our stops in 
Italy we both became expert spaghetti eaters and could 
twist a fork with any of the Italians themselves. At Naples 
the aerodrome was too small to get out of with the load we 
were carrying, so we had to take off and land at a place 
called Praie D’Aieta, some miles south, and fill up there. 
We spent one night at this place, and although the aero- 
drome is good one cannot say the same for the only hotel, 
where the sheets are literally used for the tablecloths. 

From Praie D’Aieta we had a good flight to Malta, which 
we reached on a Sunday. Newall, of course, was quite at 
home, because he has spent some time there with the Fleet 
Air Arm, and he took me round all the low haunts, such as 
Beppo’s Bar, and one or two other places whose names I 
have forgotten. The C.O. of the station, who had been in 
‘Iraq while I was out there, very kindly gave us an escort 
of seaplanese to cover the first thirty miles of the way 
towards Tripoli. 

We had a really beastly day for it, with a strong cross- 
wind of about thirty miles an hour and low clouds and rain. 
However, the seaplanes put us on the correct course with 
their wireless direction-finding, and off we went. The wind 
increased as we continued, and it took us nearly four hours 
to do the two hundred-odd miles to Tripoli. Quite long 
enough, and we all agreed that trans-Atlantic flying would 
not figure in our list of hobbies. 

At Tripoli the Italian officers were very kind, in fact all 
along the north coast of Africa they helped us all they 
could. We were very much impressed with the Italian Air 
Force. They seem to have good, well-kept machines, and 
their outposts are the best I have seen anywhere. They are 
built solidly and give the impression of having been de- 
signed as a whole and not built up bit by bit. 

There are four stations on the coast—Tripoli, Sirte, Ben- 
ghasi and Tabrouk. The hangars are all stone with rails 
running out on to a large apron of concrete, and the ma- 


ae 


chines are stowed inside by putting the wheels and { 
skid on trolleys and packing the machines nose to t 
In this way, of course, it is possible to put in nearly ty 
the number of aeroplanes that would be possible if 4 
were stowed in the ordinary way. The whole camps 
surrounded with well-built fortified walls with machine-; 
emplacements, and altogether are first-class jobs. 


They told us that preparations had been going on for gc 
years, and when we arrived they had just started a mc 
ment penetrating southwards to occupy territory whi 
although marked as Italian on the map, had never } 
really taken over. There was a tremendous amount 
bustle going on and the Air Force were doing two bo 
raids a day in co-operation with the troops to the sor 
We were told that the country between the camps was lis 
to prove hostile in the event of a forced landing, 
although we kept a good look-out as we flew along we ; 
nothing more ferocious than a few camels and some wanc 
ing families, unarmed. A pity, because we felt that 
would have made such a good story if we could have arri 
in Cairo with our machines riddled with bullet-holes. 
did, however, get caught in a nasty dust-storm, so that 
can truthfully say that we went down, down, and still 
Nile, because, of course, the Nile wasn’t anywhere near. 

At Aboukir we met lots of friends, who behaved in t1 
friendly style, in fact we should like to say right at 
commencement how much we are indebted to all the 
Force stations at which we have called for their very g1 
kindness. We stayed in Egypt for some three weeks bet 
going on to Palestine. 

No civil flying other than the Imperial Airways’ servic 
allowed in Kgypt on account of the Government not hay 
decided upon a definite air policy, but there are sun 
sinister figures representing powerful foreign governmé 
who move about darkly and are all awaiting the word 
to get their claims staked. 

From Cairo we went on to Palestine, where we held 
first flying meeting at Jaffa. As we had to go on to H 
and Jerusalem to see various people we left the execut 
of our organisation to a Russian Jew who spoke five — 
guages fluently and would, I imagine, have been equally; 
home in any of the bars along the waterfronts of Sc 
America, China or the Mediterranean. We impressed u 
him that it was essential to have a large attendance on 
first day in order to make things go with a swing and | 
that we must have adequate police to control the crow 

The meeting was scheduled to start at ten in the morn 
and as we flew over at about five minutes to the hour 
realised the hidden abilities of our agent. The roads v 
black with what appeared at first sight to be troops ma: 
ing along in fours, but which proved to be masses of sch 
children, who had been invited to attend by the | 
Kussian free of charge, whereby he showed his fren 
cunning in realising the attraction of anything free i 
country such as Palestine, with the result that over 
thousand innocent children were mercilessly driven al 
the roads to witness flying at first hand. The fact that t 
arrived half dead from fatigue mattered not at all, the cr 
was there, so were the mayors and the band. ~ | 


Police had proved to be somewhat expensive, SO_ 
ingenious friend had hired the local fire brigade, who tut 
out in uniform and lent an air to the whole proceedi 
We flew for three days, and it proved a great success. — 

r 


mh 


IN PALESTINE.—A typical quartette of passengers carried by Messrs. Newall and Vintcent during their three- 
day flying exhibition at Jaffa. 
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* IN ‘IRAQ.—Above, the two D.H.9s (Puma engines) 
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at Ziza before taking off for Baghdad, and below, outside the 


Imperial Airways shed at Baghdad West Aerodrome. 


Russian was invaluable in preventing men in voluminous 
cloaks from smuggling small boys into the machines free of 
charge and in handing over to the fire brigade those con- 
victed of having thrown samples of their tooth-paste, boot- 
laces and other commodities by way of advertisement over 
the town during their flights. These latter were led away 
presumably to be put out in the best fire brigade style. 

From Jaffa we went to Haifa and then to Amman prepara- 
tory to leaving for Baghdad. 

The aerodrome at Amman is over two thousand feet up, 
with the prevailing wind down the hill, and as we were 
carrying the whole of our luggage, spares, tools and cameras 
it seemed wiser to seek the wide open spaces before attempt- 
ing to take-off with enough petrol to get to Baghdad. Accord- 
ingly we sent King, our engineer, in a car with some of the 
heavy baggage to Ziza Plain and flew down light in the 
machines. For our own interest we marked out measured 
distances along the line of our take-off. Ziza itself is about 
two thousand feet high, but one can get a practically un- 
limited run. We needed it, as we took just twelve hundred 
yards to get off the ground. From there we had an unevent- 
ful flight to Baghdad, alighting at ‘‘ Landing-ground Five ” 
for lunch. 

The track is child’s play to follow now compared to what 
it was some years ago when the plough was the only thing 
to follow. So many cars have been over the route that it 
looks rather iike a road, and although the track itself is 
overblown with sand in places the car-marks always show 
up well. 

In Baghdad we met many friends, and although the Air 
Force personnel has greatly changed the civilians remain. 
During the time I was in ‘Iraq there used to exist a very 
close liaison between Nos. 8 and 30 squadrons, and if one 
member was to be seen in Baghdad on pleasure-bent the 
remainder were usually close behind, and it was rather 
touching to see the way the hotel staffs and the bar-boys 
remembered one’s especial friends and enquired after them. 
There were many enquiries after Mr. Pope, Mr. French, 


IN INDIA. 


On the left, a typical Indian passenger, and on the right, above, one of the machines at Morvi, and 
below, a few minutes after landing at Ahmedabad. 


Mr. Sherlock, Mr. Hawtrey (did they not remember { 
long-necked bottle of peach bitters) and a dozen others, a 
always witliout fail they wished to know when the Capt 
“ Kink ” would return. I think there was as much genni 
feeling over his death in Baghdad as anywhere else. 

At the risk of boring some it is worthy of mention tl 
Zia has moved to a new hotel, but retains the same b¢ 
rail, and that Satan, the head-waiter of the Carlton, is p 
spiring in his boiled shirt as usual, while the Babylon and ‘ 
Willingdon each have a cabaret and packed houses. 

We had a very good time in Baghdad as we were invi! 
to stay in No. 1 Mess. From there we flew to Busra and 
to Koweit, where we found that the war was over 4 
preparations were being made to return. = 

From Koweit we went to Bushire via Busra, where 
spent the night. Incidentally, the aerodrome at Bushire 
liable to prove treacherous. Either the ground has dete1 
rated since being turned into an aerodrome, or else ° 
boundary marks were badly placed originally, the res 
being that one finds large holes and ruts well imside 
marks. In a good light they are easy enough to see, but 
anyone creeping in at dusk and landing on what appears 
be the edge of the aerodrome they would cause a lot 
damage. We were very disappointed to miss the f 
Junkers aeroplane to open up the service between Tehe 
and Bushire, as we discovered that it had left the day bef 
we arrived. ‘There is a dilapidated hangar on the aerodro 
at Bushire, but no other facilities. j 

From there we flew to Bunda Abbas, Jask (which ha: 
magnificent natural aerodrome), Chabar, and on to Kara 
Although the temperature in the Gulf was only about nm 
we found that the only way to keep our engines cool 1 
to fly right down on the ground, as the belt of hot 
extended up to over 4,000 feet and made us over-heat | 
before we could climb through it. I certainly do not ¢ 


anyone who has to operate over that section of the ro 
to India. ‘ k 4 
We spent about a month in Karachi, and while our engi 


See Sse8 
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“CALCUTTA ”’ 


All-metal Air Liner 
for 15 . passengers 
and crew of three. 
(Bristol ‘‘ Jupiter’? Engines.) 
Imperial Airways, Ltd 


“ SINGAPORE” 


All-metal Naval Type. 
Recently returned from 
Sir Alan Cobham’s 
flight of survey round 
Africa. 
(Rolls-Royce ‘‘Condor’’ Engines.) 


ALL-METAL 
FLYING BOATS. 


SHORT BROS. (Rochester & Bedford), LTD., ROCHESTER. 


Telephone—Chatham 2261. 
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were being looked over we went up to Simla to see the 
Director of Civil Aviation in India, Colonel Shelmerdine, 
who gave us some useful information about the weather 
during the approaching monsoon, so that we were able to 
make out a programme avoiding the worst of the rain. It 
is a great pity that there are no hangars in India any- 
where south of Karachi, and as the dense rain would very 
soon reduce a machine to a state of uselessness we were 
compelled to alter our plans and make for areas where the 
south-east monsoon is not felt to any great extent. On all 
the official landing grounds there are two little stone huts 
for accommodating petrol and a guard, and it would be a 
great help if these huts were linked with a wall at right 
angles to the prevailing wind and a small corrugated iron 
roof just large enough to cover the nose of the machine 
put on. It would be a small undertaking and would prevent 
machines becoming soaked with rain as they do at present. 

From Karachi we went to Ahmedabad, where we put in a 
week’s flying. The population were wildly enthusiastic, in 
fact on one occasion flying had to be stopped on account of 
the number of free fights going on among those wishing to 
fly. Every time a machine landed there would be a rush, 
and men would flock round seizing hold of the wings and 
fuselage and refusing to let go. Ahmedabad is a great mill 
centre and the aerodrome is quite close to the town. 


On my way to Ahmedabad I landed at a place called 
Morvi, in Morvi State, and was asked to inspect a four- 
engined Handley Page. It appears that the former ruler 
had bought it just after the war with the idea of using it 
to go to Bombay and back on business, but that by the time 
it had been sent to Karachi, erected and flown to Morvi he, 
no longer felt inclined to fly, and the machine has been 
lying there unused ever since. Apart from the engines it is 
by now quite useless. Rather an expensive whim. | 
From Ahmedabad we went to Bombay, and landed at Juhu 
Aerodrome. This is a flat piece of ground close to the sea- 
shore, and although quite good during the fine weather, it 
would be much too soft after heavy rain. We could not stay 
more than a few days in Bombay on account of the ap- 
proaching monsoon, but we shall return there as soon as 
the fine weather starts. 

From Bombay to Poona we carried two passengers, the 
sons of a wealthy Parsee. They were most enthusiastic 
about their flight and gave a very glowing account of it to 
the papers on their return. 

At Poona we lunched, and proceeded to a place called 
Sholapur, where we stayed the night. Owing to a circus 
having arrived we could not get in the Government rest- 
house, so were put up by the local inhabitants. Incidentally, 
it is the only circus I have ever seen which could boast a 
parrot that rode a bicycle. 

We picked up a casual passenger from Sholapur to Bel- 
lary, and then flew on to Madras, which we reached at dusk. 
Our flying time from Bombay to Madras was 7 hours 45 
minutes. 

Madras kept us busy for a month with photography, 
charters and passenger work. From there we went to 
Bangalore, where after five days’ work we gave ourselves a 
holiday. The climate there is a delightful change from the 
plains, and we were able to sleep at night with a blanket 
instead of sweltering under a fan. While there I was taken 
over a gold mine, and one of the shafts goes down seven 
thousand feet. Almost incredible. 

From Bangalore we flew to Madura, where there is a 
railway strike and, the lines have been torn up. We have 
volunteered to run a mail service from Madura to Madras, 
stopping at Trichinopoly and Tanjore en route; but we are 
not optimistic regarding the reply, as never has a truer 
thing been said than that one cannot hustle the East. 

I think that we can safely say that our tour in India so 
far has been an undoubted success. Everywhere there has 
been great enthusiasm shown, and people avail themselves 
of our expedition to use it for photographic work, private 
charters and passenger flying. 

It has been a revelation to most people out here that we 
can use our machines as they would a motor-car. So far we 
have been lucky and always run to schedule, a fact which 
reflects great credit on our engineer, W. S. King. Our 
greatest handicap is the fact that owing to initial financial 
reasons we were forced to equip ourselves with machines 
which, although sound, are of old design and consequently 
call for a good deal more looking after than would a couple 
of more modern ones. It is our hope, however, to return 
them intact to Croydon in the not too distant future. 


EDUCATING THE PUBLIC. 


Readers of THE AEROPLANE will be interested to know that 
Lt.-Col. Norman G. Thwaites, who is becoming well known 
among aeronautical people as the energetic and amiable 
assistant secretary of the Air League of the British Empire, 
is the prospective Conservative candidate for the Hills- 


borough Division of Sheffield. The many friends whom h 
has made will wish him every success in his candidature 
He would certainly be a distinct acquisition to the Hons 
of Commons. | 

He recently addressed the 1912 Club at Bucklersbury, E.C, 
on Great Britain’s position in aviation. In doing so h 
made a good point which is not as a rule adequately drive; 
home by speakers on what might be called patriotic ayia 
tion. He compared the low. cost of aircraft as a defenc 
with the high cost of other forms of defence, pointing oy 
that a battleship costs £7,000,000, whereas the largest of ou 
aircraft cost not more than £20,090, and that for £7,000,00 
we could provide 10,000 small high-speed fighting machines 
more or less of the Tiger-Moth type, at approximately £70 
apiece. | 

Admitting that the Tiger-Moth itself is hardly a fightin, 
machine, theré are possibilities about the type. And some 
thing bigger and faster could possibly be produced on mas 
production principles at the suggested price. | 


Unfortunately; being of the Air League, Colonel Thwaite 
was more or less obliged to ring in all the old fallaciou 
arguments about the insignificance of our Air Force com 
pared with other air forces which are twice as big but onl 
about a quarter as efficient. And he also had to drag i: 
the equally fallacious argument about the enormous mileag 
of air routes in Germany compared with ours,—which 1 
about as reasonable as comparing the railway mileage c 
the Isle of Man with that of Great Britain. He did, hoy 
ever, emphasise the fact that we have the best flying me 
and the best engines. So that may be accounted unto hir 
for righteousness. | 

One interesting point he made was that the air leagues c 
Germany, France, Italy and other countries run into hur 
dreds of thousands of members, whereas our own Air Leagu 
of the Empire cannot boast anything like such number: 
That, of course, is the fault of the way in which the Aj 
League has been misguided for so many years. If it ha 
a real live chairman of committee and a live-wire executive 
as the Navy League had in the days of the late Mr. Robe 
Yerbergh and the very much alive Mr. Pat Hannon, w 


might easily have half a million members in the Air League 


THE FRIEND SHIP ORGANISATION. 


The latest manifestation of aviation appears to be th: 
organised by Mrs. Knowles of Ramshurst Manor, Tonbridg' 
who is the moving spirit in what is known as the Frien 
Ship Fellowship Organisation, a clumsy but comprehensi 
title. The central idea of Mrs. Knowles is that of bringin 
the young people of various nations together. The Organ 
sation owns a yacht in which the winners of competitiot 
arranged by the Organisation are given short cruises < 
prizes. The latest idea of Mrs. Knowles is to visit variot 
schools, to lecture to the children, and to enlist member 
For the purpose of this tour a Blackburn Bluebird is bein 
used. This machine was delivered to Mrs. Knowles : 
Ramshurst Manor on Sunday, July 15, where it was give 
the official blessing of the Department of Civil Aviation b 
Col. Ivo Edwards acting for Sir Sefton Brancker. 


DIAMOND TRANSPORT IN SOUTH AFRICA. 


| 

Aircraft are being used in South Africa by diamond buye! 
both for rapid transport to the buying centres and for tt 
transport of the resultant purchases. 

On July 18 an aeroplane carrying a load of diamonds forc 
landed in the Mooresburg district of the Cape Proyinc' 
When the local inhabitants gathered round to offer help th 
were warned off by one of the occupants who levelled a t' 
volver at them. A car was chartered and the journey wé 
completed to Cape Town by road still under armed prj 
tection. Be 

On Aug. 10 a machine which was flying from Kimber! 
to the Lichtenburg diamond diggings crashed in the dat 
soon after leaving Kimberley and both occupants were kille 
The wreckage of the machine was surrounded by banknot« 
to the value of from £3,000 to £4,000. ie 


GLIDER RECORDS. 


On Aug. x the annual Rhén Gliding Meeting opened 
the Wasserkuppe. Over sixty gliders were entered and 
the first four days over 200 flights were made. | 

On Aug. 6 Herr Krénfeld, an Austrian pilot, remained ' 
the air for three hours and reached a height of 1,476 ft. 

On Aug. 8 Herr Nehring glided from the Wasserkup{ 
promontory to within ia short distance of the town ¢ 
Kisenach, covering a distance of 45 miles, thus beating tt 
previous record by 13 miles. | 

On the same day Herr Dittmar reached a height of 2,5, 
ft. above his starting point. | 


» 
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If one engine fails, what————? There is only one three-engined all-metal 
Most aeroplanes equipped with two engines, aeroplane in the world which maintains 
or three, would be compelled to make a straight level flight (under full load) with 
forced landing in this case. only two engines running: 


Forced landing, that means: late arrival, 


| perhaps danger to passengers, pilot andcraftt THE “ROHRBACH ROLAND.” 
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THE A.B.C. HORNET ENGINE. 


A.B.C. Motors Ltd., of Walton-on-Thames have just pro- 
duced an engine for light aeroplanes of an interesting type. 
This is called the Hornet, and is a four-cylinder air-cooled 
double-opposed horizontal of 75 h.p. normal rating. 

The makers claim that this arrangement of cylinders gives 
a smaller frontal area than is possible in a radial of equal 
power, that it gives better cooling than is given when all 
four cylinders are in line, and that as the cylinders project 
on each side of the fuselage, the view forward is not ob- 
structed, as with other types of engine—a point of consider- 
able importance in the light class of aeroplanes. 

Another and quite important point is that this arrange- 
ment of cylinders gives a short stiff crankshaft and crank- 
case, both of which go to reduce the all-up weight of the 
engine. As a consequence the makers claim that the Hornet 
is some 50 lbs. lighter than any four-cylinder in-line engine 
as yet available tor light aeroplanes. 

The first experimental Hornet engine was designed and 
produced in the latter part of last year, and was given some 
80 hours of development testing at the makers’ works. In 
this period it developed no defect other than the most minor 
type of teething troubles. It was then stripped, all working 
parts measured up, after which it was re-assembled and 
submitted to the standard Air Ministry type-test, which it 
passed at the first attempt. 

On stripping and re-measuring the amount of wear dis- 
coverable was ridiculously small. The maximum wear on 
the connecting-rod big-ends was .o003 inch, the top of the 
cylinder bores had worn from .00025 to .00075 inch, and the 
centre of the bores showed a maximum wear of .00025 inch. 

The Hornet is of simple and sturdy construction, follow- 
ing in general the design of the well-known two-cylinder 
Scorpion,—so much so that cylinder-head units and a num- 
ber of other items are interchangeable with those of the 
earlier engine. The Scorpion has not come into very exten- 
sive use in this country, but many of them have been pro- 
duced and sold to countries where the light single-seater type 
of machine finds greater favour, so that this interchange- 
ability of parts is a real advantage from the manufacturing 
and stock point of view. 

SPECIFICATION. 
CYLINDERS.—102 (4.015 in.) bore, 124.5 stroke). 


m/m. m/m. (4.8 in. 


Front and back views of the A.B.C. Hornet engine. 


Steel barrels with integral fins, with cast-iron heads bolted on 
Two inclined overhead valves per cylinder. Inlet ports face down. 
Exhaust ports upwards and forwards. | 

Pistons.—Aluminium alloy castings, with floating gudgeon-pins. 

CONNECTING RODs.—Unsplit-ring type big-ends, case-hardened, on bear 
ing surfaces with a split floating bush between big-end and crank. 
pin. The big-ends are threaded over the crank throw, and the float. 
ing bushes are then slipped into place one half at a time. They 
bushes have stepped joints and are locked together by screws pass, 
ing through the steps parallel to the crank-pin axis. | 

CRANKSHAFT.—Two-throw 180° type, heat-treated and case-hardened oy 
crank-pins and over central journal. Runs on two roller bearings, 
in front, one plain bronze bearing between throws and one roller 
bearing at rear. 

CRANKCASE.—In three sections, spigotted and bolted together in planes 
of cylinder centre-lines. Four long bolts passing right through 
crankcase project at rear end and serve for mounting. An induc. 
tion chamber is cast into the bottom of the central section oj 
crankcase, to heat mixture and help cool the oil. 

VALVE GEAR.—Overhead valves are operated through push-rods and 
rockers. There are apparently two independent camshafts, one 
carried in the top of the rear section of crankcase for the rear 
pair of cylinders, and one in the bottom of the front section for 
the front cylinders, | 

CARBURATION.—One Zenith Duplex 36 m/m. carburettor is attached 
to the base of the crankcase and delivers mixture to the induc. 
tion chamber cast therein. Two horizontal pipes run out on each 
side and join up with a pair of U pipes which run ‘to the inlet! 
ports. 

IGNITION.—One Watford double-spark magneto mounted on top of 
crankcase fires two plugs in each cylinder. Impulse Starter! 
coupling on magneto. 

LUBRICATION.—Normal dry-sump system. 
a unit at the rear of the crankcase. 

AUXILIARY GEARS.—Provision for fitting an engine-driven petrol-pump. 
Normal tachometer drive attached to oil-pump unit. 

WEIGHT.—225 lbs. (102 kg.). : 

PERFORMANCE.—Normal output 75 b.h.p. at 1,875 r.p.m. Minimum 81 
b.h.p. at 2,075 r.p.m. Fuel consumption 0.52 pints (0.295 litres) 
per h.p. hour. = | 


BRITAIN LEADS, AMERICA FOLLOWS—AND GETS — 
: AHEAD. 


It appears from the extract hereafter reproduced from 
Aviation that the American Air Services have decided tc! 
follow the British example and institute a Secret List. 

It will be noticed that the American announcement sug. 
gests rules of the vague and nebulous type which in this 
country would leave endless loopholes for officious delay. 
America, however is a business-like country and such dis. 
cretion as the rules allow will doubtless be interpreted as 
permitting the maximum of publicity for American Industry. 

The announcement made jointly by the U.S. War and Navy 
Departments is as follows :— 

This policy should be subject to exception when desirable in any 
particular case and each vase should be determined upon its merits.| 
Decisions will be made by the War and Navy Departments in specific) 
cases. 

Release for foreign sale, or public description, will be withheld 
indefinitely on equipment containing features so novel as to con-' 
stitute new inventions of purely military use. 

Designs including such features of marked novelty, either in general 
layout or details of construction, which have prospect of commercial 
usefulness, may be sold outside the services or abroad about one 
year, generally, after going into regular production. The exact time 
of such release will depend upon the importance of the novel features| 
concerned and will take into consideration the practicability of 
maintaining secrecy of the machine which is to be used from a flying 
field open to the public. Due consideration should also be given to 
the magnitude of the potential demand for the commercial product. 

Release will, in general, be withheld for approximately one year 
after going into production in the case of airplanes of purely military 
types, without prospective commercial value, whose performance or| 
flying qualities are of such special interest that their early test by 
pilots outside the American services may be considered unwise. 

Airplanes, engines and equipment which contain no strikingly novel, 
feature, but only efficient assembly of well-known elements, may be 
permitted foreign sale at an early date. Such permission may follow) 
immediately after the completion of an experimental order and its 
test by either service. Such sale of any service type abroad should) 
be made without military equipment installed if such equipment, 
or its mounting, contains any important feature of novelty. 

No negotiations for the sale abroad of aircraft, power plants, oT 
aeronautical accessories, which have been developed primarily for 
or with the assistance of direct encouragement of the War or Navy 
Departments, or whose usefulness is primarily or exclusively military, 
should be initiated without the permission of the Department 
interested. Similar permission should be required prior to any public 
exhibition or the publication of any description of such items. 


° AVIANS FOR AMERICA. 


When the White Star liner Baltic recently left Liverpool 
for the States she took aboard three Avro Ayians (Cirrus en- 
gines). One of them was consigned to Miss Amelia Eat- 
hart, c/o G. Putnam Ltd. Miss HKarhart may possibly, at 
this date, be remembered as the young woman who was 4 
passenger in the three-engined Fokker seaplane piloted by 
Mr. William Stultz from Newfoundland to Wales some few 
weeks ago,—this being the first time that a float seaplane 
had flown the Atlantic. | 

What was much more interesting about the shipment was 


Oil pumps are mounted a: 
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Sieutenant Murdoch’s 
Record Flight to the Cape 


GOLDEN SHELL OIL 


and 


STRAIGHT SHELL PETROL 


Lieutenant Murdoch, flying an Avro “Avian” 
fitted with a Mark II Cirrus engine, flew 
from London to the Cape in the record time 
of 13 days—beating a!] previous flights by 
15 days. 


Throughout the flight he used ordinary Golden 
Shell Oil—the same as is obtainable every- 
where from sealed tank shelters—and straight 
Shell Petrol—unmixed with ‘ dope” or any 
other fuel. 


Thus another record was created on _ the 
invincible combination SHELL OIL and 
SHELL PETROL. 


i pe 


a 
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THE SIMMONDS SPARTAN.—A side view of the latest light aeroplane to be fitted with the Cirrus engine. Ae 
machine of this type will be flying on Aug. 16 at the inauguration of the Swanage aerodrome. 


W. Ashworth, Serck, Barlow, Davies, D. # 


the fact that the other two Avians were consigned to Air 
Associates, Inc., of New York City, an agent of A. V. Roe 
and Co. Ltd. in the United States, who have placed a regular 
contract for two Avians a week. ‘This shows real progress 
in foreign business. 

IRISH CIVIL AVIATION. 

An association for the development of civil aviation in the 
Irish Free State was established on Aug. 9. The promoters 
hope to hasten the establishment of air services between 
Dublin and Cork, Limerick and Galway. 

On Aug. 10 two machines carried passengers free of charge 
for ten-minute flights in Phoenix Park, Dublin. The object 
of this piece of propaganda was to examine the possible 
public interest in the formation of a Dublin Light Aeroplane 
Club. Although the announcement was only made on the 
evening of Aug. 9 over one hundred applications were re- 
ceived the following morning. In consequence it has been 
decided to form a Flying Club. 

An effort will be made to hold an Aerial Pageant in Phoenix 
Park next month. 


THE FLYING CLUBS. 
The London Aeroplane Club. 


[Sec.: Harold E. Perrin, 3, Clifford Street, London, W.1.] 
Report for week ending Aug. 12. 
Flying Time 45 hr. 1o min. Instruction 30 hr. 55 min. Soloists 


Instruction.—Mrs. Davis, Miss Johnson, Messrs. G. R. 
Mack, W. Hart, G. R. S. Charles, J. C. V. K. Watson, H. Bergel, 
R. F. G. Adams, J. Harrison, R. M. Doidge, S. G. Blythe, W. W. 
Briscoe, J. Chalmers, R. K. Koratkar, Captain R. S. Rattray. Soloists. 
=——Messtse JonJ. sHoter, Hee) Thierry BY Ac Wills) 3G. sCampbell) 
J. Ceav. .K. Watson, HJM. Samuelson; W.) 0%. M. .0’Connor, B- 
Davis, W. Roche-Kelly, R. Sanders-Clark, C. E. Murrell, E. A. Lin- 
gard, Major K. M. Beaumont. 


14 hr. 15 min. 


EK. H. Thierry passed his tests for his Aviator’s Certificate on 
Aug. 5. 

Staff Holidays.—The Club is closed down from Aug. 14 to 25, in- 
clusive. 


Monday Closing.—Members are informed that in future there will 
be no flying at the Club on Mondays. 


Mr. F. R. Matthews, one of the Club Instructors, is getting married 


this month. It has been suggested that members wnight wish to 
subscribe to a wedding present. Subscriptions, limits to tos., mav 
be sent to the Secretary, 3, Clifford Street, London, W.1. 

The Lancashire Aero Club. 

[See.: Woodford Aerodrome, near Stockport.] 

Report for week ending Aug. 4. 

Flying Time 32 hr. 15 min. Instruction 16 hr. 45 min. Soloists 
to hr. Passengers 3 br. 55 min. Tests 1 hr. 35 min. Instruction.— 
With Mr. Baker—Miss Baerlein, Miss Emery, Miss Hill, Messrs. 
Slack, Weale, Kay, Greenhalgh, Ashworth, Stross, Cundiff, Cheyne, 
Garner, Eckersley, Allott, Faulkner. With Mr. Cantrill—Miss Baer- 
lein, Miss Emery, Messrs. Greenhalgh, Faulkner, Greg, Ashworth, 
Taylor, W. Whitehouse, Gort, Eckersley, Goss, Kay, Serck, Lacayo, 


Mason, Cundiff, Barlow, Stern. With Mr. Scholes—Messrs. Nuttall, 


lines) 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTUiERS 


Telephone: T H RO U G H O U T he H E W O R L D. Ta 
BISHOPS - Manu‘actured to Specification 2.V.3 by ND 
GATE 6641 anu acture Oo pecincation y a 1 


THE AERONAUTICAL & PANEL PLYWOOD CO., L1D., 218-226, KINGSLAND RD., LONDON, E.2. 


Caldecott, Elwell, Taylor, 


Cundiff, Faulkner, Cheyne, Williamson, Davies, R. G., Leeming 
Soloists (under instruction).—Messrs. Riley, Sellers, Garner, Hatrisor 
Pilots.—Messrs. Meads, Caldecott, Crosthwaite, Lacayo, Mills, Fallor 
Agar, Gort, Chapman, Elwell, Gerrard, Gattrill, Nelson, Michelsor 


Leeming. Passengers.—ti6. ; 
The chief event of the week has been the departure of Mr. ‘Bake 
the Aerodrome ‘Manager, who has gone to the London Club. Mi 
Baker has been extremely popular and efficient and his loss” wit 
be felt by all those who regularly attend the aerodrome. Th 
Annual General Meeting was held on July 31, and the opportunit 
was taken of making Mr. Baker a life-honorary member of th 
Club. : 
Report for week ending Aug. It. s 
Flying Time 31 br. 30 min.’ Instruction 13 hr. 25 min. Soloists 
hr. 4o min. Passengers 6 hr. 15 min. Tests 1 hr. ro min, Instru/ 
tion.—With Mr. Cantrill. Messrs. R. G. Davies, Williamson, D. 1} 
Davies, Cundiff, Gess, Lister, Faulkner, Butt, Greg, Lacayo, Mill 
D. Nelson, Hartley, Eckersley, Hall, Greenhalgh, Barlow, Serc 
Whitehouse, Kay, Ashworth, Miss Emery. With Mr. Scholes—Messt/ 
Cheyne, Stern, Nuttall. Soloists (under instruction).—Messrs. Gor} 
Serck, Riley, Cundiff, Tweedale. Pilots.—Messrs. ie a 
Ieeming, Gattrill, Lacayo, Butt, Hall, 
Meads. Passengers.—2l. | 
Messrs. Serck and Cundiff both did very successful first 2. 
The Aerodrome is closed for Staff Holidays until Aug. 25. 
The Newcastle-upon-Tyne Aero Club. 
[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] — 
Report for week ending Aug. 5. 


Flying Time 33 hr. -5 min. Instruction 4 br. § mit 
“4” Pilots 16 hr. ~4o min. Soloists -1 ite 5 meee Pa. 
sengers g hr. 45 min. ‘Tests x hr. 10 min. Instruction—Wit 
Mr. J. D. Parkinson—Messrs. Hayton, Lawson, Hall, Kendericl 


“4” Pilots—Mrs. Heslop, Messt| 


Middleton, Stevenson. 


Cc. Thompson, R. N. Thompson, H. Ellis, - wW. | 
De Pledge, Runciman, Horn, Stevenson, Heppel 
Alderson. Soloists.—Mr. Moore. Passe 


Dickinson, 
Irving, Phillips, 
Ellis, Turnbull, 
Wilson, Dr). Dixon; Dis 
gers.—12. oh 
On Yhursday last an entertaining hour was spent taking inf 
the air five young iadies in connection with the Air League Schola 
ship. Out of this number two have been selected to undergo i 
struction, and they will begin this week. 

On Sunday Mr. Wallace on his Moth PM called on his ey | 
Renfrew. : 

Our successes at the Flying Meetings this year has resulted im tk 
Club being awarded the S.B.A.C. Trophy. 

Report for week ending Aug. 12. 

Flying Time 24 hr. Instruction 6 hr. 40 min. 
Io min. 


“A” Pilots 12 hi 
Tests 10 mil 


5 min. Soloists 55 min. Passengers 4 hr. 

Instruction—With Mr. J. D. Parkinson—Miss Yendall, Messrs. I 
Ellis, I. Thompson, F. Hall, W. H. Hall, 1. Middleton, Dodd 
Walker, (R. G. Lawson, Griffiths. “A” Pilots—Mrs. Heslop, 


‘Thompson, Dr. Dixon, Dr. Alderson, Turnbull, H. Ellis, W. B. Elli 
R. N. Thompson, Stewart, De Pledge. Soloists——Messrs. Moore av 
Hall. H 
Our visitors this week included Miss Spooner and Mr. Wallace 4 
Moths. 

The forthcoming visit of the Autogiro is causing great comme! 
and we hope that the weather will improve sufficiently to allo 
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All Enquiries to: 


VICKERS (AVIATION) LIMITED, 
VICKERS HOUSE, BROADWAY, LONDON, S.W.1. 


Telephone : Telegrams 
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its safe arrival, as high winds during the past week have seriously 
interfered with flying. 
The Yorkshire Aeroplane Club. 
[Sec.: Lieut.-Col. Walker, The Aerodrome, Sherburn-in-Elmet. ] 
Report for week ending Aug. Il. 


Flying Time 26 hr. 25 min. Instruction 11 hr. 35 min. Soloists 
12 hr, Passengers 2 hr. 50 min. Instruction.—With Mr. Beck—Miss 
Ellison, Messrs. Watson, Dujardin, Lloyd, Parks, Sobey, Gill, H. 


Crowther, M. B. Lax, Gibson, Collins, Senior, Ostler, G. Thompson. 
“4” Pilots—Messrs. Thomson, Clayton, Ambler, Ellison, Wood, 
Birch, A. Crowther, H. Crowther, Humpheries, R. K. Lax, Ostler. 
Passengers.—ti5. 

This week we have been handicapped by only having SV service- 
able and by bad weather on about three days. 

We have been promised a visit by the Autogiro on Wednesday 
next and no doubt many of our budding private owners will rush 


down to view the machine which can be kept and flown from 
one’s back garden. 
The Norfolk and Norwich Aero Club. 
fManager: Basil Young, The Aerodrome, Sprowston.] 
Report for week ending Aug. 12. 
Flying Time 35 hr. 35 min. Instruction.—With Mr. Young—Mrs. 


H. J. Cator, Messrs. C. Land, F. Rinder, E. Evans, C. Ransome, H. 
Malcolm Smith, A. Cooper, C. Bougret, D. Corsellis, A. J. Richardson, 
A. Kirkby, C. E. Harvey. Soloists—Messrs. T. Image, A. G. Lofty, 
H. Cator, G. Barker, A. G. Marshall, C. C. White, E. Varden Smith, 
F. Gough, R. Moore, E. Lambert, N. Brett, R. IT. Harmer, PP. D. 
Oliver, W. A. Ramsay. Passengers.—33. 

The outstanding feature this week was the visit and demonstration 
of the Autogiro. Certainly this aircraft appears to have great pos- 
sibilities and although the layman’s dreams of vertical ascent are 
still a long way off, this machine seems to have mastered the art 
of vertical descent without hurting itself. Several of our members 
were lucky enough to be drawn from the “ hat ” for demonstration 
flights in this ‘windmill of the air” and all thoroughly enjoyed 
it. The first to go up was Mrs. Cator, who is making such excel- 
lent progress with her instruction here. This curious machine sits 
down on the ground in just the same way a cockerel arrives off his 
perch at the first crack of dawn. 

We are pleased to report our membership still continues to increase 
‘and the flying membership is now getting considerable. 


The Bristol and Wessex Aeroplane Club. 

[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] 
Rebort for week ending Aug. It. 

Flying Time 43 hr. 25 min. Instruction.—Dual 20 hr. 5 

5 hr. 20 min. Licensed Pilots 7 hr. 35 min. 


min. Solo 
Passengers—22 flights 7 


hry 55. ann: Instruction.—With Mr, Travers—Miss Miles, Messrs. 
Allinson, Greenhill, Davies, Amory, Singh, Neale, Peters, Lynas, 
Hibbert, Rodgers, R. Clarke, T. H. Clarke, Putnam. With Mr. Trat- 
man—Messrs. Lynas, Amory, Allinson, Heaven, Singh. With Mr. 


AUGUST 15, 192! 


Culverwell—Messrs. Allinson, Amory, Neale, Singh, Lynas, Peter: 
T. H. Clarke, Rodgers. : 

Mr. -Amory made his first solo flight this week. 

On Monday Mr. ‘Travers, with Mr. Lynas as passenger, flew { 
Tangmere, accompanied by Mr. Keith-Jopp in another machine, | 
Travers and Mr. Keith-Jopp went on to Lympne and returned in tt 
evening, having picked up Mr. Lynas at Tangmere. 

Mr. Downes-Shaw flew back from Stag.Lane on Saturday in h 
private Moth G-EBST which has been repaired after its mishap . 
Blackpool. 


The Cinque Ports Flying Club. 

[Sec.: R. Dallas Brett, 114, High Street, Hythe.] 

Report for week ending Aug. 4. 

Flying Time 18 hr. 50 min. Test Flights 60 min. Passengers.— 
Instruction.—With Mr. Clarke—Mr. Walsh, Mr, Skinner, Mm 
Crowther, Mr. Swinnard, Mr. Read, Miss Moffat, Capt. G. E. Too! 
Soloist.—Mr. Crowther. “A” Pilot.—Mr. Edgson Wright. 

During this week the Club set up a record which will take a | 
of beating. Mr. Crowther of Eastbourne wished to learn to fly ; 
quickly as possible before sailing for Kenya. He joined the Clr 
on July 27 and began his instruction on that day. He was unab 
to fly on the Saturday and Sunday, but resumed instruction on tt 
Monday, and on Tuesday, July 31, he flew solo after only 4 hr, 
min. dual instruction. On the next two days he put in 3 hr. 30 mi: 
solo flying and a further half-hour’s dual, and on Friday, Aug. 3, e 
actly a week from the time that he started, he passed his tests f 
his “A” licence, in very bad and gusty weather, putting up a mo 
excellent show. Mr. Crowther had had no previous experience — 
flying, and his performance should convince the sceptics that flyir 
is not so difficult as it is made out to be. We suggest that mo 
pcople might spend a fortnight of their holidays on learning to fi 
with advantage to themselves. : 

The Aerodrome is now very busy with the Auxiliary Squadro) 
in camp there, and crowds of people have been lining the roads 
watch the flying. 

Report for week ending Aug. It. 

Flying Time 19 br. 30 min. Test Flights 45 min. Passengers 
Instruction—With Mr. Clarke—Mr. Read, Mr. Walsh, Mr. Skinn¢ 
Mr. R. Dallas Brett, Mr. Gunner, Mr. Evernden, Mr. Parks, M 
Smith, Mr. Swinnard, Mr. W. Smith, Mr. Crowther, Mr. Boys. “A 
Pilots—Mr. Wright, Mr. R. Dallas Brett, Mr. Crowther, 

With twelve members under instruction we put in a very bu 
week totalling 19 hr. 30 min. flying with our one machine, 
Crowther, who last week took his “ A” License after only six day 
flying instruction, managed to get in 30 min. dual and 3 hr. 
min. solo during this week before sailing for Kenya. His departu 
is a distinct loss to the Club, but no doubt the Aero Club | 
East Africa will benefit from his activities. We wish him the be 
of luck. 

On Saturday, Aug. 11, we had a very welcome visit from De Hav 
lands’ represented by Messrs. Malcolm, Crook, White and a frien 
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KING’S CUP 1928. 


THE WINNING MACHINE 
a D.H. MOTH piloted by Capt. W. L. Hope 
WAS COATED WITH 


“TITANINE” LIGHT AEROPLANE DOPING SCHEME. 


20 Machines out of 24 
which took part in the Race 
were coated with 


TITANINE 
DOPE. 


TITANINE-EMAILLITE, LTD., 
| EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


TELEPHONES . ,Jeleg nd Cables :— Works: Hendon Ton on), 
ree Sasa “Tetr mice » Pie cey, Lo ndon.” New Jer ey (0 Saye 
errar d 23 Codes » ALB. Sth Ea, eave ntley “Milan n (Italy). 


KINDLY MENTION “THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS 


333 


334 The Aeroplane Avausr 15, 19 


and from A.D.C., in the person of Mr. Neville Stack, whose well- 
known white and red Moth was fitted with the new Cirrus Mark 
III engine. 


The Nottingham Aero Club. 


[Sec.: Cecil R. Sands, Imperial Buildings, Victoria Street, Notting- 


ham.] 

Report for week ending Aug. 10. : 

Flying Time 39 hr. 30 min. Instruction 11 hr. 5 min. Sg AZt 
Pilots 6 hr. Soloists (under instruction) 15 hr. 10 min. Passengers § 
hr. 50 min. Tests x hr. 25 min. Imnstruction.—With Mr, Martin—Miss 
Bostock, Messrs. Calladine, Bradley, Stevenson, Taylor, Thorpe, Ship- 
side, and Glenn. “ A” Pilots.—Messrs. Blake, Paul, Pilgrim, Hallam, 
Cox. Soloists (under instruction).—Messrs. Taylor, Bradley, Shipside, 
Hatton, Glénn, Selvey, and Chawla. Passengers.—6. 

Mr. Chawla was launched on his first solo on Monday last and put 
up a real good show. He hails from India, where he is returning 
as soon as he gets his “A” Ticket. We also have our well-known 
friend—Mr. LL. R. Tait-Cox—amongst us, with his sky-writing S.E.s5a, 
but the weather is none too good. The Autogiro arrived here on 
Saturday, piloted by Mr. Rawson, who gave a very interesting exhi- 
bition before a good number of members and the Public. Mr. Martin 
had a flight in same and flew it. He said he was greatly impressed 
with its performance. 

The Liverpool and District Aero Club. 

[Sec.: A. L. Nickerson, Hooton Park Aerodrome, Hooton.] 

Report for week ending Aug. 5. 


Flying Time 36 hr. 4o min. Instruction 27 hr. 35 min. Soloists 9 _ 


hr. 5 min. “A” Pilots.—Messrs. Crosthwaite, Davison, Leete, Ward. 
Instruction.—With Lieut. Bentley—Messrs. Andrews, Irving, McClure, 
Francis, Naylor, Edgar, Mitchell, Barber, Birtill, Spark, Reville, 
Barker, Thornton, Miss Hughes, Miss Oakshott. With Mr. Allen— 
Messrs. Keniston, Benson, K. H. Williamson, Thornton, Barnes, Mc- 
Geagh, Mrs. Naylor. Soloists.——Messrs. Benson, McClure. Passen- 
gers.—4. 

The winner of our height judging competition, Mr. Viner, called 
at the Aerodrome on Wednesday evening for his flight, and* was given 
his ‘‘ Baptéme de l’air’”’ by Lieut. Bentley. 

The Cornwall Aviation’s Banner-Flying Avro paid us a visit, also 
Mr. Short, on the Short Mussel, fitted with undercarriage, a very 
interesting machine. Unfortunately, Mr. Short called on a Monday, 
our “off? day, so few Members had an opportunity of examining his 
machine. 

The Swanage and Isle of Purbeck Light Aeroplane Club. 

On Aug. 16 at 15.00 hrs. the Swanage Aerodrome at Worth Matravers 
will be opened with a flying display. ‘There will be exhibition flying 
by a pilot of world-famed reputation, and a Simmonds Spartan biplane 
(A.D.C. Cirrus engine) with an instructor will be available for the use 
of members throughout the day. 

A welcome is extended to light aeroplanes from neighbouring clubs, 
to private owners, and, in fact, to anyone who cares to fly down to 
Swanage to help to give the new aerodrome a successful initiation, 


The Victoria Aero Club. 

[Sec.: Sydney Pickles, 208, Union Building, Victoria, B.C.] 

Report fon week ending July 14. 

Flying Time 11 hr. 20 min. Instruction.—With Mr. Pickles—Mes 
F. F. Cooper, A. Nash, R. Hedley, L. S. Macleod, M. M. MecGiy; 
c. Aitken, E. Hanbury, P. Foster, G. Burns, F. Gilbert, E. Hop; 
Soloist.—Mr. A. W. Carter. Passengers.—4. 

On Saturday Mr. Pickles: took the Club’s Moth up to 15,000 feet 
43 min. The machine was still climbing, but the pilot did not , 
tinue as he was not properly attired for the freezing temperature, 
Monday the first damage occurred to the Club’s machine. Thro: 
an oversight while running the engine the machine fell forward on 
nose and damaged the propeller. Fortunately a spare propeller 
obtained from Dominion Airways Ltd. and the Club was able to res; 
flying activities the next day. 


FLYING SCHOOL. 


The Henderson Flying School. 

[Man. Director: Lt.-Col. Henderson, Brooklands Aerodrome, Byfi 

Report for week ending Aug. 2. 

Flying Time 54 hr. 20 min. Instruction.—With Lt.-Col. G. L. 
Henderson—Messrs. Lewis, DuCane, Moursi, Guiness, Elton, Aus 
Matos, Billimoria, Daniels, Groner, Daniell, Stewart, Robertson, ¢ 
Leigh, Miss Chapman, Mrs. Monkton, Dr. Forsyth, Dr. Taylor. 1 
Mr... H. D. Davis—Messrs. Richardson, Hamilton, Oldmeadow, Day 
Groner, Lewis, Hill, Miss Wellby, Mrs. Scott, Mrs. Monkton. Solois: 
Messrs. Stewart, Oliver, Swan, Davies, Daniell, Hill, Guiness. | 

Messrs. Groner, Davies, Guiness and Daniels completed their 
solos during the week. | 

Report for week ending Aug. 9. 

Flying Time 36 hr. 35 min. Instruction—With Lt.-Col. G. L, 
Henderson—Messrs. Moursi, Robertson, Matos, Lewis, Daniels, Duc 
Leigh, Stewart. With Mr. H. D. “Davis—Messrs. Robertson, Le 
Matos, Daniels, Austin, Dr. Taylor, Davies, Oldmeadow, Billiny 
Hamilton, ee, Mrs. Monkton, Miss Kidston. Soloists—Me 
Guiness, Robertson, Daniels, Lee, Matos, Moursi, DuCane, Davies. 

Messrs. » Matos, Robertson and~ Moursi were launched on their | 
solos. Mr. T. T. Davies has now passed all his flying tests for 
R.A.C. Licence. 

Mr. Robertson has made remarkable progress; we was sent 
after four clear flying days at the school and is now ready to do 
R.A.C. tests. Mr. Maddocks has taken delivery of his S.E.5 and s 
most of Sunday in the air getting used to it. 

Lt.-Col. Henderson has taught Messrs. Anderson ead Allen, our 
chief Ground Engineers on the Maintenance Staff, to fly. Mr. 4 
has completed all tests for his ‘*B” Licence, and Mr. Anderson is | 
on the way to do the same. This is the outcome of a definite pi 
laid down by the firm that all Ground Engineers must also be Pilc 

Considerable utility arises from the fact that all Ground Engit) 
are able to take spare parts by air in the event of a breakdown y 
the machines are away and could test them after carrying out rig| 
alterations, etc. It is considered that this move will promote gei| 
efficiency in a very practical manner. 


In the field 


As in Motoring, Motor-cycling, Cycling 
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DUNLOP RUBBER COMPANY LIMITED 
FORT DUNLOP - -- BIRMINGHAM 


Branches throughout the World. 


DUNLOP 


is amMame synonymous with satisfac- 
tion. Dunlop Tyres have proved their 
reliability aaa Dunlop Aeroplase 
Tyres, on Dunlop Wheels and well- 
base rims, are approved by the Air 
Ministry for use by the 


ROYAL AIR FORC! 
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“Aeroplane” Photograph. 


The Hawker ‘‘ Hawfinch”’ is a new single-seater machine 

for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


THE H. G. 
HAWKER ENGINEERING Co., LTD. 


Specialists in Military Aircraft. 


Works: KINGSTON. 
Aerodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cables: HAWKER, KINGSTON. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Sunday, 15; Monday, 36; Tuesday, 54; Wednesday, 43; 
Thursday, 39; Friday, 39; Saturday, 43. 
IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich; Jndon—Ostend—Brussels—Cologne and re- 

turn: Machines 96, passengers 985, freight 30 tons. 
AIR UNION : 

Paris—London and return: Machines 62, passengers 357, freight 10 

tons. 

KLM. 3 
Amsterdam—Rotterdam—London and return: Machines 34, passengers 
236, freight 4 tons. 

SABENA : 
Brussels—Iondon and return: Machines 16, passengers 123, freight 
1% tons. 

DEUTSCHH LUFTHANSA A.G. : 
Amsterdam—tl,ondon and return: Machines 25, passengers 68, freight 
4 tons. 

PRIVATE : 

Machines 36, passengers 109. 

Total number of trips» by British Machines, 132, carrying 1,006 pas- 
sengers. Foreign Machines, 139, carrying 856 passengers. 

COMPARATIVE FIGURES. 
Week ending Aug. I1: 

Machines, 269; Passengers, 1,790; Crews, 494; Total personnel, 2,284. 
Corresponding week, 1927: 

Machines, 183; Passengers, 1,068; Crews, 348; Total personnel, 1,416. 
Corresponding week 1926: 

Machines, 183; Passengers, 1,313; Crews, 226; Total personnel, 1,539. 
Corresponding week, 1925: 

Machines, 176; Passengers, 1,011; Crews, 248; Total personnel, 1,259. 
Corresponding week 1924: 

Machines, 176; Passengers, 904; Crews, 223; Total personnel, 1,127. 
Corresponding week, 1923: 

Machines, 144; Passengers, 724; Crews, 231; Total personnel, 955. 
Corresponding week, 1922: 

Machines, 176; Passengers, 642; Crews, 303; Total personnel, 945. 
Corresponding week, 1921: 

Machines, 114; Passengers, 437; Crews, 140; Total personnel, 577. 
Corresponding week, 1920: 

Machines, 123; Passengers, 262; Crews, 154; Total personnel, 416. 

Note.—In addition to the Croydon traffic shown above, K.I,.M. have 
during the past week run 14 machines, carrying 6 tons of newspapers 
between Lympne and Ostend. 

Croydon Notes. 

The heavy rain+of the Saturday before Bank Holiday 
spoilt what should have been a record week of traffic, and 
it did this purely by delaying the early morning departures 
of Imperial Airways from and to Paris. Early clouds were 
right down on the ground over S.E. England, and it was 
impossible to get through in either direction until a little 
before noon. 

Just because the early morning machines were held up 
the whole traffic arrangements for the day were upset, for 
machines which should have been at Croydon available for 
a return trip to Paris were still on the way and could not 
be used on the intended schedule. If there were no such 
thing as night the effect would have been merely that traffic 
would have been roughly three hours late all through. Actu- 
ally the result was that about one-quarter of a day’s flying 
was lost. 

It almost looks as though whatever it is that controls 
our weather chose that particular day to display its ill- 
humour of malice aforethought. 

This same Saturday provided an opportunity for giving 
G-EBIX’s new wind-screen a wet-weather test. 

Unfortunately it proved not altogether satisfactory. Rain 
water collected on the upper section of the screen, drained 
down and blew back into the cockpit in large quantities. 
This trouble. however can probably be overcome by discover- 
ing the correct angle for the upper section of the screen. 
If this is madé flat-enough the water which reaches it should 
be blown upwards rather than drip downwards and go over 
instead of onto the pilot. 

Astonishingly large numbers of people apparently not 
directly concerned with flying now visit the Aerodrome Hotel 
on fine week-ends—and just now on other afternoons. This of 
course is a thoroughly good thing for the hotel, but it also 
suggests that the general run of the great British public 
are attracted by the sight of flying if they can watch it in 
reasonable comfort. And there is quite a lot to be seen from 
the Hotel nowadays. 

AIR MAILS TO SOUTH AMERICA. 

The Postmdster-General announces that a weekly air mail 
service has -been- established -with Brazil, Uruguay, and 
Argentina, via France, and is available under the usual 
conditions for all classes. of correspondence, except parcels 
and insured letters and boxes. The service may also be 
used for correspondence addressed to Paraguay, Bolivia, 
and Chile. 

The mail closes at the London Chief Office at 18.00 hrs. every. Wednes- 
day with a supplementary dispatch. at 06.00 hrs. every Thursday. The 
time of transit is about eight days to Rio de Janeiro, and nine days 
to Montevidio and Buenos Aires. ‘The following special air fees are 
charged (in addition to ordinary postage) :—Brazil, as. 6d. per half 
ounce; Uruguay, Argentina, Paraguay, Bolivia, and Chile, 5s. 6d. per 
half ounce. 
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“%\ 7OU'RE looking mighty glum,” said 

the Conrod, eyeing his near neigh- 

bour Crankshaft during a lull in the storm 

which had been raging lately in Crankcase 
Villa. ‘‘ What’s eating you anyway >?” 


‘“‘Glum,” replied the Crankshaft peevishly, “it’s 
you and your five big brothers that’s making 
me sick. Why you don’t know how to treat a 
Crankshaft these days, 4ammering away on 
my journals as you do.” 


‘“‘H’m, it’s not our fault,” snapped the Conrod, 
““t’s those cheap big ends of ours that are causing 
all the trouble with their clattering, clumsy ways. 


“ Keep your insults,” cried the big ends im a 
chorus. “If it wasn’t for us and our white metal 
you'd have both been crocked up long ago. © 


So the strife raged back and forth, main 
bearings, rocker arms, and tappets adding their 
quota to the generous flow of invective till a 
depression of the self-starter became the signal — 
for a general “ set-to.” ; | 


From forward main bearing to differential, pan- 
demonium raged, each and every member strove 
to make his complaint heard above the tumult. 


Next morning an oily hand unscrewed the plug 
at the base of Crankcase Villa, and conrods, 
tappets, crankshaft and rocker arms, now im an 
exhausted condition, watched with little interest 
the lowering oil level. The crankshaft called 
to mind that this lubricant had only been 
supplied two days previously ; but the signifi- 
cance was not apparent to all until a moment 
later there flowed through the filler cap such @ | 
sight for sore eyes that the most ill-used members. : 
of the community took heart once more. _— | 


The magic word passed from mouth to mouth as the | 
precious fluid rose inch by ‘inch in the crank chamber, — 
The self-starter was depressed. 


Immediately the big ends clasped the crankshaft journals 
in a handshake of reconciliation, whilst contact wi 

the main bearings was almost a caress. From each 
refreshed and rejuvenated bearing a song of. joy broke | 
out sweet and low, which at speeds previously | 
unattainable, became a crooning lullaby. ’ 


Friction had ceased in Bearing Street! 
cC.C. WAKEFIELD & CO., LTD.,_ 


All-British Firm. 4 
Wakefield House, Cheapside, London, E.C.2. 


oo 
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VICKERS ‘VICTORIA ”—2 NAPIER “LIONS ”—CELLON DOPE 


OR Troop Carriers, Night Bombers, Fighters, Seaplanes, and 
Training Machines CELLON DOPE meets all requirements. 
That is the reason why Messrs. VICKERS LTD., use 


CELLON 


Telegrams: 66 ’ 9 Telephone: 
AJAWB Richmond Surrey. The Dope of Proved Efficiency Richmond 2211 (4 lines) 
B45 Cellon ‘Richmond) Ltd., Cellon Works, Petersham Road, Richmond Surrey. 


ne SHOWING THE FLAG 


“SOuTHAMPTONS: 


[NAPIER -“LION™ -ENGING OF 
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ATLANTIC MAIL ACCELERATION. land Aircraft Co. Ltd., Stag Lane A€rodrome, Edg: 


The French Trans-Atlantic liner, Ile de France, has been -W-> giving. full particulars of their flying experience 
fitted with a catapult and in future will carry a small aero- should be understood that as all applications mmst be 
plane for the expedition of mails at either end of its warded to Canada for scrutinisation full details must b 
journey. On the outward journey, letters bearing a speci- cluded in all letters of application and that the De I 
fied surtax and written in France or on board the ship land Company cannot at the moment interview inte1 
will be flown to New York in order to enable them to be de- applicants. 
livered 24 hours before the ship is due to dock. On the 
Bones journey only letters written on board will be 
available for a similar service to Le Havre. 

The type of machine carried by the Ilé de France is a PERSONAL NOTICES, 
Lioré-et-Olivier flying-boat fitted with a 480 h.p. Gndome- pa oy : 

Rhone Jupiter engine. MATTHEWS.—On Aug.. 2, of blackwater fever, Kiminini, 5 

On the first westward trip the pilot was Lieut. de Vaisseau Bernard Hobson. Matthews; late sie: 

Demougeot, a French naval officer, who has specialised in BIRTHS... 2 | 
catapult work in the navy. On Aug. 13, when the Ile de LAMPREY.—On Aug. 2, at Cairo, the wife of Lieut. F. S. S. La: 
France was 500 miles eut of New York Lieut; de Vaisseau (Cteen Howards, attached R.A.F.), of a son, | 
Demougeot left the ship with a load of mail and carrying a LATIMER-NEEDHAM.—On Aug. 5, at Chilton Lodge, Wendoy 
mechanic and a wireless operator, and he alighted at the Phyllis, wife of Fig. Off: €. H. Tatimer-Needham, MSc.) AGE.R. 
New York Quarantine Station at 17.16 hours. REET Og ee 2 


CALAIS AS A SEAPLANE STATION. 


The Calais seaplane station, which will be eventually used 
for a cross-Channel seaplane service by the Compagnie A éri- 
enne Francaise, will be inaugurated on Sept. 23 on the occa- 
sion of the centenary of the foundation of the Calais Chamber : 
of Commerce. : SS LLL LA 


THE TRIALS OF THE FRENCH AFRICAN MAIL fof 
vt 


SERNICE. 4 

Two pilots of the French Compagnie Aéro-Postale, which 
operates the Toulouse-Dakar air service, are being held cap- 
tive by the Moors in the vicinity of Rio de Org, in Spanish 
Morocco, where they were forced to land with engine trouble. 
‘Negotiations for their release are meeting with little suc- 
cess owing to the fact that the tribe into whose hands they Aj 
have fallen is threatened with annihilation by a more power- A 
ful tribe if it releases the Frenchmen without obtaining a 
corresponding release of Moorish prisoners. The position is 
made more difficult by the strict neutrality maintained by the 
Spanish authorities and the inability of the French to take 
military action in Spanish territory. Saat 


GERMAN COMMERCIAL AVIATION. 


The Deutsche Lufthansa A.G. has published the results 
of its operations for the first six months of 19287~ 

The number of passengers carried was 46,231, compared 
with 39,586 during the first six months of 1927. The mileage a AY 
flown was 4,700,000 kilometres (2,900,000 miles), compared se A OEON UN 
with 3,800,000 kilometres (2,350,000 miles); this increase is 
due largely to the institution of express services on some of 
the main routes. The amount of luggage carried was 
357,522 kilogs (786,748 lbs.), compared with . 331,443 kilogs. 
(729,175 lbs.) during the corresponding period last year; 
471,984 kilogs* (1,038,365 lbs.) of freight and 185,064 kilogs. 
(407,140 lbs.) of postal matter were carried, compared with 
276,308. kilogs. (608,000 Ibs.) and 138,034 kilogs. (303,645 
lbs.) last year. 
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PILOTS WANTED. 


A number vf new flying schools are to-be opened in 
Canada. These schools are to use D.H. Moths and the pro- 
moters are anxious to employ British instructors preferably 
withsover x,000 hours’ flying experience. 

The salary for the first year will be approximately $5,000 
and second instructors with a good record would receive 
about $4,500 per annum. Pies 

Will intending applicants apply by letter to the De Havil- 


IMPERIAL AIRWAYS 
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BATTLE ORDER :—A Flight of No. 32 (Fighter) Squadron preparing to takeoff on a patrol of their sector of the 
defence of London during the Air Defence of Great Britain Command Exercises last week. The machines are 
Armstrong Whitworth. Siskins with Armstrong Siddeley Jaguar engines.—(“ Aeroplane ” photograph.) 
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TRAINING AEROPLANES 


have been built in larger 
numbers, have _ produced 
more and better pilots and 
are acknowledged and 
proved to be better for all 
training purposes than any 
other aeroplane in the world. 


FTER ten years they are still 
used exclusively by the British 
Royal Air Force and are the stan- 
dard training equipment of more 
than thirty military Air Services 
throughout the world. 


For particulars write to: 


A. V. ROE & CO., LIMITED, MANCHESTER. 


London Office and Export Department: 166, Piccadilly, W.1. 
Experimental Works - - Hamble, Southampton. 
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ON FLYING CLUBS. 


Vhatever may be the ultimate development of airlines in 
s country, whether some new and unforeseen invention 
1 enable us eventually to fly through low cloud and fog, 
whether we shall run air lines during fine weather and 
sh them out in bad weather, there is no doubt that we 
in for a tremendous development of individual flying. 
d one believes firmly that the money and energy which 
ne people, like the misguided enthusiasts of the Air 
gue, would like the Government to spend on air lines 
ich have no prospect of success, might very much better 
spent on encouraging one of the most promising sides of 
operative flying, namely the flying clubs. That is, of 
ise, if the Government insists on subsidising Civil Avia- 
n,—for one still believes with Mr. Churchill that Civil 
ation should fly by itself. 
fears ago one expressed in THe AErROPLANE the opinion 
t the success of British Aviation would come through 
operative flying rather than by individual effort. Co- 
rative flying as a whole is a very big subject. It includes 
joy-rider who pays half-a-crown for a two-minute flip, 
| so is enabled to sample the joys of flying very cheaply 
ause hundreds of thousands of other people do the same 
ag. It includes the air-line passenger who can fly from 
adon to Paris or from London to Berlin, or even, if 
shevistically inclined, to Moscow, at a comparatively low 
e In proportion to the time saved, because some thou- 
ds of other people also use air lines and so make possible 
running of those air lines at a small loss, which is made 
by a Government subsidy. 
specially it includes members of flying clubs, who can 
nm to fly, and go on flying, at quite low costs because 
1¢ hundreds of others share the expenses of the club. 
1 it includes the private owner, whose running costs are 
uced by keeping his machine at a club aerodrome or 
n at a proprietary aerodrome, where other private owners 
re the overhead charges and the pay of the mechanics. 
: absolute private owner who keeps an aeroplane entirely 
his own premises and at his own expense will always be 
* Im proportion to the total number of owners of aero- 
1es who maintain them co-operatively. 

club is none the less a co-operative affair because it 
pens to be a proprietary club hoping to make a profit 
of its members, and not a purely philanthropic institu- 
Tun entirely for the benefit of the members. And, if the 
ernment is going to give subsidies to air lines, such as 
erial Airways Ltd., which is an ordinary limited com- 
y in which people have invested capital in the hope 
- some day they may get a handsome return for it, there 
ns no particular reason why a Government _ subsidy 
ild not be given to proprietary clubs as well as to purely 
perative clubs such as those which are already subsidised. 


THE CASE FOR SUBSIDIES. 


4€ question rather is whether the Government is justified 
ll in spending the tax-payers’ money on subsidies for 
1g clubs. The excuse for doing so is that the clubs train 
ts who would be useful in case of war. Personally one 
gtave doubts as to whether the Government would get 
\e for money in this way. 
uite a number of pupils trained ab initio by the existing 
'S are too old to be of use in time of war. And of the 
a fairly high proportion must obviously be physically 
t to pass the Air Ministry’s medical tests for General 
ice. Others again, though they might be quite good 
ts, might be unfit for air warfare. Some might even be 
cientious objectors to war of any kind. Furthermore, 
€ a fair number of pupils who have qualified for the 
ernment subsidy have been women, and therefore would 
f no use as pilots in time of war. On the whole, there- 
» one does not believe that the clubs justify their exist- 
’ aS a source of production of war pilots. 
cymc might perhaps hold that-the Government is yusti- 
in subsidising the clubs because by enabling a number 
eople to learn to fly cheaply, and by providing jobs for 
S and ground engineers, it is laying up for itself on 


earth a store of votes for the next election. ‘That is a silly 
argument, because all the club pilots and all the club mem- 
bers put together would not make up a really thumping 
majority in one constituency. ° 

No,—The real justification of the clubs and of the Govern- 
ment subsidy to them, is that they do give people a chance 
of taking an active part in flying at a very low cost. They 
bring in fathers and mothers of families, and the children as 
well. They bring in all grades of Society,—quite poor work- 
Ing men and women, impoverished peers, and the wealthy 
sons of self-made industrialists. And thus the clubs help 
materially to spread the gospel of aviation among all classes. 

In other words, they are quite valuable in makine the 
Nation air-minded. And an air-minded nation which regards 
airfaring asa normal method of transport is, in due course, 
going to vote big money for a big Air Force just as in the 
past, being a seafaring nation, we have voted big money for 
a big Navy. ; 

Therefore the little subsidies which are being spent on the 
flying clubs are really bread cast quite justifiably on the 
waters, or into the air, with the odds very much on its 
return with interest. 


PuRE Democracy. 


One of the chief beauties of our flying clubs is that hitherto 
they have been so delightfully democratic. Not very long 
ago the daily papers were immensely tickled because they 
discovered that a taxi-driver was learning to fly at one of the 
clubs. Certainly his was a sporting effort, though one be- 
lieves that he is in quite a good way of business, and is 
probably much better off than the average young University 
man starting in a profession, or even than a junior officer 
in any of the three Fighting Services. But it sounded very 
well to say that in the same club was a taximan, and a 
baronet, and the son of a duke, and one or two ladies 
of title. 

We in this country are so quaintly snobbish about being 
democratic. In the United States, on the other hand, when 
people want to be snobbish they are snobbish frankly and 
openly. Nowhere else in the World do the rich segregate 
themselves from the poor, irrespective of their real social 
status, so strictly as do the Americans. For example, the 
luxurious American country club is a co-operative establish- 
ment, not for the saving of money, but for the recognition of 
each member’s financial status. Only there can the well-to-do 
American get away from the common poor, who may be 
socially his superiors. 

How this .reacts on aviation is interestingly shown in a 
letter which came recently from a friend in the States. It 
reads thus :— 

AVIATION- COUNTRY CLUBS. 

It is recognised that there are many wealthy people in the United 
States passively interested in aviation (witness the large demand for 
securities of aeronautical enterprises). Furthermore, it is patently a 
fact that there are tens of thousands of people of moderate means 
who are actively interested in flying, who cannot satisfy their desire 
to be in the air because of the high cost of aviation in this country. 
Finally, there are numberless people who would fly (a) if fields 
were more conveniently located, (b) if the fields that do exist were 
pleasanter places to visit, (c) if they knew more about flying. 

In order to take advantage of this situation a corporation could be 
formed to exploit it, by constructing a string of fields, buying equip- 
ment, hiring instructors, and soliciting business from anyone and 
everyone. In a limited way, this has been done, but it has failed 
to bring down the cost of flying to any reasonable figure, and it has 
created the lowest kind of ‘‘ amusement-park”’ atmosphere at the 
new airdromes. 

As an alternative, an affiliated series of clubs is proposed, with mem- 
bership in any unit carrying full privileges in any and all of the 
other units. 

Memberships are of three kinds, Proprietary, life and annual, and 
the initiation fees are respectively $1,000, $5,000, $200. No dues are 
paid by life members, but proprietary members pay $150 per annum, 
and annual members pay $100 per annum. All the assets of the clubs 
belong to the proprietary members. 

* Aviation Country Clubs’? have been fortunate in procuring the 
services of Messrs. D. J. Adams, J. Reaves and Miss Ruth Nichols, a 
prominent lady flyer, as organisers, and it is now certain that three 
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clubs will be formed in the immediate future, at Farmingdale, Long 
Island; Armonk, Westchester, and Orange County, New Jersey. The 
Long Island Club has leased the use of the new field of the Fair- 
child Company for its exclusive use, except test flying by Fairchild 
pilots. This club will be opened June first, 1929. 

The management of Aviation Country Clubs is vested in a Board 
of Governors under the law, but this Board has delegated its powers 
to a National Advisory, Committee, consisting of two members from 
each club. In the words of the Charter, the National Advisory Com- 
mittee will ‘‘ promote cohesion of thought and effort; assure a sound 
financial policy; keep a requisite degree of uniformity in the type and 
equipment of each club; and bring to bear on the questions, problems 
and materials of each, their collective knowledge, experience and 
ability to purchase.” 

Each club elects its own membership, buys its own equipment and 
so forth, and is independent within the broad limits of the national 
charter, although among other things this provides for a certain 
silhouette,* in the form of an aeroplane, that each club house shall 
have. 

My description probably sounds as if the whole thing were a 
promoter’s plan, on paper, but it is in no way a commercial under- 
taking, and it has progressed far beyond the paper stage. Several 
hundred members have joined, all of them “ desirable” people. 
Messrs, H. P. Davison, Richard Hoyt; William Harkness, C: V. 
Whitney, Sherman Fairchild, J. T. Pratt, are among the prominent 
people who are giving the organisation their support. 

Black and Bigelow, Inc., consulting engineers, have estimated that 
these clubs should be able to cover expenses by charging $9 an hour 
for solo. flying, and $12 an hour for dual instruction, which rates 
are almost two-thirds less than those in force at commercial fields. 


Crash liability is directed between the perpetrating member and 
the club. 


[* That is to say a badge or crest. 


It does not refer to the contour 
of the members.—c. G. G.] 


A Sounp IpDEA. 


Here is an idea which might quite reasonably succeed in 
this country,—even as a commercial undertaking such as 
the writer of the foregoing letter so distinctly disclaims in 
the American scheme. 

Our existing flying clubs co-operate in a spirit of most 
brotherly love with one another. Members of one club visit- 
ing any other are received most hospitably, and are made 
free of all the privileges of the clubs which they visit. But 
there are not enough of these locally-formed clubs to deal 
with all the possible developments of co-operative flying in 
this country. 

One is inclined to think that more rapid pfogress could 
be made if some of the big monied interests were to take a 
hand in the game and were to work out a scheme for avia- 
tion country clubs, rather on the American lines, capitalised 
and organised and directed from one central office run by 
experienced business men. 

Probably such an organisation could hardly hope for big 
profits for the first few years. But at this stage in the 
development of aviation. it could. probably possess. itself. of 
desirable landing-grounds ‘and country houses as club pre- 
mises at considerably lower cost now than it might be able 
to do some years hence when flying has developed more 
widely. 

“here is quite a possibility that just as the increase of 


A ROYAL VISIT. 


On Aug. 12 their Majesties the King and Queen and a 
large party .visited the works of S..E. Saunders. Ltd.,-.of 
East Cowes, Isle of Wight, where they were received by Mr. 
5S. E. Saunders, Mr. H. S. Saunders and Capt. Nicolson. 

Their Majesties made a very thorough tour of the various 


shops where they saw certain special marine craft and. air-: 


eraft in course of construction and were so interested that 


the tour of inspection. lasted for over one and a-quarter 
hours. ali: 


A CROSS-CHANNEL ACHIEVEMENT. 


For the first time on record, during the week Aug. 12-18 
inclusive, more than 2,000 passengers and more than 50 tons 
of :goods were transported across’ the Channel by air. 

To be exact, there were 2,024 passengers and 54} tons of 


freight. ‘To carry these loads 264 machine loads were re- 
quired. These needed 506 pilots. and crew to operate them, 


so that in all 2,530: people crossed the Channel by air. 
Imperial Airways Ltd. carried 1,010 passengers and. 26 


tons of goods, which was practically half of the passenger 


and goods traffic. : ; 
For further details see the ‘‘ Commercial Aeronautics ”’ 
table at the end of the paper. 


MAJOR CARLO DEL PRETE. 


On Aug..16 Major del Prete died at. Rio de Janeiro from in- 
juries received in an accident to a Savoia flying-boat whica 
he and Capt. Arturo Ferrarin were testing at Ponta Galleao. 

Major Carlo del Prete was born in 1897 at Fivizzano and 
entered the Naval Academy in i912. After graduation he 
served two years in submarines and Jater was posted to the 
battleship Dante Alighieri. In 1921 he took up the study of 
engineering and aviation and was granted his pilot’s certifi- 
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motor traffic has made fortunes for the proprietors of ro 
side pubs., which have now become famous ‘“‘ motor hos| 
ries,” so flying may mean a considerable enhancement 
the value of out-of-the-way country houses standing in tb 
own grounds and now practically derelict. 

Some humorist has referred to the great clubs in Pall ly 
as co-operative palaces. ‘There is quite a possibility tha. 
successful scheme for aviation country clubs might prod: 
co-operative palaces out in the country, as useful to th, 
who travel by air as were certain mansions (ungrateft’ 
known as “ Jew palaces ’’) over which Service aviators 
the very early days of cross-country flying used habitually 
suffer from engine failures and forced landings, trustfr 
hoping for the hospitality of the inhabitants. 

A proprietary organisation of such a nature would be; 
even a better position to decide who was and who was : 
a ‘desirable person’ as a member than would be a ge: 
inely co-operative club. such as those which at present ex: 
Naturally the desirability of the member wonld depe 
largely on his known ability to spend money at the clu 
desirable premises. 


POSSIBILITIES. 

The details of such a scheme would need to be worked | 
with care, but there are evident possioilities in it. 7 
organisation could own aeroplanes as well as maintain | 
machines of private owners. It could teach flying and 4 
machines to those whom it taught. It could run taxi ¢) 
vices, concentrating its fleet of taxies in waichever part: 
the country seemed to offer the most traffic at differ 
seasons. It could arrange emergency landing grounds | 
over the country,--apart from its big aerodromes with c| 
premises thereon. Its aerodromes and landing grou) 
could be available to non-members for a reasonable {| 
without allowing such visitors the use of club premises. | 

Although Great Britain 1s a very small island and th 
is always the chance of flying over the edge of it and gett 
lost, yet within our 800 miles or so of length and our | 
miles or so of width, there is quite a lot of country whict 
worth visiting. And there is quite enough decent weat 
during the year to give flying enthusiasts all the chan 
they can wish of ‘‘ seeing Britain first’’ before ventur; 
on Continental air tours. ay | 

Something very like the aviation country club id 
though it had primarily to do with air ports, was | 
forward in the very earliest days of flying, just ab 
twenty years too early, by Mr. Harrington Edwards, w 
one believes, still takes a vivid interest in aviation, thor 
his business prevents him from active participation in 1\ 

We in this country have a habit of originating an id 
then America takes up the idea and develops it, and thi 
when everyone has forgotten our origination of it, we ad) 
what is thought to be an American idea and _ perfect 
Consequently we may see some day in this country a v. 
perfect system of aviation country clubs. And when 
arrives it will undoubtedly fill a real need, for which rea: 
it will deserve the support not only of active aviators and 
serious investors, but of His Majesty’s Treasury.—c. 6. ¢ 


cate in October, 1922. Major del Prete collaborated Ww 
the Marchese de Pinedo in the organisation of the Jatt: 
flight from Sesto Celende to Melbourne, Tokyo and back: 
Rome in 1925. ‘In 1927 he was responsible for all the {| 
parations for the flight round Atlantic. and on this occas 
he also acted as second pilot to the Marchese de Pinedo. — 

On May 31-June 2, 1928, he, in company with Capt. Art 
Ferrarin, succeeded in breaking the World’s Duration — 
cord by remaining in the air above Rome for 58 hrs. 37 1 
in a Savoia S.64 monoplane. é | 

On July 345 in the samse machine he and Capt. Ferre 
flew non-stop from Rome, across the South Atlantic, 
Natal, in Brazil, a distance of over 5,000 miles, thus break 
the World’s Record for distance covered in a straight !' 

On landing on the beach at Natal at the conclusion of i 
flight, the machine was damaged, and the remainder of | 
journey to Rio de Janeiro was completed by rail. = | 

At Rio de Janeiro Major del Prete and Capt. Ferrarin 
quested that they should -be permitted to test the A 
flying-boat which had previously arrived from Italy e | 
augurate an air line from Rio to South Brazil and it om 
ing this flight, made against the wishes of the authorit: 
that the accident happened which resulted in Major del ‘a 
being. so badly injured that he died seven days later. A 

By his death Italy has lost one of its most brilliant PH 
younger officers. It is the irony of fate that he should h 
been killed as the result of a test flight mishap. een | 

A funeral ceremony with full military honours was st 
Major del Prete in Rio de Janeiro after which the hoe 
embarked on an Italian steamer for transport to Italy a 
the burial will take place. Capt. Ferrarin had sufficiently 
covered from his injuries to be able to return to Italy on 
same boat. A sad homecoming from a journey so brillia! 
begun. 


| 
| 
| 
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“No type of engine has 
poo been Dut to so Severe O sy 
PESLDEFONE i ein ae 


This refers to the performance of the 
Napier engines in the Supermarine-Napter 
flying boats, four of which flew success- 
fully from England to Australia, covering 
144,000 engine miles without a missfire. 


If you want your aircraft to 
undergo a test which requires 
reliability and high efficiency, 
make certain of success by 
selecting the tried and proved 


NAPIER 


The Finest Aero Engine in the World 
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Chiswick Moneyer, Act, 
1220 A CAE. ON ; GON:D ON London 
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TWENTY-FOUR HOURS IN A MOTH. 


At 5.30 p.m. on Aug. 16 Mr. Hubert Broad took off from 
Stag Lane aerodrome in a D.H. Moth (D.H. Gipsy engine) 
in an attempt to beat all existing figures for endurance flights 
in light aeroplanes, the previous best, so far as can be ascer- 
tained, being that of Mr. Bert Hinkler when he flew non- 
stop from London to Rome in 13 hours on the first stage of 
his Australian flight in an Avro Avian. 

He was flying a standard Moth—incidentally, it was the 
same machine as used by Capt. de Havilland on his recent 
altitude record flight—except for the provision of extra tanks, 
and its total weight on taking-off was 1,660 lbs., which in- 
cluded 80 gallons of petrol. 

His log of the flight during the ensuing 24 hours was as 
follows : 5.30 p.m.—Hendon, 6.40 p.m.—Over Oxford at 2,000 
ft., 7.5 p.m.—Swindon, 7.40 p.m.—Gloucester, 8.30 p.m.—First 
meal of coffee and sandwiches, 8.40 p.m.—Bristol, 9.30 p-m.— 
Darkness, 9.55 p.m.—Maidenhead, 11.15 p.m.—Over London 
at 3,000 ft. watching the theatres emptying, midnight—North 
of Watford, could see lights of Croydon and also Tatsfield 
lighthouse, midnight to dawn—Remained over Edgware, 
2.20 a.m.—Another meal of coffee and hard-boiled eggs, 4.10 
a.m.—First signs of dawn, 5.0 a.m.—Ground visible again, 
5.10 a.m.—Passed a night bomber near Biggin Hill flying 
low with all lights on, 5.40 a.m.—Half the task done, south 
of Maidstone, 6.10 a.m.—Over Folkestone, 6.30 a.m.—Mar- 
gate, 8.5 a.m.—Epsom, 11.25 a.m.—Huntingdon, 12.10 a.m.— 
Stamford—feeling very sleepy, 2.30 p.m.—EHdgware, 3.15 
p-m.—Brooklands, 4.30 p.m.—Ipswich. 

At 5.15 p.m. Mr. Broad returned to Stag Lane, over which 
he circled until signalled to land by the firing of a Véry 
light at exactly 5.30 p.m. On landing, after having remained 
in the air for exactly twenty-four hours, he still had 12 
gallons of petrol left which, at the rate of consumption during 
the flight, would have been sufficient for about another 4% 
yours. 

The engine ran perfectly throughout the flight and con- 
sumed on an average 22 gallons an hour. The oil consump- 
tion for the whole 24 hours was only 1; gallons. 

During the flight it is estimated that he covered a total 
distance of 1,440 miles, which, if flown in a straight line, 
would have easily beaten the World’s Distance Record for 
light aeroplanes. Unfortunately there is no officially recog- 
nised record for duration in the light aeroplane class, but 
this certainly does not detract from the excellence of the 
performance. The D.H. Moth itself does not require such 
a demonstration to prove its qualities, but for the D.H. Gipsy 
engine to prove its reliability and economical fuel and oil 


Mr. Hubert Broad being congratulated by Mr. W. L. 
Hope on landing after his twenty-four hour endurance 
flight on a D.H. Moth (D.H. Gipsy engine). 

( Aeroplane’? photograph.) 


k 
| 


consumption; within a month of putting up a World’s He; 
Record and winning the King’s Cup Race round G; 
Britain certainly provides it with an adequate introduc, 
into Light Aeroplane Society. During the flight Mr, Bi, 
read three complete novels to relieve the boredom of , 
flight, a tribute in itself to the flying qualities of the M: 
the clockworklike regularity of the Gipsy engine and ; 
physical and mental endurance of Mr. Broad. 


CAPE TOWN—LONDON. 


On Aug. 14, Lieut. P. Murdoch, S.A.A.F., who recently jj 
from London to Cape Town in 13 days on an Ayro Ay; 
(A.D.C. Cirrus II engine), left Cape Town on his ret; 
flight to England. 

He reached Beaufort West later in the day and left ag; 
for Pretoria. For two days no news was heard of him a; 
he was discovered on Aug. 16 at Blaauwbank, south of) 
Aar, where he had been forced to land on the day he star} 

On Aug. 19 he completed repairs to his machine and } 
ceeded to Pretoria, where it will be given a thorough ot 
haul. 


NEW YORK—MONTREAL AIR MAIL ROUTE. 


Canadian Colonial Airways, Inc., of New York City, , 
been awarded the contract by the U.S. Post Office for carry; 
mails by air from New York City to Montreal one way ort 
bid of 6 cents per mile. This company already holds a ( 
tract from the Canadian Government for the carriage of 1) 
from Montreal to New York City. 

The service is to be inaugurated within six months | 
it is to operate for ten years. Air mail postage will not) 
required on this route. 


A FRENCH LIGHT AEROPLANE COMPETITION, 


For the Light Aeroplane Competition which is being ort 
ised by the Association Francaise Aérienne to be held at (| 
between Sept. 10-21 twenty-five entries have already been: 
ceived. Of these sixteen are French, six British and tl: 
German. 

The British entries are :—C.I,.A.4 (Bristol Cherub engi: 
entered by the Felixstowe Aero Club, pilot: Flt. N. Com: 
R.A.F.; D.H. Moth (A.D.C. Cirrus III engine), pilot: Lil 
R. R. Bentley, M.C., A.F.C., S.A.A.F.; Avro Avian, pi} 
E. W. Percival; D.H. Moth (A.D.C. Cirrus III engine), pi: 
T. Neville Stack; D.H. Moth (D.H. Gipsy engine), pi: 
Hubert Broad; D.H. Moth (A.D.C. Cirrus II engine), pi: 
Lady Heath. | 

The German entries include two Klemm-Daimler mi 
planes one fitted with the 20 h.p. Daimler-Mercedes en)1 
and the other with the 40 h.p. Salmson engine, and a Baué 
Sausewind monoplane, fitted with a 60 h.p. three-cylit¢ 
Wright Gale engine. ’ 

Among the French entries are six Caudron machines f? 
with either Anzani or Salmson engines, two Albert mi 
planes, a Peyret tandem monoplane of the Itford Hill 1? 
fitted with a 16 h.p. Sergant engine, a monoplane ent 
by M. Mauboussin built by M. Peyret and fitted with a 34 | 
A.B.C. Scorpion engine, and a number of other types) 
at present, unknown characteristics entered by vat! 
societies and private individuals. 


ANOTHER ATLANTIC FLIGHT. 


On Aug. 16 Mr. Bert Hassell and Mr. Parker Cramer 
off from Rockford, Illinois, in an attempt to fly to Stockh! 
by way of North-Eastern Canada, Greenland, Iceland } 
Scandinavia, and arrived at Cochrane, Northern Ontario, | 
the same day. 

The machine used, a Stinson Detroiter, has been purchi 
out of funds contributed by the inhabitants of Rockford 
is known as the “‘ Greater Rockford.” | 

On Aug. 18, after being held up for two days by ? 
weather, the “Greater Rockford” took-off for the Mt 
Evans Observatory, Southern Greenland, and was later ‘ 
to pass over Rupert House, a Hudson Bay post in Nortlt 
Quebec. The machine maintained wireless communica? 
with the town of Rockford until 03.00 hrs. on Aug. 19, wh: 
message received indicated that the machine was 75, mile? 
Cape Chidley and approximately 4oo miles from 1ts ol? 
tive. Since then no further news has been received / 
anxiety is being felt as to the safety of the machine an 
crew. | 


CHRISTMAS GREETING CARDS. 


In response to a number of requests it is proposed to ! 
lish through THe AEkROPLANE Book Department a serie 
Christmas Greeting Cards designed by Teonard Bridg"* 
The series will illustrate a number of well-known British! 
craft and it is hoped that these cards will be on sale dv: 
October. 

When preparations are more further advanced full 4 
ticulars will be published in THr ARROPLANE, | 
| 
| 
} 
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JAEUT. MURDOCK 


Lieut. Murdock’s brilliant flight to the Cape, one of the 
latest achievements by aircraft using the Fairey Metal 
Airscrew, adds a further point in emphasis of the relia- 
bility, efficiency and durability of these airscrews. 


Hinkler’s Australia flight, Lady Heath’s Cape flight and 
others of a similar nature, together with the winning of 
speed events such as the Races for the. King’s Cup, the 
Schneider Trophy, etc., fully substantiate the high 
qualities of the Fairey Metal Airscrew. 


Sole manufacturers of the Fairey Metal Airscrews (Reed licence) 


for the British Empire: 


THE FAIREY AVIATION COMPANY, LIMITED, 
HAYES, MIDDLESEX. 


KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 


346 


The Aeroplane 


AUGUST 22, 1 


THE ROYAL AIR FORCE. 


The London Gazette. 
Aug. 14. 


GENERAL DUTIES BRANCH.—PIt. Off. D. L. Maclean is promoted to the 
rank of Flg. Off. (July 10); Plt. Off. on probation G. Fachiri is con- 
firmed in rank (July 18); Flg. Off. E. IL. Burslem is transferred to 
the Reserve, Class A (Aug. 4); Lt. I. R. Grant, R.N., Flg. Off., R.A.F., 
ceases to be attached to the R.A.F. on return to Naval duty (Aug. 1); 
Lt. B. W. Knowles, R.M., Flg. Off., R.A.F., ceases to be attached to 
the R.A.F. on return to duty with the Royal Marines (Aug. Io); Pit. 
Off. on probation B. W. C. E. Hartwell relinquishes his S.S. comn. 
on account of ill-health (Aug. 15). 

MeEpicaL BRANCH.—Flt. Lt. A. F. Cook is seconded for duty with the 
Transjordan Frontier Force (Aug. 1). 

MEMORANDUM.—The permission granted to Sec. Lt. C. C. Green to 
retain rank is withdrawn on his enlistment in the ranks of the Army 
(July 12). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DurtiEs BRaNcH.—The fol- 
lowing are granted comns. in Class A.A. (ii) as Plt. Offs. on proba- 
tion :—C. H. Carter, J. W. T. Jones, A. F. Fleetwood-Lawton (July 30); 
H. C. Usborne (July 31); C. F. Morris (Aug. 1). 

The following Plt. Offs. on probation are confirmed in rank :—G. H. 
Robins (July 10); H. P. Fraser (Aug. 2); J. H. M. Smith (Aug. 3); 
P. Booth (Aug. 4); P. Kinsey (Aug. 8). Fig. Off. H. W. Westaway is 
transferred from Class A to Class C (May 19); Plt. Off. I. J. Sankey 
is transferred from Class C to Class A (Aug. 14). The following Flg. 
Offs. resign their comns:—M. K. McGregor (May 16); A. E. Golds 
(May 19); P. S. Clarke (May 10). 

AUXILIARY AIR FORCE.—GENERAL DutIzs BRANCH.—The following to 
be Plt. Offs.:—No. 601 (CouNty oF LONDON) (BOMBING) SQDN.—I. A. 
Murray (July 17). No. 602 (CIty oF Giascow) (BoMBING) SQDN.—J. S. 
Feather (July 10). 


Appointments. 
Week ending Aug. 20. 
GENERAL DutTiks BRANCH.—Squadron Leader KE. C. Emmett, M.C., 
D.F.C., to No. 19 Sqdn., Duxford, 10/8. 
Flight Lieutenants F. G. Stammers, O.B.E., to Air Ministry, 


Directorate of Personal Services, 23/8. A. I. Chick, A.F.C., to No. 2 
Sqdn., Manston, 23/8. R. P. M. Witham, M.C., to Air Ministry, 
Directorate of Organisation and Staff Duties, 1/9. H. F. Bradley, to 
R.A.F. Depot, Uxbridge, 22/8. M. C. Dick, A.F.C., to H.M.S. Furious, 
1/9. 

Flying Officer A. D. McDowall, to H.Q., A.D.G.B., Uxbridge, 20/8. 

Pilot Officers: The undermentioned Pilot Officers are posted on 
appointment to Permanent Commissions from the R.A.F. Cadet Col- 
lege, Cranwell, with effect from 28/7:—J. T. Stephenson, to No. 2 
Sqdn., Manston. F. Whittle, to No. 111 Sqdn., Hornchurch. A. EH. 
Dark and A. L. Weait, to No. 12 Sqdn., Andover. W. R. Worstall, 
Cc. B. Hughes and J. W. Homer, to No. 99 Sadn., Upper Heyford. 
B. M. F. Grundy, to No. 56 Sqdn., North Weald. J. Mutch, to No. q1 
Sqdn., Northolt. H. R. Dale and H. J. Pringle, to No. 43 Sqdn., Tang- 
mere. R. J. Cooper and J. A. C. Stratton, to No. 16 Sqdn., Old Sarum. 
G. N. KE. Tindal-Carill-Worsley, J. E. Jorgensen and J. J. Owen, to 
No. 3 Sqdn., Upavon. IL. F. Sinclair, to No. 4 Sqdn., S. Farnborough. 
N. B. White and A. L. Franks, to No. 29 Sqdn., North Weald. A. Wall, 
to No. 7 Saqdn., Worthy Down. R. A. Sprague, to No. 13 Sqdn., 
Andover. F. P. Hewitt, to No. 100 Sqdn., Bicester. J. G. Llewelyn, 
to No. 58 Sqadn., Worthy Down. R. B. Councell, R. D. Williams, 
C. Ryley and EB. J. Laine, to R-A.F. Base, Calshot. C. V. J. Pratt, 
to R.A.F. Base, Gosport. P W. A. Dudgeon, to School of Army 
Co-operation, Old Sarum. 


Fatal Accidents. 

The Air Ministry regrets to announce that as the result of 
an accident at Sheikh Othman, Aden, to a Fairey III.F 
machine of No. 8 (Bombing) Sqdn., Aden, on Aug. 14, Fit. 
Lt. Edward Norman Tickner Edwardes, the pilot of the air- 
craft, was killed and the passenger, 362026 L-AC. Albert 
Wyndham Jones, was slightly injured. 

The Air Ministry regrets to announce that as the result of 
a collision in the air at Digby between a D.H.9a and an Ayro 
machine of No. 2 Flying Training School, Digby, on Aug. 17, 
Pit. Off. Adrian Gordon Cole, the pilot of the Avro machine, 
and Pit. Off. Bertrand Guy D’Olier, a passenger in the D.H.ga, 


STANDING BY.—Fairey III.F day-bombers of No. 207 (Bombing) Sqdn., 


during the Air Defence of Great Britain Command Exercises last week. No. 207 Sqdn. is 


were killed. Flg. Off. Alfred Rodney Feather, the pilot of 
D.H.ga, was dangerously injured, and died of his injr 
after admission to hospital. 

At the inquest at Digby on Aug. 18 on Plt. Offs. Cole and Dc 
AC. Albert Edward Baldwin said that when the crash occurred he 
working on a football field and saw the Avro coming from the dire 
of Cranwell. The D.H.9 was approaching it at a right angle 
overtook the Avro. ‘'The Avro was coming down to land on 
aerodrome, and when the pilot saw the D.H.9 he appar 
straightened out to avoid it,” he said. ‘The right wing of the I 
caught the tail of the Avro when they were about 500 ft. up, 
machines got into a spin and crashed.” 

AC. Frederick Lumley said that the D.H.g9 banked to ma! 
landing just before the crash. : 

The Coroner, summing up, said: “‘ Apparently both machines wa 
to land, and it seems from the evidence that, owing possibly t 
error of judgment, one of the machines failed to clear the o 
I do not believe that you can impute any blame to anybody, 
simply say that it was an error of judgment attended with unforty 
results.”’ 

The jury returned a verdict of “ Death by misadventure whil 
duty,”? and found that there was no negligence. 

The inquest on the body of Flg. Off. Feather was held at Cran 

Recording a verdict of ‘“ Accidentally killed while flying,” 
Coroner said, “It is a’ technical matter which neither a jury n 
coroner understands. Knowing that the Air Ministry investigates 
technical side of such accidents, I consider that the coroner’s inc 
is a mere formality.” : 


The Far East Flight. 

The four Supermarine Southampton flying-boats (Na 
Lion engines) of the Far Hast Flight, R.A.F., umder 
command of Group Capt. H. M. Cave-Browne-Caye, D.§ 
D.F.C., left Brisbane on Aug. 18, for Singapore. The ri 
is via Gladstone, Bowen, Cookstown and Thursday Islan 


Inter-Services Athletics. 

The Inter-Services Athletic Championships were hel 
Woolwich Stadium on Aug. 18. The Army retained 
Championships with 27 points, the R.A.F. were second ' 
20 points, and the Royal Navy and Royal Marines third » 
13 points. 

The R.A.F. put up a new record in the Two Miles R 
Race by covering the distance in 8 min. 4 4/5 sec., bea 
the Army Record of 1925 by 14/5 sec. The R.A.F, Teat 
this event were AC. F. Turner, Cpl. Tym, AC. Hester 
AC. R. Thomas. | 

The R.A.F. also won the Three Miles Team Race 
18 points, the Army scoring 17 points and the Navy 10 po 
The R.A.F. team were Cpl. S. Ferris, L-AC. Goodall and 
A. Johnson. 

The third Air Force victory was in the One Mile 7 
Race. ‘They scored 23 points to the Army’s 16 points | 
the Navy’s 6 points. The R.A.F. team were Cpl. W. 1] 
AC. F. Turner and AC. R. Thomas. AC. R. Thomas was ; 
man home in 4 min. 29 2/5 sec. 


The Royal Air Force Club. 

The Club will be closed for repairs and decorations /) 
mid-day on Sunday, Sept. 2, until mid-day on Monday, | 
15. Members will be the guests of the following Club; 
The Junior Constitutional Club, from Sept. 2. The Cav 
Club from Sept. 3. The Junior Naval and Military Club / 
Sept. 17. The Naval and Military Club from Oct. 2. 


All letters, parcels, telegrams, messages, etc., usually ‘ 
lected by Members of the Club may be called for at! 
Cavalry Club. Other letters, etc., will be re-directec: 
Members may require, the Secretary’s Office being oper! 
the whole of the period. 

A. T. WYNYARD-WRIGHT, Capt., Secreta!) 


to start on a raid 
commanded by Wing 
Cdr. J. B. Graham, M.C., A.F.C., and is stationed at Eastchurch.—(“ Aeroplane” photograph.) 


R.A.F., ready 
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whe Lone Trek! 


England to South Africa travelled by 

Lt. R. R. Bentley, M.C., A.F.C. (both 

ways), Lady Bailey, Lady Heath, and now 
by Lieut. Murdoch, 


ALL ON 


CIRRUS - ENGINED 
LIGHT AEROPLANES. 


Lieut. Murdoch left England on 29th July 
and arrived at Capetown on the [2th August, 
flying a CIRRUS-AVIAN Light Aeroplane. 


In World Flights by Famous Pilots, in Air 
Racing, in the daily round of Club Work, for 
Service Training on Land and on Sea, in 
Great Britain, Europe, and throughout the 
whole world, the ‘‘CIRRUS” engine has given 
PROOF OF THE UTMOST RELIABILITY 
and economy together with an unequalled 
capacity for hard work under all conditions. 


The requirements of MANUFACTURERS, 
PRIVATE OWNERS, CLUBS and NAVAL 
and MILITARY PURPOSES are met by 


these two engines :— 


75/80 bhp. “CIRRUS” Mark I. 
85/95 hp. “CIRRUS” Mark IIL. 


Manufacturers :— 


A.D.C. AIRCRAFT LTD., 
REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 
Contractors to the BRITISH AIR MIN ISTRY and most FOREIGN GOVERNMENTS, 


Constructors of “ CIRRUS ' *and “NIMBUS” Aero Engines. 
Constructors of ‘‘MARTINSYDE” Types of Aircraft. 


Telephone - Cables: 


Holbcrn 4076. 


KINDLY MENTION “THE AEROPLANE ” 


Airdisco, Londan. 
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‘“GOOD-BYE, VIRGINIA.” | 


An impression of a Vickers Virginia (two Napier Lion engines) being attacked by an Armstrong Whitvor Siskin 
(Armstrong Siddeley Jaguar engine) somewhere over Eastland, 


\UST 22, 1928 The Aeroplane 349 


ee err 


* 
* 


* * | 
Z Y 
4 
* *| | 
* * 
: * 
¥ * 
* * 
*| * 
* * 
¥| * 
* * 
| ROLLSROYCE | 
oe = =6rd AERO:-~ ENGINES * 
oe The new Rolls-Royce 'F’ aero engine, designed by Mr : 
hy F. Henry Royce, has successfully passed the British Air * 
Ministry's 100-hour test at the first attempt. This note- «|| 
ad worthy achievement 1s a further tribute to the reliability . 
of Rolls-Royce aero engines for which, since their 
i inception, they have always been renowned. . i 
* Full particulars on application. * 
ie % - 
i ROLLS-ROYCE LIMITED 
* 14-15 Conduit Street * 
x London ie 
| r W.1 4 
* ‘ 
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THE AIR DEFENCE OF GREAT BRITAIN COMMAND EXERCISES 


EBy CoM: 


The Command Exercises of the Air Defence of Great 
Britain began at 18.00 hours on Aug. 13 and ended at 23.00 
hours on Aug. 16. 

The main object of this year’s Exercises was to test tne 
operational efficiency of individual Units and not to test the 
efficiency of the Air Defence of London. Officers Command- 
ing Squadrons were allowed more latitude in operating and 
controlling their Squadrons this year than last year and sub- 
ject to the general direction of A.D.G.B. they were allowed 
to operate their commands in any way they thought fit. 

The minor objects of the Exercises were to test, (a) the 
co-ordination of air and ground defences; (b) aerodrome 
discipline; (c) climbing in formation and high altitude flying 
requirements; (d) issue of orders; (e) spotting of hostile air- 
craft; (f) fighting tactics; (g) inter-communication problems ; 
(h) co-ordination at night; (i) ground signals; and (j) organ- 
isation of operations rooms. , 

The general scheme of the Exercises was much on the 
same lines as last year. Eastland, a continental power, with 
a basis of operations in Northern Europe, was at war with 
Westland, whose capital was London. 

The Eastland Forces consisted of the Units of the Wessex 
Bombing Area under the command of Air Vice Marshal Sir 
John Steel, K.B.E., C.M.G., C.B.; No. 1 Air Defence Group, 
under the command of Air Commodore EK. L. Gerrard, 
C.M.G., D.S.O.; and No. 503 (Bombing) Squadron, Special 
Reserve and the Night Flying Flight operating under direct 
orders from Headquarters, Air Defence of Great Britain. 

The Westland Forces consisted of the Units of the Fight- 
ing Area under the command of Air Vice Marshal Sir Robert 
Broole-Pophams K.CBre Cie... 5.0, A.b. Ci) the sist 
Anti-Aircraft Battalion, R.E. and the Air Defence Forma- 
tions, ‘T:A. under the command of Major-General C. A. Ker, 
C.B.j3. CGPS BE. gapss. 0. 

The details of the Forces were as follows :— 

Eastland: Day Bombers:—No. 39 (Bombing) Sqdn., 
Bircham Newton, D.H.ga (Liberty engines), Sq. Ldr. H. V. 
Champion de Crespigny, M.C., D.F.C.; No. 207 (Bombing) 
Sqdn., Eastchurch, Fairey III.F (Napier Lion engines), 
Wing-Cdr. J. B. Graham, M.C., D.F.C.; No. 11 (Bombing) 
Sqdn., Netheravon, Hawker Horsley (Rolls-Royce Condor 
engines), Sq. Ldr. P. H. Cummings, D.F.C.; No. 12 (Bomb- 
ing) Sqdn., Andover, Fairey Fox (Curtiss D.12 engines), Sq. 
Ldr. T. BK. Salt, A.F.C.; No. roo (Bombing) Sqdn. (less one 
Flight); Andover, Hawker Horsley (Rolls-Royce Condor 
engines), Wing-Cdr. N. T. Gould, M.C.; No. 605 (Bombing) 
Sqdn., A.A.F., Manston, D.H.9a (Liberty engines), Sq. Ldr. 
J. A. C. Wright; No. 600 (Bombing) Sqdn., A.A.F., Lympne, 
D.H.9a (Liberty engines), Sq.: Ldr. the Rt. Hon. F. E. 
Guest, P.C., C.B.E., D.S.O., M.P.; No. 601 (Bombing) Sqdn., 
A.A.F., Lympne, D.H.9a (Liberty engines), Sq. Ldr. the 
Lord Edward Grosvenor; No. 503 (Bombing) Sqdn., S.R., 
Waddington, Fairey Fawn (Napier Lion engines), Wing-Cdr. 
the Hon. lL. J. EK. Twistleton Wykeham-Fiennes. 


Night Bombers:—No. 9 (Bombing) Sqdn., Manston, 


A DAYLIGHT 


The Aeroplane 


RAID.—A Flight of Fairey III.Fs (Napier Lion engines) of No. 207 (Bombing) 
to attack a military objective in London.—(“ Aeroplane” photograph.) 
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MCALERY. | 


Vickers Virginia (Napier Lion engines), Wing-Cdr. @ ( 
Durston; No. 7 (Bombing) Sqdn., Worthydown, Vickers Vj 
ginia (Napier Lion engines), Wing-Cdr. C. F. A. Port, 
D.S.0., M.C.; No. 58 (Bombing) Sqdn., Worthydow; 
Vickers Virginia (Napier Lion engines), Wing-Cdr. | 
Norton, D.S.C.; No. 99 (Bombing) Sqdn., Upper Hi 
Handley Page Hyderabad (Napier Lion engines), 
BBs Smythies, Daan: 

Westland: Fighter Squadrons :—No. 
North Weald, Armstrong Siddeley Siskin (Jaguar 
gines),, Sq. Ldr. M. UL. ° Taylor, (Ase 
(Fighter) Sqdn., North Weald, Armstrong Siddeley | 
(Jaguar engines), Sq. Ldr. A. Lees; No. 19 (Fighter) 
Hornchurch, Armstrong Siddeley Siskin (Jaguar en 
Sq. Ldr. H. W. G. Jones, M.C.; No. 111 (Fighter) § 
Hornchurch, Armstrong Siddeley Siskin (Jaguar engines 
Sq. Ldr. K. R. Park, M.C., DAC Noma. (Righter) aida 
Kenley, Gloster Gamecock (Bristol Jupiter engines), Sq. Ld 
A. G. Jones-Williams, M.C.; No. 32 (Fighter) Sqdn., Kenle| 
Armstrong Siddeley Siskin (Jaguar engines), Sq. Ldr. R. } 
Mansell, O.B.E.; No. 3 (Fighter) Sqdn., Biggin Hill, Hawk 
Woodcock (Bristol Jupiter engines), Sq. Ldr. E. D. Johnso: 
A.F.C.; No. 17 (Fighter) Sqdn., Biggin Hill, Hawker Woo) 
cock (Bristol Jupiter engines}, Sq. Udr. A. R. Arnold, D.S.C 
D.F.C.; No. 1 (Fighter) Sqdn., Northolt, Armstrong Siddek 
Siskin (Jaguar engines), Sq. Ldr. E. O. Grenfell) Mc 
D.F.C., A.F.C.; No. 41 (Fighter) Sqdn., Northolt, Armst or 
Siddeley Siskin (Jaguar engines), Sq. Ldr. F, Sowre 
D.S.O., M.C., D.F.C.; No. 25 (Fighter) Sqdn., Hawking’ 
Armstrong Siddeley Siskin (Jaguar engines), Sq. Ldr W. } 
Park, M.C., D.F.C.; No. 43 (Fighter) Sqdn. Tangmere) Arr 
strong Siddeley Siskin (Jaguar engines), Sq. Ldr. © 1? 
Lowe, M.C. ss 

Ground Defences: 1st A.A. Searchlight Btn. R.H., ne 
Redhill. Essex A.A. Searchlight Group, Hornehure 
Surrey A.A. Searchlight Group, Kenley. Kent and Middl 
sex A.A. Searchlight Group, Biggin Hill. 26th A.A. Searc. 
light Btn., Edenbridge. 27th A.A. Searchlight Btn., Orpin 


ton. | 
mporai 


as 8 
2g (Fighter) Sqdn 


| 
Nw 


The Stations given in the above list are the te 
Stations of the Units for the period of the Exercises. 
In order to get the fullest possible use of the t ephot 
service the operations began each day at 18.00 hours at 
finished at 09.00 hours the following morning. 


The Kastland Forces were employed in bombing operatio 
against London and the Westland Forces were employed 
the defence of London against bombing attacks. All bom 
ing attacks were assumed to be from the sea and rail 


were planned on this assumption and all raiding ait 
had to pass along the coast line outside the operational ar 
to the point of entry and likewise from the finishing pot 
of the raid. In view of the fact that certain bombi 
aerodromes were some distance to the West and a great de 


Sqdn. on its way 
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AIRCRAFT 


THE BLACKBURN RIPON TORPEDOPLANE- COASTAL 
_ DEFENCE BOMBER-AND RECONNAISSANCE MACHINE 
‘The Ripon’ dropped its torpedo (weighing nearly 
_ One fon).......zoomed up into the sky, made a 
perfect loop of remarkably small size and then 
proceeded to give ademonstration of slow » 
Flying and of control in an obviously stalled 
condition,which............ looked in no way 
__ inferior to any similar exhibition made with 
_ the assistance of slots. ...... the Ripon’ stalled 
___and sinking rapidly, was both rolled and 
_ yawed through large angles and in away that 
showed quite conclusively that ailerons and 
rudder were definitely effective below 
stalling speed.” — | 
‘The Aeroplane, May 25 1928. 


N OFFICE > AMBERLEY HOUSE NORFOLK ST. “THE BLACKBURN AEROPLANE & MOTOR COLT? 
iD. W, é Phone: CENTRAL 7522. OLYMPIA .LEEDS. ENGLAND. GRAMS: PROPELLERS, LEEDS." | 
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to the coast before 18.00 hours and after 09.00 hours, or in 
other words the daylight hours during which the Exercises 
were not taking place. 


THE ATTACKERS. ; 

Air Vice Marshal Sir -John Steel, K.B.E., C.M.G., C.B., 
Air Officer Commanding Wessex Bombing Area (Eastland), 
in an interview with the Press at his Headquarters at 
Andover, on the first day of the Exercises, gave an outline 
of the proposed operations of his Command. He explained 
that the ordinary year’s training of the Wessex Bombing 
Area was mostly for the benefit of other people. The Bomb- 
ing Squadrons were used for Displays, as targets for -the 
Fighter Squadrons and the Ground Defences and for training 
Observer Posts. These Exercises were the first opportunity 
they had for doing their own job. The Command would 
have a freer hand this year than last year to work out their 
attacks. 

They were handicapped to a certain extent by the neces- 
sity for safety and were taking a number of precautions 
during these Exercises which would not be possible in time 
of War. For example during these Exercises all aircraft 
working at night had to keep in constant W/T touch with 
Headquarters and in the event of the failure of the W/T 
set the machine had orders to land immediately. One of 
the advantages of this close W/T communication was that 
in the event of an aerodrome becoming unfit to land on 
owing to fog or other bad weather conditions during the 
absence of the Squadron, H.Q. would be in a position to 
warn the Squadron and give it instructions to land where 
the conditions were more favourable. To avoid risk of 
collisions in the air all the targets had been allotted by 
H.Q. Kastland. Raids had been arranged to avoid conges- 
tion over the objectives. 

OTHER SAFETY PRECAUTIONS. 

Another safety precaution was that bombing formations 
were, as far as possible, to avoid clouds when outside the 
operational area and over London. Bombing formations 
would be ordered to hold their course when attacked by 
fighters. At night Bombers would have to use navigation 
lights except when over 5,000 ft. on their inward journey. 
Responsibility of avoiding collision by night would rest 
with the bombers who would switch on their navigation 
lights if they saw Fighters approaching at such a direction 
and height that a collision was deemed possible. All air- 
craft flying over the sea had to keep within gliding distance 
of the coast and the Fighters were not allowed to attack 
the bombers over the sea. 

In addition to all these regulations for the preservation of 
the bloodthirsty Eastland Forces, the Gunner in the rear 
cockpit of every bomber at night was armed with an electric 
torch and ordered to switch it on if he saw a Fighter coming 
too near. The Fighters anyhow were not allowed to approach 
the Bombers within 200 yards and not more than one Fighter 
was to attack a Bomber at a time. Presumably all these pre- 
cautions were necessary although a number of them were not 
ordered last year but they certainly had the effect of bringing 


IN FORMATION.—A day-bomber of No. 207 (Bombing) Sqdn. photographed from another machine in the same 
formation during a raid on a military objective in the London area.—(“ Aeroplane ” photograph.) 
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upon the Bombers the unofficial but neverthless sey! 
derision of the Fighters. 

With regard to approaching and bombing the targets | 
the orthodox methods were used. Day raids were carr 
out by flights or by squadrons and the targets were ;. 
proached either by maintaining a fixed height, or by atta. 
ing a maximum height and gaining speed by losing heig 
in a long steady dive towards the target, or by coming in || 
and climbing to a maximum height over the target. At nic 
all the bombing was done by single machines crossing { 
zone at varying intervals. | 

Cameras were carried on all the daylight raids and pho 
graphs were taken of the run up to the targets and wh 
crossing the coast. Over the targets the Bombers had. 
transmit W/’T call signs, and carry out normal cam, 
obscura procedure. In addition day Bombers had to indie, 
bombing by firing a red Very light over the target. Nig. 
Bombers over their target had to show a steady white lig 
and flash their own W/T call sign on the downward rec 
nition light at the moment of dropping bombs. 


During the periods when the Observer Corps was not oper. 
ing, i.e., from 23.00 hours to 09.00 hours daily bombing 2. 
craft had to report their approximate position, height a! 
course by W/TT every ten minutes while they were in {: 
operational area. These reports had to comply with the f. 
lowing conditions :—(i) number of aircraft in formation wi: 
in 33%; (ii) position within three miles; (iil) height witl 
2,000 feet of the correct height and (iv) course within 
degrees. hese reports were to serve as the Wes 
telligence system during the hours that their observ 
not at work. 


THE DEFENCE. 

At the Headquarters of the Westland Command a 
able development and expansion has taken place 
year. Every branch of the Defence is steadily : 
and improving and the system of control is so simple 
so comprehensive and elastic that were some war 
tingency one day to eliminate the entire Headquar 
their successors could walk into the Operations R 
carry on the war with a minimum of confusion and 
The system of control, communications and plot 
registration was originally described by Major-Gener 


lB. 
Ashmore in a lecture at the Royal United Service Instituti 
on November, 1924, 1926. An outline of the system y: 
given in THE AEROPLANE on July 27, 1927, and as the devel: 
ment in the past year has been on the lines of details a’ 
as the Air Staff do not want the details published it is 1 
proposed to describe it here again. It is sufficient to say tl 
the Defence Commander can sit in a chair in , 
Operations room and watch the ‘‘ enemy,’’ illustrated | 
discs and counters, approaching their objectives am ' 
their height and speed and numbers and can see i 
to his own Forces taking effect, his Squadrons going 1 
guns and searchlights coming into action and k 
results of these actions within a few minutes of th 
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The efforts of the Societe 
Lorraine ensure steady fa 
progress in the value 3 
and reliability of af gf 


ee, pl 
Aviation. yal | 


Over 5,000 
engines are in 
use all over’ the 
World. They are fitted 
to all types of aircraft, having 
made themselves indispensable by 
their regularity of operation. Their 
use in service has confirmed the brilliant 
reputation which they have obtained in the 
number of big flights made during recent years. 


SOCIETE LORRAINE > 


Works : Argenteuil (S. et 9.) © Telephone : Wagram 99.87. 
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place. He can see at a glance what forces he has at his dis- 
posal for immediate use, what forces he will be able to have 
within the time it takes to re-fuel and bomb up a machine 
and what forces are temporarily or permanently out of action. 
He can see at what speed the wind is blowing at varying 
heights over any given area and he can watch the weather 
over the whole of his operational area. 


‘THE GROUND ORGANISATION. 

The Observer Posts and Observer Centres were operating 
during the Exercises between 18.00 hours and 23.00 hours. 
This work is done by the Anti-Aircraft Observer Corps con- 
sisting of Special Constables stationed at various posts and 
in telephonic communication with Defence Headquarters. 

The Searchlight positions were manned by the Territorial 
Anti-Aircraft Searchlight Units and by the ist A.A. Search- 
light Btn., R.E. The Exercises this year were occupying 
the second week of the normal annual camp of these Terri- 
torial Units and the detachments were camping out in the 
searchlight positions and therefore working under conditions 
approximating to those of active service. 

The Gun Stations of the Defences were not manned owing 
to the fact that the Anti-Aircraft Artillery Units were away 
at their annual practice camp during the period of the Exer- 
cises. The effect of anti-aircraft fire was, however, taken into 
consideration by the umpires in assessing the results of the 
raids. 

PUBLIC CO-OPERATION. 

A number of people have expressed surprise that so much 
information about the Defence of London has been given to 
the Public through the Press. The explanation is that the 
Air Staff want the active co-operation of the Public in their 
efforts to defend the Public. Apart from the Observer Corps 
which is purely civilian there are the Auxiliary Squadrons 
of the R.A.F. and the Territorial Anti-Aircraft and Search- 
light Units to be manned and brought up to strength. Later 
on a much wider field of civilian co-operation will be re- 
quired. The issue of gas marks to the entire population of 
London and other industrial centres seems to be beyond the 
range of practicability but the organisation and mantenance 
of gas and bomb-proof shelters is undoubtedly a problem 
which will have to be faced. 

There is not the slightest doubt that the R.A.F. has the 
goodwill and could at any time have the active co-operation 
of the majority of the population of this country (even the 
strange species that writes to the Air Ministry complaining 
about the noise of aeroplanes over its homes would cheerfully 
turn itself into a first-class observer in time of emergency) 
and by taking the Public into its confidence in this way the 
Defence Staff is paving the way to securing a wide field of 
national co-operation. 


~~ 


DEFENDERS. 
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A Flight of No. 32 (Fighter) Sqdn. leaving the aerodrome at Kenley to intercept a daylight raid. 
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THE OFFICIAL NARRATIVES. — 

The following communiqués were issued at noon on ¢ 
day describing the Exercises of the previous day and nis 
They were compiled by the Narrative Staff at H.O., A.D.G 
and form a summary of the operations from a neutral p 
of view. Intermediate communiqués were issued from t 
to time by the Narrative Staff.to satisfy the demand: 
various sections of the Press and in addition the Narra 
Staff were available on the telephone at any hour of the 
or night to any Press correspondent who required any ay 


able information not contained in the communiqués, — 


Before giving further details of the progress of the a 
it is desired to point out that in Peace exercises aircraft pre | 
shot down and umpires cannot decide which aeroplanes haye | 
destroyed untii afterwards. Further, bombers officially shot d 
continue on their courses to the target, and a deceptive impreg| 
of the effectiveness of the defence is created, unless the umpire’s 
sequent decision is taken into consideration. 

For instance, during yesterday afternoon’s operation a squadron 1} 
three separate attacks by flights on Chelsea. Each flight was 4 
cepted by overwhelming numbers of Fighters. The squadron | 
seven machines out of a total of nine. The remainder were driven) 

On the other hand, another Squadron with very fast bombers r 
a successful raid and lost only one machine.through A.A. fire. 
took them only 28 minutes to come from Shoreham to their ta 
in East Ham. ‘They dived through three layers of clouds and were 
intercepted on the way in. However, they were met by Figt 
and lost two machines on the way out. In spite of the clouds 
Observer Corps reported the daylight raids well. The Kent Obse: 
were outstanding and gave very accurate information regarding 
progress and position of Bombers. The work of the three Auxi! 
Squadrons was distinctly good. be 

During the night, 28 raids were made by large Bombers on yai 
targets around London. : 

The Westland Commander sent up Fighters from Nos. 3, 1, 
23 and 111 Sqdns. to intercept them. 3 

The weather conditions in the neighbourhood of London were 
the whole good but deteriorated in the early hours of the morr 
There was local cloud. The wind was from 15 to 45 miles per | 
from south-west. ‘hese conditions on the whole favoured the offer 
as the searchlights were frequently impeded by mist and cd 
Where the weather conditions permitted the searchlights picked 
the Bombers promptly and held them well, enabling the Fig! 
to attack them. = 

Twenty-two combats took place but the results are not yet a 
able and it is impossible to say at present how many raids were 
intercepted as certain of the raiders were attacked more than ¢ 

Early this morning the Eastland Commander made another ir 
sive attack on the London area. Nos. «1, 12, and roo Sqdns. cro 
the Hampshire coast between 6 and 7 o’clock to attack the R. 
Stores Depot, Kidbrooke, and Chelsea. The County and City of Lor 
Auxiliary Sqdns. attacked Hornchurch and the Air Ministry. Nc 
attacked the Beckton Petrol Depot, crossing the coast at Harv 
No. 207 Sqdn. attacked ,Uxbridge, coming in via Southend. 

The Westland.Commander sent up the following 8 Squadrons—Nc 
19, 25, 29, 32, 41, 43 and 56. Heavy fighting took place, but the 


—( Aeroplane ” photograph.) 
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APPOINTMENT 


BY 
TO MIS MAJESTY THE KING 


LIGHT AEROPLANE 
DURATION RECORD 


broken on 


CASTROL 


On August 16th-17th, Capt. H. S. Broad, flying a De-Havilland 


GIPSY-MOTH 


broke the World’s Duration Record for Light Aeroplanes by 
remaining in the air for— 


24 HOURS 


As in the recent World’s 
Altitude Record of 21,000 
feet by the same machino, 
the engine was lubricated 
with Wakefield Castrol. 
Thus is carried on the unbroken 
run of CASTROL Success ! Follow 
the example of the Experts and 
safeguard your engine by using Ist 
Wakefield CASTROL, as 


Ul 
Ster, August 18th 1928 


Mr, Kaye Dee 


RECOMMENDED LEA-F 
by over 230 Leading Motor d Mr. RANCIs, 
_ Manufacturers. 2n L Cushman 
C. C. WAKEFIELD & CO., LTD., also Fastest "r: ALVIS 
All-British Firm, t Time and Fa 
Wakefield House, Cheapside, all on eect Lap 
LONDON 2; 


3 CASTRO, 
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teports are not yet available. Some of the fighting took place at a 
height of 17,000 feet. 
Aug. I5. 

On Monday evening the Eastland Commander concentrated his 
attacks so that the whole of his forces converged on London from all 
sides. These attacks were fairly successful because a considerable pro- 
portion of the Squadrons coming from the South and West with a 
strong wind behind them and under the cover of clouds were able 
to evade the Westland Fighters on the way in, but this success was 
qualified by very heavy losses on the way home. 28 of the 70 bombers 
were shot down, including four by A.A. fire, whilst the Westland losses 
were 15 Fighters. 

During the night a steady stream of heavy Bombers coming one at 
a timé attacked’ selected targets. A good proportion of these raiders 
were picked up and held’ by the Searchlights with the result that 
more were attacked on the way in than during the daylight period. 
As a result a smaller proportion of bombers penetrated the defence 
without being intercepted. The losses were again heavy. 15 of the 
29 raiders were brought down, including 3 by A.A. guns and only 
two of Westland’s Fighters were lost. 

The early morning raids of Aug. 14 were on a Similar scale to 
those of the previous evening. There was more cloud, which hindered 
both sides. A larger proportion of the raiders were interecepted on 
the way in and consequently the bombing would have been less 
effective. 22 Bombers were destroyed, including 3 by A.A. fire, whilst 
15 Fighters were destroyed. 

Last night four Night Bombing Sqdns. continued their attacks upon 
similar lines to those of the previous night. In all 23 Bombing Air- 
craft took part. Rain and heavy cloud N. and N.#. of London inter- 
fered with the raids which were due to come in over Essex. No. 9 
Sqdn. delivered six attacks on Chelsea Barracks. All were well held 
by. the searchlights and all except one were attacked before they 
reached their objective. No. 7 Sqdn. attacked Croydon seven times. 
All except two were held by the searchlights from two to ten minutes 
and all but two were attacked by Fighters. No. 58 Sqdn. attacked 
Wormwood Scrubbs seven times. Five of these raids were held up 
by searchlights and only two escaped attack by Fighters. 

The weather during this period was very favourable for the search- 
lights which was taken advantage of by the Territorial Searchlights, 
who again did excellent work. 

Five squadrons were used by the defenders. Of these Nos. 
32 Sqdns. were most useful in intercepting the raiders. 

Early this morning another concentrated attack was made on Tondon. 
The weather was fine to the south but still bad to the north with a 
strong wind from the South-West high up. Six Bombing Squadrons 
took part in the raids. Between 7 and 7.30 there was a concentra- 
tion of nearly 50 raiding aircraft over the London area. 

Nine Fighter Squadrons were employed in the defence and very 
heavy fighting took nlace on the outskirts of J.ondon. 

Nos. I, 25, 29, 32, 43 and 56 Sqdns. report having been in action but 
no definite results can yet be given. 


23 and 


Aug. 16. 
During the night raids by heavy bombers belonging to four 
Squadrons were continued. The weather in the main favoured the 
defence, visibility being generally good with the exception of the 


Thames Valley and to the North. There was a layer of broken clouds 
from 3,000 to 10,000 feet up and a wind of 30 m.p.h. from the West at 
high altitudes. 

Good plotting by ground observers and skilful handling of the search- 
lights resulted in 24 of the 29 raiders being discovered. 

No. 99 Sqdn., attacking to the North of the Thames, where the 
weather was least favourable to the defence, was the most successful 
of the raiders as two of the six machines employed reached the target 
without being caught by searchlights or fighters. 

No. 32 (Fighter) Sqdn. reported that they had no less than 20 fights 
with bombers during the night. 22 of the 29 raiders in all were 


attacked by fighters. In addition the A.A. gunners were actiye 
the umpires’ verdicts are not yet available. 

Early this morning Eastland made another concentrated attack 
London with 7 Squadrons of day bombers. The weather was ma 
fair with a layer of broken cloud from 5,000 to 10,000 feet 
Visibility was good on the whole except in the Thames Valley 
the wind was light. 8 fighter squadrons were sent up and interce 
a proportion of the raiders before the latter had arrived over t 
targets. 

No. 12 Sqdn. with fast Fox day bombers was intercepted 
by two squadrons South of London when on the way in. 
Sqdn., whose objective was Uxbridge, was attacked six tin 
half being on the way in. 


At 9 o’clock last night the first night bombers were reporte 
crossed the coast of Essex and Kent in the final stage of tt 
tions. There was only a light wind near the ground and so 
were able to hear approaching raiders clearly; adequate wa 
therefore available. There was in places a layer of clouds 
4,000 feet varying in thickness, which tended to hinder the wi 
searchlights. Where the clouds were sufficiently thin the raid 
above them could be seen by fighters still higher up against { 
of clouds lit up by searchlights from below. j 

Of the four Fighter Squadrons sent up by the defen a. 
was the most successful in intercepting raiders, and by pe 
had had 9 combats. In all 18 fights were reported and 
of the bombers who reached the zone of operations by t 
the exercises were stopped were attacked. 

At about 11 o’clock low clouds became prevalent in the 
area and as these conditions were dangerous for attack by 
bombers and as searchlights and night bombers had had a 
in the three previous nights the A.O.C. in C. decided to 


the exercises at once instead of allowing them to continue tex: 


as had been announced’ previously. 

The official summary of the Exercises issued on A g. 
is as follows :— 

(1) During the Air Exercises which have just come to an 
approximately 250,000 miles were flown by. aircraft taking ; 
only 
turned over. He suffered minor injuries to his nose. 

(2) The total weight of bombs which could have been aac 
bombers was nearly 202 tons. This is without making deductions 
those whom the umpires judged to have been shot down before re 
ing the objectives. 

(3) By day clouds and strong winds high up favoured the arn 
on the whole, particularly those approaching the targets from 
south and west with the wind behind them. 

(4) The Day Bombers made in all 57 raids. These were atta 
39 times on the way in and 37 times on the way out. 
raids succeeded in evading the Defence both ways. 


mishap involving injury occurred to a pilot of a Fighter Ww 


by Fighters, and 20 by ante aircraft, while 139 Fighters we ; 
(5) In the operations after dark the weather so favoured the def 
on three of the four nights that a very large percentage 
were intercepted. : er kee 
6) The interception of bombers by fighters has ‘shown d 
improvement since last year, as did the standard of pilo 
and the use of clouds by bombers. % 
7) The Auxiliary and Cadre Squadrons played an im: 
creditably in. the first exercises in which they have co-op d, 
invaluable work was done by the Observer. Corps and Sé gh 
8) The Air Officer Commanding-in-Chief, Air Defences, G B 
is very satisfied with the efficiency shown by all units. Th er 
were not designed to test the efficiency of the I.ondon d H 
mainly to test the operational efficiency of individual wi ‘ 
9) In conclusion thanks are due to those who kindly allo ee 


GROUND DEFENCES.—On the left is the controlling section of one of the mobile searchlights of the Anti 
Aircraft Territorial Defence Formations, and on the right is one of the listening posts which direct the operations 
of the searchlights. 
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WESTLAND AIRCRAFT 


THE WESTLAND WAPITI. 
(Photos 1 & 2.) 


With Jupiter VI engine. A General 
Purposes Aircraft suitable for recon- 
naissance, bombing, wireless an| 
alvanced training, etc. Fitted with 
Handley Page Automatic Slot Gear. 
As supplied to the Royal Air Force. 


THE WESTLAND WIDGEON. 
(Photos 3 & 4.) 


An ideal 1 ght ‘plane for the private 
owner, club use, etc. Robustly con- 
structed to exceedingly high standards 
amachine the excellence of which will 
be appreciated by the most experi- 
enced as well as the new pilot. 
Possesses exceptional controllability, 
even when in stalled flight. Folding 
wings—no rigging to require adjust- 
ment—excellent view for pilot and 
passenger. Low running costs. 


In the KING’S CUP RACE 


3 Widgeons entered and 3 completed 
the course. 


WESTLAND AIRCRAFT WORKS 
(Branch of Petters Limited), 
Contractors to the Air Ministry, 
YEOVIL, ENGLAND. 
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THE SEALS of SUPERIC 


KINGS’ 


WON IN 1928, BY 


MOTH 


Pio, 2 CAPT. Weal HOPE 


The machine was a 
Standard G_ Type 
Moth with the new 
85/100 h.p. de Havil- 
land Gipsy engine. 


Streets 


THE DE HAVILLAND AIRCRAFT COMPANY LIMITED, STAG LANE AERODE 
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FOR LIGHT AEROPLANES 


24 HOURS 


IN THE AIR CONTINUOUSLY, ESTABLISHED BY 


MOTH 
Pilot — CAPT. HUBERT BROAD 


The machine was the latest G Type Moth 
with the new 85/100 h.p de Havilland Gipsy 
engine It took off with an extra load of 
fuel equivalent to the weight 
of four grown men and beat 
the best previous endurance 
performance by 11 hours 


¥ By establishing the duration 
record for light aeroplanes 
on Thursday and Friday last, 
the wonderful new Gipsy 
Moth has now stamped itself 
indelibly with the seals of 
Superiority, To its credit 
goes the zenith of perform- 
ance in speed, climb, and 
in durability Evidence once 
again that Moth is “The 
Best Light Aeroplone in 
the World.” 


GIPSY 


MOTH 
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lights to be erected within their grounds and to those civilians who 
looked after the flares on the emergency landing grounds. 


SEEING THE WAR. 


The arrangements made by the Air Ministry to assist the 
Press to understand and describe the Exercises were even 
more generous this year than last. Any number of corre- 
spondents were allowed to go round the stations, targets 
and observer centres and a number of photographers were 
allowed to accompany the raids in Service machines. ‘The 
available flights in machines by day or by night for corre- 
spondents always exceeded the demand. The only restric- 
tion laid upon the Press was that they were not to visit any 
Station or post without one of the six Press Conducting 
Officers who had been detailed for this duty. As a matter 
of fact this ‘‘ restriction ’’ was all to the advantage of the 
Press because the Press Conducting Officers did their work 
so well that no questions remained unanswered and _ difh- 
culties and obstructions melted away. Even traffic blocks 
dissolved in the magic presence of an R.A.F. uniform plus 
a scarlet armlet marked ‘‘ Umpiring Staff.’? Even a point- 
duty policeman has not the nerve to try and stop anything 
that looks so vitally important. 

It was obviously impossible to visit every station and post 
working in the Exercises and arrangements were therefore 
made for certain typical centres to be visited by parties of 
Press representatives. After going to the Headquarters at 
Andover and Uxbridge the work of which I have already 
described we went to the Duke of York’s Headquarters at 
Chelsea to watch the work of a target and some of the 
daylight raids.: 

There was a certain amount of light cloud about and the 
first thing we saw was a Squadron formation of Horsleys 
being pursued by a Squadron of Siskins right over the 
target. They disappeared into the clouds and a Flight of 
Fairey III.Ffs approached the target. They sailed over at 
about 6,000 ft. and signalled a hit. Various other flights 
appeared and disappeared in the sky and then a Squadron 
formation of D.H.gas (No. 39 Squadron probably) came over 
very low down. ‘The A.A. gunners’ Umpire registered a 
claim to have shot down the whole Squadron but as his 
judgment of their height was 1,000 ft. higher than the judg- 
ment of various R.A.F. people standing round, his imaginary 
guns probably did not score a hit. A certain amount of 
diversion was caused by a humorist inviting the Press repre- 
sentatives to “have their fortunes told”? in the camera 
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obscura wigwam. A lone Siskin was then spotted followin 
the D.H.ga Squadron. They evidently did not see him * 
after a bit he overhauled them and pounced on a straggle 
and obviously knocked him out. What the rest of th 
Squadron did to the Siskin was lost in the clouds. | 4 
A FIGHTER STATION. 
From Chelsea we pushed on to Kenley, where No, 3 
Squadron and No. 32 Squadron were doing both day an 
night flying. No. 32 was standing by for the night attack 
before midnight, and No. 23 were getting ready for th 
from-midnight-onwards part of the show. Both Squadron 
were lined up on the tarmac, and there was a tremendou 
atmosphere of ‘‘ War” about. On the first night of th 
Exercises Kenley had to work from orders from Fightin: 
Area, and apparently there had been a certain amount o 
delay in the communications. On the subsequent 
the Squadrons operated under orders from Station 
The Squadrons have built up their own systems of it 
communications and procedure. Blackboards in the 7 
rooms show the duty order of the Flights and the 
next for duty was ready waiting in flying kit. 
Squadron the order to go is given by lighting Hol 
on the tarmac by a switch in the pilots’ room, and 
other Squadron a kind of flaming hand grenade is ¢ 
out of a window onto the tarmac. The Holt flare 
was particularly effective when the order to take off 
through while some air correspondents were leaning negl 
gently against the framework to which the flares we 
fitted. ‘The air correspondents took off in great style 
Holt flare system has also been adopted for use bi 
the watch tower and the sick quarters, with the resul 
if an accident happens on the aerodrome while night 1 
is in progress the officer of the watch presses a 
which lights a Holt flare outside the sick quarters a 
somebody unjustly said, ‘‘ wakes the doctor.” et 
pilots’ room the pilots do not wait for orders when the alart 
goes off. While they are getting into their machines th 
engines are being started and order cards are being fill 
in and handed to runners who take them out to the me 
chines. In this way the pilots get into the air in somethin 
under three minutes from the first warning. — 
The only thing that one can find against the systet 
is that it would be quite impracticable in time 
war. Fireworks all over an aerodrome are all very we. 
in peace time, but they do tend to give away the locatio 
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A CLOUD 


LAYER.—Day bombers at 15,000 ft. during 


S 


an attack on the Air Defence of London. _ 
- "is Aeroplane” photograph) 
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LAN DING 
WHEELS 


STANDARD SIZES. 


Tyre Wheel Hb Track Tyre Wheel white LS Track Tyre Whee! are Track 
¥e ae Length Bore Line Size No. | Length! Bore Line Size | No. | Length Bore | Line 
-|- ae = 
m/m m/m ta/m m/m m/m m/m m/m m/m m/m 
210 | 185. | 60.32 Central 


375X55 }168 | 111.12 | 25.4 | Central] 700x100 112 150. | 38-09 | Centrai] 1000 x 1£0 


00X60 | 16 | 111.12 | 25.4 | Central PRES Aba het i Si Rona 1000x180 {148 | 220. | 80, | Central 
450x60|30| 89. | 31.75/Central] -,. chee ee aca Sg ee Central 
! 172 | 130, | 38:08 | Geateat| 050X125 [119 | 178. | 55, | 132/46 : 155 | 220. | 66.67/ Central 
¥ * 1147 | 178. | 55. | Central * 166 | 185. | 55. | 125/60 
75x60 | 21| 160. | 28, | Central 


3 188 | 120. ; 34.92) Central 
» 180] 150. | 38.09) 104/46 900X230 }107 | 185. | 55. | Central 
750X125 | 77 | 178. 44.45| 132/46 108 185. | 55 - 125/60 
» |90] 150. | 38.09/Central} ” Oy ees . 128 | 220. | 66.67 | Central 
95 | 185. | 55. Central 137 | 250. | 80. Central 
65065 | 78 | 178, 44.45| 132 46 99 | 178. | 38,89| 132/46 i. 157 | 185. | 80. {Central 
” 79 | 178, 44.45 | Central ? 112 | 150. | 38,09 | Central ¢ 902 | 185. | 60.32 Central 
‘4 100 | 178, 38.09 | 132/46 . 176 | 178. | 44.45| Central Y 


» 101. | 178, | 31.75| 132, 46 ¢ 179 | 178. | 55, | 132/46 1100x220 |134 | 220. | 66.67 Central 


600 X 75 & te 28. | Central] go9x150 }161*] 185. | 55. 135/50 136 | 250. | 80. | Central 
” 50. 38.09 | 104/46 162*| 185. | 5 1 i 
feei86| 120, | 34.92|Centrall) 163°] 185, | eee7| daseen | 975% 225 |192 | 185, | 60.32 | Central 
» - 190 | 150. | 38.09) Central Y 169+] 185. | 55. | 135/50 € 1194 | 185. | 55. | 125/60 

700X75 | 78 | 178. 44,.45| 132/46 : 177 | 185. | 55, 135/50 }1250 X 250 |133 | 250. | 80. | Central 
” 79 | 178. 44.45 | Central ‘ I83 |] 185. | 55. | Central. “ 154 | 304.8) 101.6| Central 

100 | 178. 4 211*| 185. | 60.32} 135/50 | | | 
: nti) toe. eee Sore ey ar ee ee our 11500 X 300 i 304.8 oe ee 
. 5 = 1 . ‘ . | 
700X100 | 77| 178. | 44.45| 132/46 % 174 | 250. | 80. | Centrall,._.,.. Ay | ea Te. ace see 
” 92 185. | 55. | 135/50 182 | 185. | 55. | Central fi790% 300 [1<0 | £00. .4| Centra 
4 : 191 | 350. | 150.3/ Central 


” 95 | 185, 55. | Central 


a 187 | 220. | 66.67 | Central 
” 99 | 178, 38.89 | 132 46 


e 201 | 185. | 60.32} 125 60 |1750X350|193 400. 125. ‘Central 


Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. tWheel No. 169 ts Hilted with Bull Bearings. 
Grease gun equipment is mow a standard fitting on all wheels. 
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Contractors to the Admiralty, the War Office, and the Air Ministry, 


Tyricerd, Cannon London.” 100-106, CANNON STREET, LONDON, E.C.4. city 1477 (Two Lines) 
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of the defence in time of War. 
n'est pas la guerre! ”’ 

In the operations’ room at Kenley we saw the system of 
co-ordination between H.Q. and the Observer Centres, and 


““Cest magnifique mais ce 


in another room we heard the R/’l messages between Sta- , 


tion H.Q. and the Fighter Squadrons in the air. Fortu- 
nately for the sensitive natures of the Press representatives 
the remarks of the pilots had by this time been firmly 
restricted to acknowledging orders and other strictly official 
business, although one gathered that on previous nights 
the running commentary on affairs in general broadcast by 
those pilots whose machines had been newly equipped with 
R/T, and who were therefore unaware of the publicity of 
their remarks, had caused the representatives of certain 
of the more respectable journals to “ pass out.” : 

Presumably the two Squadrons at Kenley are typical of 
the Fighter Squadrons in the whole of the R.A.F. The 
keenness and efficiency of all ranks is plainly reflected in 
the work of the Squadrons. It does not require much intelli- 
gence to realise what lies behind these formations pushing 
up into the air with the regularity of clockwork and within 
two or three minutes of the word “‘ go.’? Unlike the Bomb- 
ing Squadrons, the Aircraftmen do not get a chance to go 
up in the machines until they become pilots themselves, but 
only the magnificent ground work and the fact that every 
man in the Squadron is ‘ full-out ’? could make such flying 
possible. 

WitH No. g (BOMBING) SQUADRON. 

On the third night of the Exercises one was taken on a 
night raid in a Vickers Virginia belonging to No. 9 (Bomb- 
ing) Squadron. As ‘“‘ Passengers ”’ do not exist in the Wes- 
sex Bombing Area one was presumably either an air gunner 
or useful load, though useless load seems more like it. Also, 
if it were not ill-mannered to criticise the accommodation 
provided by one’s hosts, one might venture to suggest that, 
as far as the rear cockpit of a Virginia is concerned, the 
expression ‘‘ comfort ”’ is superfluous. 

We took off at 22.00 hours and flew out to sea. There 
were patches of cloud at about 5,000 ft. and a slight ground 
mist. About four miles out to sea we flew along the coast, 
gaining height as far as Whitstable, where we crossed the 
coast at about 7,000 ft We flew due west oma course 
north of Maidstone and Sevenoaks. We turned north over 
Brasted, and leaving Biggin Hill to port made for Kid- 
brooke, our objective. Shortly after leaving the coast we 
were overhauled and passed by another Virginia from the 
same Squadron flying at 8,oo0 ft. Ten miles from the sector 
boundary, which is in the neighbourhood of Maidstone, we 
extinguished our navigation lights. 

From 23.00 hours onward, the Observer Corps having 


closed down, we were sending W/'T messages at ten-minute 
intervals giving height, time and map-square letter for the 
ANE “BIR 292 


benefit of the Eastland intelligence. hours the 
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searchlights, after scraping round the sky for several min- 
utes, picked us up and by passing us along from one group 
to another held us for 16 minutes. During this time we 
were attacked three times by Fighters. The display of 
‘“ frightfulness ”’ by the Fighters was very much hampered 
by the regulations which did not allow them to come within 
200 yards of us. In tact they did not seem to come within 
500 yards at all, although no doubt they claimed us as 
victims. The only one that came within range could easily 
have been shot down by our rear gunner. We also saw one 
Fighter fly into the balloon barrage. The searchlights had 
an easier time this year because the night-bombers had to 
fly a straight course and were not allowed to try and dodge 
them by changing height and direction. , 

Over Kidbrooke we switched on the downward recognition 
light and signalled our call sign to the umpires below to 
indicate that Kidbrooke had gone up in a cloud of smoke, 
and turned round and headed for home. We steered straight 
for Biggin Hill to avoid the balloon barrage, and then te- 
turned on our outward course. Over Manston we came down 
in a steep spiral and made a perfect landing without wing- 
tip flares. 

For the benefit of those who have not done any night- 
flying it should be explained that with a ground mist wing- 
tip flares make it impossible to judge the distance from the 
ground. In these circumstances the pilot judges his height 
by the size of the landing flares on the aerodrome.—c. M. Mca. 

WitH No. 207 (BOMBING) SQUADRON. 

In the two daylight raids described herewith, the points, 
as far as could be observed, were fairly evenly divided. Per- 
haps, there was a slight margin in favour of the ‘ enemy,” 
but as one was privileged to accompany the “‘ enemy ” (207 
Sqdn.—Fairey III.Fs) on the two occasions, this judgment 
may be regarded as not too impartial. 

We took off in flights from Hastchurch Aerodrome at 17.10 
hrs., formed up in squadron formation at a height of 2,000 
ft., and then climbed to 5,500 ft. before heading out to sea. 
We left the Mouth of the Medway and setting a course over 
the sea passed over Shoeburyness, and Clacton still climbing. 

By the time we had reached a point level with Walton we 
had reached a height of 9,500 ft., and at 18.00 hrs. we turned 
inland and began operations. The weather at this point was 
bright and fairly clear, visibility along the coast being very 
good, but it was obvious that the conditions inland were not 
so pleasant. A large area of what could be described as filth 
lay ahead and the mouth of the Thanies was not visible. 

We passed over Maldon and Billericay, and continued on a 
course which would take us over Romford, West Ham and 
the City, but for a full thirty-five minutes after crossing the 
ccast, we saw no signs of the defence aircraft. 

However, the personnel of the squadron were very much 
on the alert and the first intimation of trouble that one rfe- 


No. 207 (Bombing) Sqdn. at 15,000 ft. on an early morning raid on London. —(“ Aeroplane” photograph.) 
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Light Aeroplane 
ENDURANCE RECORD ON 


SHELL PETROL 


Re, 


- NI 


Captain Hubert Broad, flying a 
De Havilland Moth, has broken the 
World’s Endurance Record for Light 
Aeroplanes by remaining in the air 
for 24 hours. 


He used Shell Petrol throughout 
this flight. 


The previous Light Aeroplane 
Endurance Record of 13 hours— 
set up by Mr. Bert Hinkler during 
his England-to-Austiralia flight— was 
also made on Shell Petrol, 


SHELL PETROL 
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ceived was from watching the air gunners bringing their 
camera guns into action. 

We were now over Romford at a height of 8,000 ft. and 
nine little Siskins ‘all in a row’ were sitting just above 
and behind us in a most alarming manner. Although they 
were above us and we were the bigger machines, there was 
something in their quietly confident attitude that suggested 
the farmer with a big stick and the little boy with a pocket 
full of apples. We put on speed, but it was a little late 
and the Siskins dived at us in flights—getting uncomfortably 
close at times—and proceeded to shoot us down. 

Before we had gotie very far, another squadron of Siskins 
appeared on our port side and joined in the fun. 

The air gunners of 207 Sqdn. were being kept very busy 
at this period but could undoubtedly have accounted for 
some of the attacking aircraft, who were apparently having 
the time of their lives and regarding us as ‘‘ easy meat.” 

At 18.45 hrs. we were over Central London and sparing the 
‘Editorial offices of THE AEROPLANE by about a mile to the 
starboard we turned over our target—the Duke of York’s 
Headquarters—at 18.50 hrs. at a height of 7,000 ft. 

Assuming that the leading flight of III.Fs had evaded the 
Siskins, it can be taken that the objective was successfully 
** bombed.”’ 

After this, a course, due East, was set and we made for 
home with the least possible delay. The fighters were still 
worrying, but not in quite so determined a fashion as pre- 


viously. This was probably due to the fact that they con- 
sidered us well out of action. We landed at Eastchurch at 
Ig.10 hrs. 


The following morning our objective was Uxbridge and at 
05.00 hrs. the nine III.Fs took off from Eastchurch. The 
weather at this cheerless hour promised to be fine and clear 
and soa considerable height was indicated. 


We climbed steadily to a height of 15,500 ft., but long before’ 


this we passed over clouds which were at various altitudes 
from 7,000 ft. to 13,000 ft. At 15,500 ft. the thermometers 
on the struts showed ten degrees of frost, but everyone 
seemed to be quite happy and comfortable, thanks to the 
clothing and equipment supplied for such occasions. At this 
height the ground was entirely obscured by heavy clouds 
and at 06.00 hrs. we turned our backs on the glorious spec- 
tacle of the sun just rising over the edge of the cloud horizon 
and headed West for London. 

As far as one could tell from very occasional glimpses of 
the ground through the cloudbanks, we proceeded on a course 
approximately the same as flown the previous evening. After 
a few miles we dived through an opening to find that there 
was another cloudbank at about 7,000 ft. We continued flying 
just above this until about 06.25 hrs., when we dived through 
another opening and came out over the Hornchurch district. 

The pilots and air gunners, in view of the previous even- 
ing’s experience, were evidently expecting interception at 
this point, but as far as one could see no other aircraft were 
in sight and we continued our way unharassed. 

By making use of the clouds and thanks to the possibility 


AN OLD WARRIOR.—A D.H.9a 


(Liberty engine) of No. 39 (Bombing) 


of ground observers’ ears not functioning quite so well a 
such an early hour we arrived over central London at 06,3. 
hrs., complete and undamaged. 

The visibility was now extremely good and from the E.C 
district, our target could. easily be seen. Taking a lin 
across Regent’s Park, Paddington and Willesden, and flyin, 
in a very slight dive, we arrived over Hillingdon Honse 
Uxbridge, at 06.40 hrs. 

As we turned over Uxbridge a squadron of defending air 
craft could be seen getting off from Northolt Aerodrome 
There seemed little likelihood of them catching us, but ther 
was still a possibility of interception from the North Weald— 
Hornchurch sector. -s 

However, at a point somewhere between Highgate an, 
Walthamstow, the squadron started to dive and the slip 
stream increased furiously. Looking back, one could see ; 
squadron of Siskins in full cry after us. If this was th: 
squadron we saw take off from Northolt, they did extremel, 
well to reach our altitude in so short a time. Although the 
had gained our height, they were still a long way behind, anc 
quite out of gun range. Nevertheless, the air gunners o 
207 Sqdn. were taking no chances and had their camera gun: 
in readiness despite the discomfort of standing up in a 16 
m.p.h. slipstream. 

With our object accomplished there was no need to stoy 
and fight and so with tails well up we made a bee lin 
for Sheppey. Although the thing of first importance was t 
get away with all haste, the squadron maintained its \ 
formation excellently. One machine, apparently experiencin; 
some slight trouble dropped behind and fell a victim to th 
pursuing Siskins. This might easily have caused a fight i1 
real war, but there was no need for a change of plans unde 
the circumstances. 

Apart from this one casualty, the remainder of the squadro: 
got away in a most exhilarating fashion and our speed was r¢ 
duced after a few minutes of the chase to 140 m.p.h., there 
by leaving us, at least, another 20 m.p.h. in hand, im cas 
of need. 

Having well and truly bombed the Headquarters of th 
London defence and wagged a merry tail at the defenders 
the squadron arrived back safely and landed at Hastchurcl 
at 07.20 hrs.—C. A. S. 

THE AUXILIARY AIR FORCE. 

Three Squadrons of the Auxiliary Air Force took part i 
the Exercises this year for the first time. No. 600 (County o 
London) Sqdn., and No. 6o1 (City of London) Sqdn. operate 
from Lympne and No. 605 (County of Warwick) Sqdn. fron 
Manston. : 

All three Squadrons were equipped with D.H.gas an 
manned by Auxiliary pilots and observers and. took an equa 
part in the daylight raids with the Regular Squadrons 
Throughout the Exercises the Auxiliary Squadrons won th 
unstinted praise of the Regular Units. Their keenness an 
energy has resulted in a high standard of efficiency and al 
ranks are to be congratulated on the part they have played 
The machines were maintained in first-class order, the forma 


Sqdn. flying through the clouds. No. 39 


Sqdn. was the only regular Squadron using these machines in the Air Exercises this year. 
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VICKERS 


NCCE SOIR S' 
for AIRCRAFT. 


Enquiries of Aircraft Constructors and Users are 
imoited for the following specialities manufactured 
by VICKERS (AVIATION) LIMITED and _ used 


largely 1» aircraft supplied to the Royal Air Force :— 


VICKERS (Patent) PETROL COCKS (Light Pattern). 
VICKERS PETROL PUMPS (Hand-operated & Wind-driven). 
OOT VALVES. NON-RETURN VALVES. BED R@MRUeTERS: 

RELIEF VALVES. FLOW INDICATORS. © LEC OCKRS: 

VICKERS-DAVIS NAVIGATION LAMPS (Light Pattern). 
GENERATING EQUIPMENT FOR AIRCRAFT LIGHTING. 

VICKERS-REID CONTROL INDICATOR. 
VICKERS-POTTS OIL COOLERS. 


VICKERS OLEO-PNEUMATIC UNDERCARRIAGE 
AND TAIL SKID SHOCK ABSORBING UNITS. 


VICKERS UNIVERSAL PULLEYS & GUARDS FOR LIGHT 
CONTROLS. 


STREAMLINE WIRES AND SWAGED TIERODS. 
“MALLEVILLE” ADJUSTABLE PIPE CLIPS. 


VICKERS (AVIATION) LIMITED, 
me eee, VICKERS HOUSE, BROADWAY, LONDON, SW1 


Telegrams ' 
AIRCRAFT FACTORY. WEYBRIDGE.SURREY. REE TITS th Lael ah 
BES 
LETT nit iW mit ait mu Tk ditt me a és a i ill uu uit TTT ui TTT ult tit Hit TOE uit a ee vat J : 
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tions were good and the navigation and camera-gun work 
were above the average. If no other useful result comes from 
these Exercises they should at least lead to the rapid expan- 
sion of this valuable and economical branch of the Service. 
The time is now ripe for the development of the Auxiliary 
Air Force. ‘‘ That flying feeling ’’ is rampant among the 
best type of young man ot to-day, and they cannot all make 
the R.A.F. a whole-time career. The Flying Clubs are not 
enough. Rifle Clubs were not good enough for the generation 
which joined the Yeomanry. The Yeomanry Regiments are 
nearly all disbanded and the Auxiliary Air Force is there to 
fill the gap. But the Auriliary Squadrons are rapidly getting 
up to strength and more Squadrons should be formed with- 
out delay. According to Air Publication 968 of 1925 Regula- 
tions for the Auxiliary Air Force and County Associations 
Chapter 1, par. 2 and 3 ‘“‘ Units will be furnished by such 
districts and localities in Great Britain as may be decided 
upon. The allocation of headquarters and of units to 
counties and their distribution within counties will be fixed 
by the Air Ministry in consultation with county associa- 
tions.”? At the present moment there are only 5 Auxiliary 
Squadrons in the country but with a slight alteration in the 
regulations it should be possible to raise 20 within the next 
few years. With regard to the commissioned ranks. at 
present a man must have a:pilot’s ‘‘ A ’’ licence before he 
can become a General Duties Officer in the Auxiliary Air 
Force. If he is accepted he can get the cost of his flying 
training refunded up to a certain sum. And yet in nearly every 
case these ‘‘ A ”’ Licence pilots, when they join their Units, 
have to be trained from the beginning again before they 
can fly Service types. Throwing open the commissioned 
ranks to selected candidates without ‘‘ A ’’ licences would not 
only save the country the cost of refunding their training 
fees but would save the instructors the time now spent in 
correcting errors in training. 

With regard to the Other Ranks experience has 
that they are as keen as the officers. But at present they 
cannot become pilots. If the Other Ranks were eligible for 
training as pilots there would be no difficulty in recruiting 
sufficient numbers to man the additional squadrons. Every 
man who handles an aeroplane wants a chance to fly it. 


proved 


A PARACHUTE ESCAPE. 

During the evening operations on Aug. 16, one of the 
Siskins of No, 1 (Fighter) Sqdn. caught fire in the air and 
Flg. Off. L. €. Bennett, the pilot, left the machine by para- 
chute and alighted safely on the roof of a house at Kew. 
The machine fell into Kew Gardens and was completely 
wrecked. 

A FEw COMMENTS. 

The General Public, aided and abetted by the Press, have 
fallen into the error of believing that these Exercises were 
to test the Defence of London. Official statements made it 
perfectly clear from the beginning that the Exercises. were 
to test the efficiency of individual Units of A.D.G.B. 

It is therefore inappropriate to discuss whether the Defences 
of London are effective or ‘not. It is merely futile to try 
and judge what would happen in War by what happened in 
these Exercises. War conditions did not prevail in any Unit 
in either Command. The aerodromes were lit up and the 
machines were lit up (no, the pilots were not lit up). The 
ether was full of wireless talk. The operation rooms were 
vulnerable temporary structures instead of being buried some- 
where in the bowels of the earth. The Bombing Squadrons 
were neither loaded nor armed and therefore their range 
with full equipment could not be gauged. The Fighter 
Squadrons also were unarmed and took off at night in a 
blaze of fireworks. 


The Special Constables who manned the Observer Tost 
and centres were, to a large extent, young men who would 
have more important work to do in time of War. ‘There seems 
to be no obvious reason why the Observer Corps should not 
be composed of women. The only argument against it 
seems to be the early-Victorian idea that women talk more 
than men and therefore might disclose the secrets to a 
potential enemy. Even if this assumption were true, and 
nobody who has ever been into (a) a man’s club and (b) a 
woman ’s club believes it, there is nothing about the Observer 
Corps that could not be discovered by~-an intelligent investi- 
gator in a wet afternoon. ; 

What it is appropriate to discuss with regard to these 
exercises is the size and equipment of the Royal Air Force. 
The R.A.F. obviously needs faster Fighters. Our 
day-bombers got away from the Fighters every time. (Not 
forgetting No. 23 Squadron’s claim to have been the only 
Fighter Squadron to have caught a Squadron of Foxes.) There 
also seems to be a feeling particularly among War-time pilots 
that we ought to have two-seater Fighters. Our Night- 
Bombers are far to slow and not sufficiently manceuvrable. 
Fully loaded and with enough fuel for a long distance raid 
they would be ‘‘ cold meat ” for any defence force. 


newest - 


Considering what the Treasury is saving on the Obsery 
Corps, which costs practically nothing, and the Auvxilig 
Air Force, which costs comparatively little, the Governme 
really ought to splash a lot more on the Regular Air Forc 

Cc. M, Mc 
A Prous COMMENT. 

The following appeared as a short leader in one of the mo 
important of the daily papers on Aug. 17: 

In the opinion of some ‘people the most dreadful A eae to be se 
in London to-day was the newspaper placard bearing the wor 
printed in blood-red type, ‘‘How I Bombed London, by a Womaz 
Their repugnance was not due to any sentimental idea that bombi 
a city was no job for a woman, since it is quite as obviously 
job for a man. But there is horror in the thought of a woman op 
ing the way for her sex into the field of warfare, mimic or real 

Probably there-were ardent advocates of equality between the ses 
who felt when they saw the placard that women were about to remc 
another restriction on their activities, not realising that what { 


world needs to-day is a limitation of armour-bearers as well as 
armaments. 


The air raids this week have made Teoddes realise the helplessn: 
of the civilian population so clearly that no one will welcome ¢ 
suggestion, however slight, that the bombing raiders may in futr 
be recruited from both sexes. The.enterprising woman who to-d 
secured a place in one of the bombing planes is said to have been 
flight commander in the Women’s Royal Air Force during the w 
None of the women. members of that force shared in the aerial « 
flicts, but some of them held rank equivalent to that of a flig 
commander. 

The opinions expressed in some newspaper commentari 
at times passes all comprehension. No one would think 
transcribing an ordinary night flight made during mancenyr 
by either man or woman into “‘ How I bombed London 
unless such transcription was called for by the news edit 
to pander to the tastes of the average newsheet reader. Ai 
no civilian ‘‘ bomber ’’? would be allowed to fly during me 
ceuvres unless the said bomber was a representative 
the press appointed to obtain copy, livid or otherwise, { 
the mastication and indigestion of the news-reading publ 

Most newspapers now boast of their own ‘“‘ Air 
respondents ”? and all were invited to go into the air son 
time during the manceuvres. While the fact that one wom 
bombing the ‘‘ Air Correspondents ”” who spend so much ti 
warming up air and then writing about it with their hats” 
in the comfort of their own homes within the beleaguered a1 
was considered to be horrible no one seemed to think th 
a few ‘“‘ Air Correspondents ’’ bombing London’s fem: 
population, minus one, was anything very dreadful.—t, B. 
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THE WAR IN THE AIR. Vol. 1. 
Sir Walter Raleigh (Official History) 21/6 
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THE BRISTOL AEROPLANE C212. 
EI LCT.ON BRISTOL. 


950 B.H.P. (Six-Cylinder 
Direct Drive) 1,350 R.P.M. 


LOW PETROL CONSUMPTION, 
48 Ibs. per B.H.P. Hour. 


LOW OIL CONSUMPTION, 
.O1 lbs. per B.H.P. Hour. 


The Beardmore ‘‘Cyclone” Aero Engine marks a 
distinct forward stepindesign. Thecombination 
of direct drive and low head resistance and slow 
moving propeller makes for great aero-dynamic 
efficiency. Simpicity in design ensures low 
maintenance costs. 


WILLIADM 


Enquiries may be 
directed for con- 
venience to Aero 
Engine Depot, 
William Beardmore 
& Co. Ltd. 36, 
Victoria St., S.W.1. 


COMPA ° LimiTreDYpD < 
PARKHEAD. GLASGOW. 
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THE NATIONAL AIR TOUR. 


Between June 30 and July 28 the fourth annual National 
Air Tour was held over the Middle West, South-West 
Pacific Coast and North-West sections of the United States, 
the actual tour covering a distance of approximately 6,300 
miles. ‘Thirty-two cities were visited, at the more important 
of which stays of more than one day were made. The route 
was as follows :—Detroit, Indianapolis, St. Louis, Springfield, 
Wichita, Tulsa, Forth Worth, Waco, San Antonio, Marfa, 
El Paso, ‘I'ucson, Yuma, San Diego, Los Angeles, Fresno, 
San Francisco, Corning, Medford, Portland, Tacoma, 
Washington, Spokane, Missoula, Great Falls, Froid, 
Minot, Fargo, St. Paul, Wausau, Milwaukee, Chicago, Battle 
Creek and Detroit. 

The competition was essentially one of commercial efficiency 
and reliability, and the scoring was based on an intricate 
formula which took into consideration weight carried per 
horse power, landing and take-off times, speed, engine dis- 
placement, and the time taken to cover each leg of the 
route. 

On June 28 and 29 a qualifying competition was held at 
the Ford Airport, Detroit, at which all competing aircraft had 
to submit to certain tests in order to arrive at a contest figure 
of merit which formed the basis for the ultimate scoring 
during the competition proper. These including the weighing 
of machine, pilot and contest pay load, the determination 
of the maximum and the 80 per cent. maximum speeds of 
the machines, the latter figure being the lowest permitted 
to maintain a perfect score, the measuring of the distances 
required to take-off and pull up on landing and the general 
checking over of entries to see that they conformed to the 
Department of Commerce regulations. 

In all, twenty-five commercial aircraft started from Detroit 
on June 30 out of the original entry list of twenty-nine, the 
following being {the starters with their contest numbers 
and pilots: 1, Bellanca C.H. (Whirlwind), W. S. Brock; 2, 
Ford 4-AT (three Whirlwinds), F. M. Hawks; 3, Travel Air 
(Caminez), J. N. Kelly; 4, Alexander Eaglerock (Menasco), B. 
Howard; 5, Curtiss Robin (OX-5), D. R. Robertson; 6, Stear- 
man (Whirlwind), D. P. Levy; 7, Buhl Airster (Whirlwind), 
Alger Braham; 8, Buhl Airsedan (Whirlwind), L. G. Meister ; 
9, Ryan Brougham (Whirlwind), E. W. Cleveland; 10, 
Ryan Brougham (Whirlwind), A. Henley; 12, Alexander 
Eaglerock (Hispano-Suiza), C. P. Clevenger; 14, Travel Air 
(Siemens), G. B. Peck; 16, Ryan Brougham (Whirlwind), 
Vance Breese; 17, Swallow (Whirlwind), A. A. Sadowsky; 
18, Waco 10 (Whirlwind), J. P. Wood; 19, Waco 10 (Whirl- 
wind), C. W. Meyers; 20, Stinson Detroiter (Whirlwind), Eddie 
Stinson; 21, Stinson Detroiter Junior (Warner), Randolph 
Page; 22, Stinson Detroiter Junior (Warner), R. D. Towers; 
23, Lockheed Vega (Whirlwind), R. Cantwell; 24, Fairchild 
FC-2 (Whirlwind), Lockwood Pears; 25, Bellanca C.H. (Whirl- 
wind), G. Haldeman; 26, Monocoupe (Velie), Mrs. P. F. 
Omlie; 28, Waco ro (Caminez), M. G. Beard; 29, Monocoupe 
(Velie), D. H. Atkinson. 

Led by Mrs. Omlie in a Monocoupe monoplane, all com- 
petitors left Detroit at one minute intervals for Indianapolis. 


AN INTERESTING COMBINATION. 


A Waco 10 fitted with the 135 h.p. Fairchild-Caminez 
cooled radial cam-engine. 


Accompanying the competitors were two Army aeroplanes 
one, a Curtiss O-1, carrying as passenger Mr. Ray Collin 
official tour referee, and the other, a Fokker transport, carry 
ing newspaper reporters and Mr. A. C. Schlosser, the officia 
scorer of the tour. 

The Caminez-engined Waco No. 28 was left behind 4 
Indianapolis with engine trouble and the Ford 4-AT broke. 
crankshaft in its nose engine but managed to reach Indiana 
polis on two engines without losing any marks. | 

From the beginning John P. Wood on a Waco to took th 
lead and at the end of every leg he steadily increased hi 
score. His lead over the next competitor reaching 1,00 
points as early as the eighth leg. | 

At Tulsa, the Swallow biplane flown by A. A. Sadowsky, th 
sales manager of the Swallow Company, was, as the American 
say, “sold out from under him” to a Mr. Helm, who afte 
paying for the machine continued in the tour as passenge 
with his pilot Mr. Aarang. 

At Marfa Mrs. Omlie turned over on landing and badl 
damaged her machine although neither Mrs. Omlie nor he 
passenger, Mrs. Stinson, were hurt. Mrs. Omlie proceede 
as passenger in the three-engined Ford to El Paso wher 
arrangements were made for her to take over the Siste 
machine flown by D. H. Atkinson, who returned to Marf 
to wait for the damaged machine to be repaired before re 
joining the tour. 

At San Diego, which was just over one-third of the tote 
distance to be covered, twenty-two of the original 25 entrie 
were still in the competition, and at San Francisco, a littl 
more than half the total distance Wood was still in the firs 
place with a score of 13,407, 1,789 points more than that ¢ 
his closest competitor, the three-engined Ford piloted b 
Frank Hawks. ; 

Of those that had fallen out, the Alexander Eaglerock No. 
piloted by Benny Howard dropped out in Oklahoma wit 
engine trouble, the Monocoupe No. 26 flown by Mrs. Omli 
‘“‘ sround-looped ”? at Marfa, as already mentioned, and th 
Travel Air No. 14 was unable to start from El Paso. Hoy 
ever M. G. Beard, on the Caminez-engined Waco, who wa 
left behind at Indianapolis, managed to catch up and rejoi 
the Tour. 

The return journey from San Francisco began on July x 
All the way to Tacoma and Spokane over mountainou 
country fog and clouds were experienced and yarious d 
tours were necessary to avoid certain dangerous areas, but i 
spite of this, all 22 aircraft remained in the Tour and nearl 
all pilots made perfect scores. At the completion of th 
twentieth leg at Tacoma, David Levy on the Stearman b 
plane No. 6 was the only competitor to have completed evet 
leg with a perfect score. At Missoula J. P. Wood on th 
Waco 10 No. 18 had increased his score to 19,359.8 or no 
over 2,000 ahead of the next competitor. 

On July 28 twenty-four aeroplanes of the original twent 
five starters landed at Detroit and completed the 6,300-mil 
Tour. D. H. Atkinson, who had waited behind at El Pas 


| 
| 
| 
| 


| 


to pick up Mrs. Omlie’s damaged Monocoupe and G. B. Pec 


four-cylinder aif- 
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HANDLEY PAGE 
AUTOMATIC SLOT CONTROL 


‘——When the engine was throttled back suddenly 
during a climbing turn, and the machine was stalled 
on the turn, it was still possible to raise the lower 
wing by normal use of the ‘stick.’ It is this 
kind of climbing turn that, in conjunction with 
engine failure or loss of power, has killed so many 
pilots in the past, and it can be said definitely that 
the automatic slots have reduced its dangers almost 


to vanishing point.” 
“MORNING POST,” 


8th May, 1928. 


BRISTOL “ BULLDOG”—BRISTOL “ JUPITER”—CELLON DOPE 


[HE excellent workmanship and high finish of BRISTOL Aircraft 
are famous throughout the world. Ever since early flying days 
when they were building Box Kites, the BRISTOL AEROPLANE Co. 
Ltd., have used CELLON DOPE. 


CELLON 


fe 1 ¢ 99 Telephone: 
\JAWB Richion rae Surrey. on The Dope of Proved Efficiency Richmond p21 1 (4 lines). 


TAS, ie? Cellon (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrev. 
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who was also left behind in El Paso with magneto trouble 
rejoined the Tour at Great Falls, leaving only the Alexander 
Eaglerock No. 4, the pilot of which experienced difficulty in 
obtaining spare parts for his Americanised foreign engine, as 
the only non-finisher. 

J. P. Wood on the Waco 1o (Whirlwind) No. 18 was the 
winner, with a total of 27,013.4 points and was awarded the 
Edsel B. Ford Trophy and $2,500, as the first of the ten cash 
prizes awarded by the Detroit Chamber of Commerce. The 
other prize ‘winners were: 2nd, Ford momoplane (pilot: 
Hawks), 24,390.8 pts.; 3rd, Stinson Detroiter Junior (pilot : 
Page), 22,786.5 pts.; 4th, Waco (pilot: Meyers), 22,127.1 pts.; 
5th, Stinson Detroiter (pilot : Stinson), 21,243 pts.; 6th, Stin- 
son Detroiter Junior (pilot: Braun), 19,871.3 pts.; 7th, Ryan 
(pilot : Henley), 19,728.9 pts.; 8th, Bellanca (pilot : Brock), 
19,445.3 pts.; oth, Ryan (pilot: Breese), 18,389.3 pts.; and 
roth, Buhl (pilot: Meister), 17,948.1 pts. 

The Tour was a success and throughout the competitors 
wereaccorded hospitalitysuch as isunknown outside the United 
States. Owing to the fact that stops at a number of places 
lasted over two days ample time was allowed for minor re- 
pairs, but for those who had no troubles to shoot plenty 
of amusement was provided by the various cities. At every 
. city free accommodation and meals were provided either by 
the municipality or by prominent business interests at the 
biggest hotels, and free sight-seeing trips, ‘‘ barbecues,” 
‘‘ fish-frys,’”? and other harmless amusements were ayail- 
able for those that like this sort of thing. 

A firm of Chicago grocers entered a machine, a Buhl Airster, 
and this company, apart from acting host to the tour person- 
nel in Chicago and Milwaukee, presented every pilot and pas- 
senger on the tour with two-quart thermos bottles in leather 
cases and at every stop on the 6,300-mile route had service 
stations for filling the bottles with the company’s brand of 
coffee ‘“‘ or whatever the owner might reasonably desire.” 
Apparently a good time was had by all. 


THE CANADIAN CIVIL AIR PROGRAMME FOR 1928. 


The 1928 programme of the R.C.A.F. in civil operations 
for Government Departments includes the following work :— 
DEPARTMENT OF THE INTERIOR. 

Forest Service.—Provision of twenty hours flying time for 
emergency fire periods in British Columbia; continuation of 
air patrol as in 1927 in Alberta; continuation and intensifica- 
tion of aerial patrols over fourteen and a half million acres 
of forest in Saskatchewan; and continuation of the work in 
fire prevention and suppression covering forty million acres 

in Manitoba. 

Photographic surveys in the Nelson River watershed in 
connection with possible pulp and paper development, and 
in the Saskatchewan patrol area in order that base maps 
may be prepared for use of air patrols. 


A JUNKERS FOR NEW GUINEA.—A Junkers W-34 monoplane (450 h.p. Bristol Jupiter engine) which has beet 
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Topographical Survey.—Vertical aerial photography in co 
nection with mapping the Rouyn, Sudbury, and the p, 
mineral areas, and in the Gatineau, Opinaka, and Chicontip 
districts in Quebec; vertical photography in the Shelburr 
and Guysborough districts in Nova Scotia and the Monetc 
district in New Brunswick; oblique aerial photography { 
mapping the Dryden, Quetico, and Rainy Lake districts ; 
Ontario; in Saskatchewan, oblique photography of the I; 
La Ronde, Lac Mironde, and Reindeer Lake areas: ; 
Alberta, vertical photography in the St. Ann area, fat 
oblique photography of an area in the vicinity of Lak 
Athabaska; oblique photography to complete the mappin 
of Wood Buffalo Park near Fort Smith, N.W.T., in co-oper; 
tion with the North West Territories and Yukon Branch, | 

National Parks of Canada.—Oblique aerial photography 
the Snake, Indian, Snaring, and Rocky River valleys; pi 
torial views of sites of historic interest when other oper: 
tions permit. 2s 

Dominion Water Power and Reclamation Service.—Vertic; 
and oblique photography in connection with power project 
in New Brunswick, Ontario, Quebec, Manitoba, and Britis 
Columbia; vertical photography: of the whole course of tt 
Nelson river from lake Winnipeg to Hudson Bay. 


OTHER DEPARTMENTS. | 

Department of Indian Affairs.—Transportation of Treai 
paying parties in northern Manitoba. | 

Department of National Revenue.—Transportation <« 
officers of the Preventive Service as necessary. 

Department of Marine and Fisheries.—Aerial patrol : 
Hudson straits to determine ice conditions in connectic 
with the navigation of Hudson Bay. Contracts haye bee 
let for air services in connection with fishery protectio 
work on the Pacific coast. 

Depamment of Agriculture.—Experimental dusting for tt 
prevention of wheat rust in the Prairie Provinces, and f 
the control of the spruce bud worm in the Muskoka distri 
in Ontario. : 

Department of National Defence (Geographical Section).- 
Vertical aerial photography for mapping in the Haster 
Townships in Quebec, and in central Ontario. <i 

Department of Mines (In co-operation with the Top 
graphical Survey Department of the Interior).—Vertical aeri 
photography of mineralised areas in Quebec, Ontario, an 
Manitoba. 

Department of Public Works.—Vertical and oblique phot 
graphy of harbours and harbour works. ; 

Department of Railways and Canals.—Transportation se 
vice and photography in connection with the Hudson Ba 
railway, and Fort Churchill terminal and harbour constru 
tion. 


: 
| 
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PROVINCIAL AIR WORK. 
In addition to the work of the R.C.A.F., extensive pr 
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acquired by Guinea Airways Ltd. for transport work in New Guinea. 
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ammes are being made by provincial governments and 
ivate interests. The province of Ontario operates its own 
ing service, and during the period of fire hazard, fire 
tection and suppression patrols are carried out throughout 
rthern Ontario. Forest type mapping is also carried out 
_a large scale, as well as exploration in the district of 
tricia, and the transportation of survey parties and govern- 
ent officials. 
In Quebec and British Columbia the work is undertaken 
commercial companies, under contract, for the respective 
ovineial governments. Extensive programmes of vertical 
otography for forest mapping are being undertaken in the 
ike St. John and Gaspé districts and much transportation 
¢ survey parties on the north shore of the gulf of St. 
iwrence is done by aircraft. Air patrols for forest fire 
otection will be continued in British Columbia. 
COMMERCIAL SERVICES. 
The year 1927 saw a great advance in the establishment of 
gular air services in the remoter parts of Canada, and in 
28 a further great advance is expected. It is now possible 
travel by air to the principal mining fields in northern 
skatchewan, Manitoba, Ontario, and Quebec, with ease, 
mfort and safety. 
In addition to these services, a large number of aircraft 
ll be employed on transportation for mining exploration, 
ospecting, forest inventory, and other similar work in the 
moter parts of Canada. Regular winter air mail services 
sre contracted for by the Post Office Department to the 
2d Lake area from Hudson, Ontario; to Anticosti and 
ven Islands from Murray Bay, Quebec; to Charlottetown, 
d Magdalen Islands from Moncton, New Brunswick; and 
ym Leamington, Ontario, to Pelee Island in Lake Erie, the 
ost southerly point in Canada. 
Contracts have been arranged for the hastening of in- 
ming and outgoing trans-Atlantic mails during the summer 
ason of navigation, to and from Rimouski to Montreal, 
tawa, and Toronto, and consideration is being given to 
e further extension of such services. Surveys are being 
idertaken to ascertain the best possible routes of travel 
’ air. 
Experimental work by the British Government in long- 
stance travel by airship is proceeding, and the airship 
ooring tower at St. Hubert Aerodrome, near Montreal, will 
completed during the coming summer. If the trials of 
e airship now being built are satisfactory, it is possible 
ental trans-Atlantic flights may be undertaken 
is fall. 
Interest in air transportation is growing rapidly, and to 
courage the knowledge and use of aviation the Depart- 
ent of National Defence is assisting in the establishment 
light aeroplane clubs in the principal cities of the 
yminion. 
Canada offers a magnificent field for the development of 
© navigation on useful lines which are of benefit to the 
neral public, and there is no doubt that the next few 
ars will see great strides made in the adoption of aerial 
ansportation between the various parts of the Dominion. 


| ACROSS THE UNITED STATES. 

At 16.10 hrs. on Aug. 19, Colonel ‘‘ Art’? Goebel and Mr. 
urry Tucker left Los Angeles on a Lockheed Vega mono- 
ane and flew non-stop across the United States to Long 
‘and, N.Y., where they landed at 11.08 hrs. on the following 
y. The total elapsed time for the flight was 18 hrs, 58 
ns., Which lowers the previous record by over eight hours. 
lelr average speed was 140 m.p.h. 


LYNX ENGINES IN THE DUTCH EAST INDIES. 
The first of the four Fokker F.VII-3m monoplanes to be 
ed on the lines to be operated by the Nederlandsch 
dische Luchtvaart Maatschappy (N.I.L.M.) in the Dutch 
ast Indies is now being tested prior to being flown out to 
e Hast in the autumn. 

These machines are each being fitted with three 230 h.p. 
‘mstrong’ Siddeley Lynx engines and they will have accom- 
odation for eight passengers and a petrol capacity of 275 
ilons. They are also being fitted with hand-operated wheel- 
kes which reduce the running distance of the machines 
hen landing by at least one half. 

As they are intended for service in the tropics the metal 
\rts of the engines have been specially treated and the 
soden wings have been given a triple coat of varnish. 


7 THE INDIAN FLYING CLUBS. 

he Government of India has given formal approval to 
€ articles of association of the Bengal Flying Club and the 
(tal subsidy is being made in October. This comprises a 
ant of 20,000 rupees (about £1,500), with an additional 9,000 
pees (about £700) for the erection of a hangar, the gift of 
‘0 light aeroplanes, and a rebate off customs duty on 


uipment. 
a Bengal Flying Club, which was founded in Calcutta 
2* year, 1s the fourth Light Aeroplane Club in India to be 


pce recognised by the Government, the others being at 
2th, Bombay, and Karachi. 
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.6 hr. 35 min. 


STRAIGHT FROM THE STABLE. 

A $60,000 company has been formed in Wichita, Kan., to 
build a new type of aeroplane which it is claimed will fly 
backwards or forwards, cannot fall out of control, will land 
without the aid of a pilot and will fly 2,000 miles carrying 
only 200 gallons of petrol. It is without a rudder, is de- 
signed to carry sixteen passengers on 180 h.p., is propelled 
by rotors and is constructed entirely of metal. 

The announcement of this revolutionary ‘‘ airplane’ in 
the American Press is headed ‘‘ Business Men Form $60,000 
Concern to Construct Stable Designed Plane,’’ which seems 
to indicate that horse-sense is not exactly what one thought 
it was. 


THE D.H. MOTH IN THE U.S.A. 


It is reported that the De Havilland Aircraft Co. Ltd. are 
negotiating for a site in Buffalo, N.Y., to erect a $2,000,000 
1actory for the manufacture of the D.H. Moth and the D.H. 
Gipsy engine. Local arrangements for the financing of the 
venture have been completed, and the Buffalo Chamber of 
Commerce now awaits the decision of the British company 
before disposing of the land which has been tentatively 
chosen. Two other aircraft concerns also desire to obtain 
this land, but as they only propose to use it as a base for 
joy-riding preference is being given the De Havilland com- 
pany, who promise to employ hundreds of hands in its 


new factory. 
AVRO AVIANS IN THE U.S.A. 


The first four Avro Avians to be delivered to Air Associates, 
Inc., of New York City, were all sold within five days. 
Three went to New York private owners and the remaining 
one to a Pittsburgh private owner. 

A Fox “‘ Movietone ”’ film has been released in America in 
which an Avro Avian is the central feature. Fitted with 
Handley Page automatic slots, it is shown taking-off and 
landing in small spaces and ‘“ close-ups’”’ show its wings 
being folded and unfolded. 


THE FLYING CLUBS. 


The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.? 
Report for week ending Aug. 18. 

Flying Time 29 hr. 20 min. Instruction 15 hr. 55 min. 
Passengers 6 hr. 15 min. Tests 35 min. Instruction.— 
With Mr. J. D. Parkinson—Mrs. Kish, Miss Yendall, Miss Forster, 
Messrs. Middleton, Forster, A. H. Sadler, S. EK. Sadler, Milburn, Alton, 
Griffiths, Runciman, Hayton, Temple, Walker, F, M. (Hall, Dr. 
Alderson, Dr. Walker. “A” Pilots—Mrs. Heslop, Messrs. H. Ellis, 
Horn, Irving, C. Thompson, R. N. Thompson, Turnbull, Wilson, Dr. 
Alderson. 

During the week we were visited by Mr. Muir, of the Surrey Flying 
Services, on a D.H.9. Mr. Holman on a new slotted Moth called, and 
his demonstration on taking-off was greatly appreciated by the members. 

A large crowd turned up last Thursday to welcome Mr. Rawson 
on the Autogiro, but as he was some hours late most of the spectators 
had departed before he arrived. It transpired that the undercarriage 
of the machine suffered damage at Howden, and unfortunately Mr. 
Rawson was unable to give a demonstration. However, he proceeded 
to Renfrew where the necessary repairs were to be effected, and we 
hope to see him again on his return South. 

The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. Walker, The Aerodrome, Sherburn-in-Elmet. ] 

Report for week ending Aug. 18. 

Flying Time 26 hr. 50 min. Instruction 9 hr. 40 min. Soloists 14 hr. 
50 min. Passengers 2 hr. 55 min. Instruction.—With Mr.. Beck—Miss 
Ellison, Messrs. Parks, Evans, A. Senior, G. Senior, Brodie, Lloyd, 
Brown, G. Thompson, Swift, Bamford, Jackson, Gill, Dujardin, Watson, 
Palmer, Ellison. “ A’? Licence Pilots —Messrs. Thomson, Ellison, Lax, 
Clayton, Wood, Ambler, Birch, A. Crowther, H. Crowther, Humpheries, 
Norway, D. Atcherley. Passengers.—18. 

On Wednesday Mr. A. C. H. A. Rawson arrived in the Autogiro 
and made a nearly vertical approach from 1,200 feet. Two demonstra- 
tion flights were given to Messrs. Clayton and Birch, and Mr. Rawson 
departed for Howden on Thursday. One of our members, when inter- 
viewed by an eager Pressman for his views on the machine, simply 
remarked, ‘“‘I refuse to believe it.” 

On Saturday the Wayman Bowl was presented by Mrs. Wayman to 
Mr. Ivo Thomson for having put in 103 hours’ solo flying between 
July, 1927, and July, 1928. The bowl was not filled as it would only 
hold about a gallon, a negligible quantity where our flying members 
are concerned. 


(CA Pilots 


The Midland Aero Club. 

{Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Report for fortnight ending Aug. 18. 

Flying Time 62 hr. 47 min. IJInstruction.—With Flt. Lt. T. Rose, 
D.F.C., and Mr. W. H. Sutcliffe—2o members. Soloists (under instruc- 
tiun).—21 members. Passenger Flight.—1o. members. 

Messrs. J. B. Briggs, J. R. Guthie, L. H. Lee and T. H. Drury suc- 
cessfully made first solo flights. 

Fit. Lt: T. Rose flew XT to Stag Lane Aerodrome and had the new 
split undercarriage fitted. This is a very great improvement. 

Through the courtesy of A.D.C. Aircraft Ltd. the service of Mr. 
V. J. Neyle have been obtained during the absence of our Engineer, 
Mr. Halland, who is on holiday. 

The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, Hamble Aerodrome, Southampton.] 

Report for week ending Aug. 17. 

Flying Time 27 hr. 40 min. Instruction 15 hr. 10 min. ‘ A” Pilots 
5 hr. 30 min. Soloists 1 hr. 65 min. Passenger Flights 4 hr. 40 min. 
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Tests 1 hr 15 min. Instruction—With Mr. W. H. Dudley—Cdr. Hunt, 
Messrs. Reuther, Grahame Gibbs, Curtis Nuthall, Brewster, Martin, 
Buckley, Ashford, Turner, Mrs. Gibbs. Dr. Bowden, Miss Home, Messrs. 
Berney, Endacott, Cambell, Des Graz, Snowden, Falconer, Cdr. Bell, 
Messrs. Redwood, Mattocks, Sturge, Cdr. Creswell, Mr. Southcliffe, 
Cdr. Tower, Lt. Collier. “A” Pilots——Capt, Kirby, Mr. Sanders Clark, 
Lt. Heinemann, Miss Grace, Mr. Falconar, Plt. Off. Leech, Mr. Rayson, 
Mr Hoare. Soloists—Mr. Sturge, Cdr. Tower. Passengers.—io. 

The Club renewed its customary activities on Aug. 14 after being 
closed for 10 days for the summer holidays. 

On Thursday a number of members attended the opening meeting 
of the new Isle of Purbeck Light Aeroplane Club at Worth Matravers. 
Capt. Kirby flew over in one of the Club Moths. Mr. Simmonds 
attended with his Spartan, which, as usual, aroused a great deal of 
interest and the pilot, Flt. Lt. Banting, was kept busy giving joy 
flights. Flg. Off. Seeman kept the crowd interested with some remark- 
able stunting on a Genet Moth. 

We wish Colonel Strange and the new Club every success. 


The Norfolk and Norwich Aero Club. 
[Manager: Basil Young, The Aerodrome, Sprowston.] 
Report for week ending Aug. I9. 
Flying Time 36 hours. 
Instruction.—With Mr. Young—Mrs. Cator, Messrs. H. Wharton, C. 
Ransome, R. Wright, H. M. Smith, A. Kirkby, C. Harvey, H. Neave, 
C. Rope, F. Rinder, W. Harvey, H. Meadows, C. Land. Soloists.— 


Mrs. Cator, Messrs. KE. Varden Smith, F. Gough, C. Gowing, R. Potter, 
A. G. Marshall, C. White, R. Harmer, A. Richardson, A. G. Lofty, 
H. Cator, N. Brett, E. Lambert. Passengers.—2z2. 


We have a lady pilot at last. ‘These are not to be met with every 
day in this district; fond fathers and husbands ban flying so it seems 
for their womenfolk. However, our Vice-Chairman, Capt. Cator, has 
just completed his ‘*A” tests himself this week and he has not 
banned his wife flying. Mrs. Cator ‘‘ went solo’? for the first time 
on Saturday and a real good show she put up, finishing up with a 
topping landing. We hope this will be one of many lady pilots to 
pass out in the Club. 

What a landing! A. G. Lofty, in fine fettle, just completed a height 
test according to regulations, engine shut off at the proper height 
of course and totally disregarding the golden rule, “If in doubt 
use your engine,’ gritted his teeth and nearly cut the whole plane 
off. It was one of those landings with three episodes, to be con- 
tinued, etc. Having dodged two hangars and some wires he is ex- 
tremely lucky to be down O.K. at all. It was certainly the most 
hair raising exhibition of crazy landings we have seen on the aero- 
drome. 

We are glad to have Mr. Birchall back with us once more after his 
exciting experience in our Moth last April, and to see him looking 
so fit considering all things. / 

An “A” Tjicence expert of some considerable experience saw fit 
to demolish the Avian this afternoon. Rotten landing, of course. Most 
of these things happen so. Fortunately he wasn’t much hurt and we 
salved a few bits of the machine, round which we hope the experts 
will be able to build a new framework. Aero Club life seems to be 
just one Damn thing after another. 


The Suffolk and Eastern Counties Aeroplane Club. 


[Sec.: Major P. I. Holmes, D.S.C., The Aerodrome, Hadleigh, 
Suffolk. ] 

Report for week ending Aug. 18. 

Flying Time 20 hr. 5 min. Instruction 14 hr. 25 min. “A” and 
“BB? Pilots 1 hr. 25-min. Passenger Flights 4 hr. Tests 15 min. 


Instruction.—With Mr. Lowdell—Miss Rhodes, Dr. Mildred Yate, Messrs. 
Goodwin, Hanson, Wedd, T. and B. F. Marriage, Ogilvie, Pettiward, 
Croydon, Billinton, Brown, Jolly. “A” and “B” Pilots.—Dr. J. C. 
Sleigh, Mr. C. N. Prentice. Passengers.—14. 

There have been no reports from Hadleigh during the last few 
weeks as the Club was closed down while Mr. Lowdell went to Stag 
Lane for reserve training and the machines went to Brough for 
repairs. We are, however, in full swing once again and a number of 
new pilot members have started their course of instruction. 

On Friday the Club is holding a Display at Clacton in conjunction 
with the Friendship Fellowship. 


The Bristol and Wessex Aeroplane Club. 

[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] 

Report. for week ending Aug. 18. 

Flying Time 33 hr. 15 min. 

In view of the absence of IV at Stag Lane and our Ground Engineer 
on holiday for the greater part of the week, our flying time is very 
satsisfactory. 

It has only been possible to keep the Club open through the ready 
assistance of all members and of the A.I.D. in general, and Mr, 
Savage, of the A.I.D., in particular, who has voluntarily given his 
spare time to inspecting and signing out our machines.: 

On. Friday evening Messrs. T..H. Clarke and Lynas both passed their 
tests for R.Ae. Club Certificates, with perfect figures of eight and 
precise landings. 


The Nottingham Aero Club. 


[Hon. Sec.: Cecil R. Sands, Hucknall Aerodrome, Nottingham. ] 
Report for week ending Aug. 17. 


Flying Time 32 hr. 45 min. Instruction 9 hr 40 min. “A” Pilots 


5 hr. 50 min. Soloists (under instruction) 12 hr. 59 min. Passengers 
3 hr. 5 min. . Tests 1 hr. 20 min. Instruction—With Mr. Martin— 
Messrs. Thorpe, Thirlby, Chawla, Stevenson, Calladine, Hutchinson, 
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| 
and Lazzerini. Solo “A” Licence.—Messrs, ¢, 
Paul, R. Granger, Blake, Sands, Pilgrim, Bradley, and Sely| 
Soloists (under instruction).—Messrs. Taylor, Glenn, Hatton, Chay) 
Calladine, and Winn. Passengers.—Messrs. Archer, Dennis, Rul 
worth, Batty Brothers, Kay, Iles, IT. Hancock, T. R. Hancock, F. | 
Hancock, Pringle, Linsley, and Cudlip. 

During the early part of the week the weather was very rough, | 
we have been able to allow Messrs. Calladine and Winn to jug;| 
with death for their first solo. Both made excellent landings a 
arz to be congratulated, also Messrs. Bradley and Selvey for getti 
their ‘‘ A” tickets and Mr. Taylor for obtaining his R.Ae.C;  tick| 


The Isle of Purbeck Light Aeroplane Club, 

Report for week ending Aug. 18. 

If the clerk of the weather favours us generally as he did on ¢ 
opening day last Thursday we shall have no cause for complaj| 
Flying started at 10.30 hours when Mr. Banting took up a member | 
the Simmonds Spartan, which was seldom on the ground for the 1, 
of the day. About 14.30 hours our two visitors arrived—Flg, ¢ 
Seeman on a R.A.F. Genet-Moth, and Capt. Kirby with Mr. Bern 
on a Cirrus-Moth of the Hampshire Club. By this time there yw; 
about a thousand people in and around the aerodrome and at thi 
o’clock they were treated to a fine display of aerobatics by } 
Seeman. Flying went on continuously until 18 hours and the d 
was voted a great success. All who flew were greatly impressed 
the marvellous views over the Isle of Purbeck, whilst the yalue 
aircraft in agriculture was remarked upon by not a few. 

The Spartan with its exceedingly valuable interchangeable featu; 
was naturally the centre of interest, and those who could appreci; 
fine points all agreed that the chassis of this machine is somethi 
really exceptional. It seems almost impossible to leave the grou 
once the wheels touch, and she pulls up in an extraordinary shi 
distance. Our instructor says she is the most delightful machine | 
has ever flown and is very easy to land. | 

As to membership, our strength now stands at 47 pilot members, 
observers and 37 associates. One member has already come forwa 
with a definite order for a Simmonds Spartan which he has agre 
to loan to the Club in return for part care, maintenance and instructic 

On Aug. 23 we are fetching General Brancker in the Spartan 
speak at the inaugural meeting of the Dorsetshire Aero Club, at whi 
it is hoped to form a headquarters and three other branches similar 
our own. The meeting takes place at noon at the Town Hall, D 
chester, and all who are interested are invited to be present. 

We are pleased to welcome Fig. Off. H. W. R. Banting, RAF. 
who has been appointed Chief Instructor, and Mr. Vaisey, receni 
of the London Club, who takes over the engineering side. In the 
the Club is assured of a keen and capable staff. 


The Winnipeg Flying Club. 

Report for week ending June 24. 

Flying time was 16 hr., the weather being unfit for long periods, ai 
repairs to the machine taking another day. A longeron was brok: 
near the tail-skid as a result of hitting rock in the long grass wh 
taxi-ing. 

No solo flying was done and no passengers were taken up, dv 
instruction being given to the following members: Mrs. Oakes, Mi 
Magill, Messrs. Alleyn, Antonbring, Bradbrooke, Brookes, Furniv. 
George, Haldane, Langley, McDougall. | 

Total hours, all flown on G-CAKB, were 108 up to June 24, and tol 
flights approximately 1,200. 


The Bombay Flying Club. 

The Bombay Flying Club is beginning to take definite shape in t 
hands of its capable Honorary Secretary, Mr. Alan R. Fenn. 11 
Moths have been ordered for instruction work and the Club hopes 
“take the air’? about November. Sir Victor Sassoon is interesti 
himself in the Club. Not only has he helped it considerably financial 
but he has ordered two Moths, one for his own use and one for sé 
to anybody who wants immediate delivery. 


FLYING SCHOOL. 
The Henderson Flying School. 

[Managing Director: Lt.-Col. G. Ll. P. Heateeys Brooklands Ae 
drome, Byfleet.] 

Report for week ending Aug. 16. 

Flying Time 32 br. 35 min. Dual.—With Col. Hendersonemess 
Stewart, Moursi, Elton, Matos. With Mr. Davis—Messrs. Du Cat 
Daniels, Dr. Taylor, Mr. Courtney-Banks, Dr. Shields, Messrs. Austi 
Groner, Moursi, Robertson, Lewis, Bennett, Matos, - Leigh, Hamiltc 


Hancock, Winn, 


Dr. Forsyth, Mrs. Scott, Mrs. Monkton, Miss. Kidston. With i 
Davenport—Messrs. Soames, Guiness, Du Cane, Dr. Shields, I 
Forsyth. Soloists—Messrs. Robertson, ‘Daniels, Du ‘Cane, Oliv 


Stewart, Knox, Groner, Miss Kidston. 

The flying time has been cut down considerably owing ie the 
dud days, but much good work has been put in. 

Mr. Robertson took his ticket. in great style. He is certalsly t) 
of the best pupils the school has turned out this year. , ‘ 
Miss Kidston, Messrs. Stewart and Matos were sent on their fi 
solos. 

Early morning flying is still very popular and there is FS gene 
fight to be the first in the air. 

Col. Henderson and Mr. Anderson flew to Ireland in G-EBWJ a 
left. Brooklands in typical ‘ Henderson”? weather—rain and a 
of wind. 
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So superior is “Ethyl” to other fuels that 
it is adopted whenever unusual perform- 
ance is required. 
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In addition to the Schneider Cup, many 
important successes in Air, on Land and 
Water, have been achieved on “Ethyl.” 


Pratts “Ethyl” Petrol is as safe to 
use as a motor fuel as any other petrol. 
Jt will not damage your engine nor 
injure spark-plugs, valves or stems. 


Ethyl Petrol 


‘Distributed by the Proprietors of PRATTS SPIRIT—famous for 30 years. 


D.A. 164 


GEORGE-PARNALL® C2 gpm 


PROPRIETOR GEORGE G PARNALL., 


AIRCRAFT DESIGNERS & CONSTRUCTORS. 


London Office :—EVELYN HOUSE, 62, OXFORD STREET, W.1. Telephone—Museum 4375. rote POLL LETT eras 
Experimental Wor's and Test Station :—Yate Aerodrome, Gloucestershire. Tel.: Chipping Sodbury 50 


NSO ‘ o_ : ie ms : ; Seu 
The Parnall Imp, an all-wood cantilever biplane (65 h.p. Armstrong-Siddeley Genet engine) designed for the private owner. 


FACTORIES 3 a‘ 
‘SIGNERS & MANUFACTURERS OF COLISEUM WORKS mR A NGRReS 
LTYPES OF MODERN AIRCRAFT PARK ROW aeprcas Sete: Sy stamatte. 
PARE PARTS SUPPLIED :2°: BRI STO 1 Eten grates Seale 


KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 
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COMMERCIAL AERONAUTICS, 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 13; Monday, 41; Tuesday, 40; Wednesday, 44; 

Thursday, 39; Friday, 42; Saturday, 45. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich; JTondon—Ostend—Brussels—Cologne and _ re- 
turn: Machines 97, passengers 1,010, freight 26 tons. 

AIR UNION: \ : ae 
Paris—London and return: 
tons. 

KL. Mie: 
Amsterdam—Rotterdam—London and return: Machines 38, passengers 
302, freight 5 tons. 

SABENA : 

Brussels—London and return: 
13 tons. 

DeEvuTScHE LUFIHANSA A.G. : 
Amsterdam—London and return: Machines 24, passengers 65, freight 
4 tons. 

MISCELLANEOUS : 

Machines 14, passengers 22. 
Total number of trips by British Machines, 109, carrying 1,028 pas- 
seugers. Foreign Machines, 155, carrying 996 passengers. 
COMPARATIVE FIGURES. 

Week ending Aug. 18: 

Machines, 264; Passengers, 2,024; Crews, 506; Total personnel, 2,530. 

Corresponding week, 1927: 

Machines, 188; Passengers, 1,231; Crews, 376; Total personnel, 1,607. 

Cerresponding week, 1926: 

Machines, 186; Passengers, 1,272; Crews, 226; Total personnel, 1,408. 

Coerresponding week, 1925: 

Machines, 196; Passengers, 1,125; Crews, 281; Total personnel, 1,406. 

Ccrresponding week, 1924: 
Machines, 176; Passengers, 904}; 

Corresponding week, 1923: 
Machines, 144; Passengers, 724; Crews, 

Ccrresponding week, 1922: 
Machines, 176; Passengers, 

Corresponding week, 1921: 
Machines, 114; Passengers, 437; Crews, 

Corresponding week, 1920: 

Machines, 123; Passengers, 262; Crews, 154; Total personnel, 416. 

Note.—In addition to the Croydon traffic shown above, K.L.M. have 
during the past week run 12 machines, carrying 6 tons of newspapers 
between Iyympne and Ostend. 


Croydon Notes. 

Traffic upon all lines continues to be exceptionally brisk, 
and 1928 seems to be a vintage year for aviation. ‘‘ Good 
measure, pressed down and overflowing,’”’ as the passenger 
remarked when his baggage overflowed into another aero- 
plane scheduled for a similar destination at a later hour. 


Machines 68, passengers 463, freight 12 


Machines 23, passengers 162, freight 


Crews, 223; Total personnel, 1,127. 


231; Total personnel, 955. 
642; Crews, 303; Total personnel,- 945. 


140; Total personnel, 577. 


Imperial Airways have hada busy week for special chart 
and several distinguished passengers have flown on t 
various Air Lines. Dr. Luther, the German Chancel; 
came through from Brussels by Sabena, and on the KJ) 
lines Prince Gustave Adolf, of Sweden and Sir Sam: 
Hoare have travelled. 

Private owners make much use of the air, one of the 
frequently arriving from the Continent after breakfa: 
putting in a day’s work in London and returning to ¢ 
Continent in the evening. * 

Brighton, Eastbourne and Folkestone will soon go ont 
date as places of residence now that a business man oc 
live in France and work in England through the summ 
months. 

On Saturday the Air Union gave a most successful dinn 
dance at the Aerodrome Hotel to more than 100 gues 
Short flights were made before the cocktails, and eyerybo, 
seemed to enjoy themselves thoroughly. Facilities such 
the Aerodrome Hotel now offers can do a tremendous amon 
towards popularising Aviation, especially when these faci 
ties are taken advantage of by so charming a host as }) 
Grosfils, London manager of Air Union. 

The Air Ministry has recently drawn the attention 
operating firms to Notice to Airmen No. 95 of the year 10, 
We are delighted to’ have such a romantic notice rescu 
from oblivion. Part of it reads as follows: “ An airer; 
wishing to land at night (Argosies have wills of their oy 
it seems) without being compelled to do so, on the Ae 
drome having a ground control, shall before landing, ma 
intermittent signals either with a lamp or projector, oth 
than the navigation lights or with any sound apparatus.” 

It is to be expected that most pilots will turn down t 
lamp or projector as a means of signalling in favour of t 
musical instrument of their choice, and will teedle arow 
our Aerodromes at night seeking to signal soothingly to t 
notoriously savage-breasted ground staff with lute, jew 
harp or oboe. This they will do intermittently until t 
control tower responds with fife, fiddle or big bassoo 
Should they obtain no musical encouragement, they w 
mournfully fly away to some more cultured Aerodrome 
couple of hundred miles away, possibly murmuring to the1 
selves some such words as these :— 

With dulcimer we signalled them, 
And loudly twanged the zither, 

But all the witless ground staff did 
Was leap about and dither. 


Large cracks which have appeared in most of the offic 


“For Safety in the Air Everywhere.” 


IRVIN AIR CHUTE 


Another member to the Caterpillar Club, the R.A.F. 


Pilot who saved his life during the Air Manceuvres 
at Richmond Park using an Irvin Air Chute. 


OVER 125 LIVES SAVED IN EMERGENCY. 
OVER 10,000 SUCCESSFUL “LIVE” DROPS. 
OVER 50,000 SUCCESSFUL TEST DROPS. 


IRVING AIR CHUTE CO., INC. 
372, Pearl St., Buffalo, N.Y. 


Cable Address: 
“Irvin Buffalo, N.Y.U.S.A. 


IRVING AIR CHUTE OF GT. BRITAIN, LTD., 
Letchworth, Herts. | 


Cable Address: 
“Irvin Letchworth, England.” ant 
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| passages of the Aerodrome main building are to be 
ywed to widen for the next six months, and are then to 
officially closed by the Works and Buildings Department 
the Air Ministry. 

‘ suggestion that one edge of each crack should be treated 
h adhesive paste and have a six-inch nail driven into it, 
ilst the other edge has a powerful magnet clamped to it, 
; met with uncalled-for contempt. Meanwhile one lives 
the open- -air as much as possible, especially when an 
fine is being run up on the tarmac. 


PILOTS WANTED FOR AUSTRALIA. 


‘he Commonwealth Government has accepted the tender 
West Australian Airways Itd. for the Perth—Adelaide air 
il service, which will be operated with D.H. Hercules 
Janes (three 450 h.p. Bristol Jupiter engines). Major 
rman Brearley, D.S.O., M.C., Managing Director of that 
n, is due to arrive in Engl and some time in October and 
ile over here wants to get in touch with some really sound 
ts and ground engineers. Intending applicants should 
te to Major Brearley, c/o Tozer, Kemsley and Milbourn, 

Fenchurch Street, London, E.C.3, marking their 
jlications ‘‘ To await arrival.’’ 


THE BRISTOL JUPITER IN THE U.S.A. 


‘he H. W. Bliss Company, of Brooklyn, N.Y., 
jointed exclusive licensees for the manufacture 
the Bristol Jupiter engine in the United States. 
‘he Bliss Company employed over 16,000 men during the 
r on engineering work and has branches in several cities 
the United States. 

several specimens of British-built Jupiter engines are being 
ported, after which the first of the Bliss-built Jupiter 
vines will be placed on the market. A large monthly out- 
3 is expected when the new engine is put into production. 


has been 
and sale 


THE BRISTOL COMPANY IN LONDON. 
she Bristol Aeroplane Co.' Ltd., of Filton, - Bristol, has 
ened a London office at. Bush House, Aldwych, W.C.2, 


ich will be under the care of Major C. 
5.O7 (late R.A.F.). 


MORTGAGES AND CHARGES. 


ANCASHIRE SCHOOL OF AVIATION I.1p.—Particulars filed of | deben- 
ss for any sum not exceeding at any time #150 authorised July 
1928, charged on the company’s property, present and future, in- 
ling uncalled capital, the whole amount being now issued. 


J. W. Darwin, 


PERSONAL NOTICES: 


DEATHS. 


ILE.—On Aug. 17, at Digby, Lincolnshire, as the résult of a-col- 
min the air, Adrian Gordon Cole, Lt., 7th Middlesex Regt., T.A., 
Plt. Off., R.A.F. 


t. Cole was appointed to a S.S. comn. in the R.A.F. in June, 1928. 


*OLTER.—On Aug. 17, at Digby, Lincolnshire, as the result of a 
ision in the air, Bertrand Guy D’Olier, Pit) Of, tr ALE: 
ir. D*Olier was appointed to a S.S..comn. in the R.A.F. in 


ember 1927. 
DWARDES.—On Aug. 14, killed in an aeroplane accident during 
ve operations at Sheikh Othman, Aden, Edward Norman ‘ickner 
vardes, Flt. Lt., R.A.F. 

Ite its Bdwardes was born in 1895 at Bexley, 
the Sussex Yeonianry 
‘mission in the 


Kent. He enlisted 
in September, 1914, and was discharged to a 
R.F.A. in May, 1915. He went to Erance in 
vember, 1915 and was wounded at Ypres. He was seconded to 
RAF in January, 1918, and appointed Staff Officer, Class IV, .with 
rank of Captain in May, 1918. In November, 1920, he was Sbsted 
he R.A.F. Record Office at Ruislip. In April, #536; We was appointed 
t permanent commission in the R.A.F. and resigned his Army com- 
sion. He was promoted to be Flight Lieutenant in July, 1926. In 
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January, he was posted from the Record Office to No. 8 (Bomb- 
ing) Sqdn. at Aden. 

FEATHER.—On Aug. 17, at Cranwell, as the result of a collision in 
the air at Digby, Alfred Rodney Feather, Flg. Off., R.A.F. 

Mr. Feather entered the R.A.F. in March, 1925, and after a course of 
flying instruction at No. 5 F.T.S., Sealand, was posted to No. 55 
(Bombing) Sqdn., ‘Iraq. In 1927 he underwent a course at the C.F.S., 
Wittering, and was posted to No. 2 F.T.S., Digby, in January, 1928. 

MARRIAGE. 
—BRUCE.—On Aug. 14, at St. Peter’s Church, 
the Right Rev. the Bishop of Barking and the Rev. 
F. Proctor, Vicar of South Weald, William Foster, son of Col. and 
Mrs. MacNeece, of Castle Cary, Co. Donegal, to Jean, daughter of Mr. 
and Mrs. Ralph Bruce, Langtons, South Weal, Essex. 
FORTHCOMING MARRIAGE. 

THOMPSON—HELMS.—The engagement is announced between Sq. 

Ldr. Thomas Frederick Wailes Thompson, D.F.C., R.A.F., son of the 


1928, 


MACNEECE FOSTER 
South Weald, by 


late Christopher Thompson and of Mrs. Thompson, The Priory, Lyn- 
combe Hill, Bath, and Lorna Mary, daughter of the late Capt. and 
Mrs. P. IT. Helms, of Sydney, Australia. 
BIRTHS. 
EDMONDS.—On Aug. 18, at Dudley House, Beaumont Street, W.1, 
to Lorna, wife of Wing Cdr. C. H. K. Edmonds, R.A.F.—a daughter. 
WALTERS.—On Aug. to, at ** Charlcote,’? Taylor Road, Wallington, 


to Alma (née Richards)} wife of Flg. Off. A. Walters (late R.A.F.)—a 


daughter. 


A.G.S. 


ELECTRICAL 
FITTINGS. 


You are assured of prompt 
delivery if you draw on 
our enormous stocks. 


STOCKS INCLUDE 
Cable Bonding Clamps, 


Outer and Inner Sleeves, 

Insulators, .Thimbles, Bonding 

Clips and Strips, Glests: Bushes, 
etc. 


Address your enquiries to: 


BrownBro 


\ ~ Allied Companies — 


1| THOMSON avo BROWN BROTHERS Lm 
vod BROWN BROTHERS /intiao: Lo. 
Great Eastern Street, London, E.C.2. 


= Phone: Bishopsgate 3244. 
= 


yi 


« 
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\ 


‘ 


CLUE SOLS 
Me 


.S. E SAU N D E RS Limited y 


RS 6CONSTRUCTORS OF ALL 2 
DESCRIPTIONS OF Ze 
AIRCRAFT in 


AST COWES ISLE OF WIGHT. 


pos WOOD AND METAL. 
‘ Patentees 6 Manufacturers of the famous 
‘CONSUTA’ Laminated Wood. 


BUSH HOUSE. ALDWYCH, LONDON.WiC 
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MISCELLANEOUS ADVERTISEMENTS. 


All Advertisements for this column should arrive at this 
office by 6 p.m. Monpay, to ensure insertion. _ 
For the convenience of Advertisers, replies can be received 


at the office of THE AEROPLANE, Cannon House, 
Pilgrim Street, London, E.C.4. 
Special PREPAID Rate—18 words 3/=; Situations 


Wanted ONLY—I18 words 1!/=. 2d. per word after. 


MISCELLANEOUS. 
Half horse-power petrolmotor castings, with cylinders bored, 
gs. od. per set. Catalogue 3d. Madison’s Works, Littleover, 


o 
o 
4 
o 
is 


AERODROME LIGHTING. 
Mobile Combined Beacon Floodlights, Emergency Signalling, 
Navigation, High Intensity, Lenses, Carbons, Strands, Cords. 
The London Electric Firm, Croydon. 


AVIATION INSURANCE. 
For all descriptions of Insurance concerning Aviation risks 
apply to Bray, Gibb and Co. Ltd., 166, Piccadilly, London, 
W.1. 


AIRCRAFT INSTRUMENTS. 

AIRCRAFT SALVAGE.—Compasses, Floating type 5/17, 
new, complete in cases 31S.; Propellors, 2-bladed, 11 ft., 
Mahogany, new condition, 5s. carriage forward; Cross levels 
1s. 9d.; Radiator Thermometers, washboard, Cambridge or 
Foxboro, 10s. 6d.; Oil Gauges 25 lb. Pressure 5s. 6d.; Alti- 
meters Ios. 6d.; Elliot’s Revolution Indicators with drive 
18s. 6d.; Postage included above. Catalogue, Tools, etc. 
Coley Ltd., Queen Elizabeth Road, Kingston-on-Thames. 
*Phone 0365. 


AIR SURVEY. 
Air Survey Company Ltd., 3, Copthall Buildings, E.C.2. 
L.W. 9850. 39, Grosvenor Place, S.W.1. (Sloane 6048), and 
Monkey Point, Rangoon, and 12, Hungerford Street, Calcutta. 
The Aircraft Operating Co. Ltd., 8, New Square, Lincoln’s 
Inn, London (Holborn 8131), and Bulawayo, Southern 
Rhodesia; Cairo, Egypt; Rio de Janeiro, South America : 
Contractors to the Ordnance Survey. Laboratories and Sub- 
sidiary Company for aerial photography in the British Isles, 
Aerofilms Ltd., Colindale Avenue, Hendon (Colindale 6157). 


PATENTS. 

Patents and Designs Acts, 1907 to 1928.—Notice is hereby 
given that Edison Hallowell, of ‘‘ Ryburn,’’ Broadgate Lane, 
Horsforth, near Leeds, seeks leave to amend the Specifica- 
tion of the Application for Letters Patent No. 291263, in 
respect of an invention entitled ‘“‘ A Device for Propelling 
Aircraft at High Altitudes by Direct Fluid Reaction.” Par- 
ticulars of the proposed amendment were set forth in the 
Illustrated Official Journal (Patents), of Aug. 9, 1928. 
Any person, or persons, may give Notice of Opposition to 
the amendment by leaving Patents Form No. 1g at the 
Patent Office, 25, Southampton Buildings, London, W.C.2, 
within one Calendar month from the date of the said Journal. 
W. S. Jarratt, Comptroller-General. 

STANLEY, POPPLEWELL AND FRANCIS, International 
Patent Agents, Jessel Chambers, 88, Chancery Lane, W.C.2. 
Telephone, Holborn, 6393; Telegrams, ‘‘ Notions, London.”’ 
The Proprietor of British Patent No. 234525 is prepared to 
sell the patent or to licenee British Manufacturers .to work 
thereunder. It relates to improvements in Aeroplane Wings. 
Address: Boult, Wade and Tennant, 3112, Hatton Garden, 
London, E.C.r. 


PRACTICAL FLYING. 
Learn to Fly at the Midland Aero Club. Three tuition 
machines, two fully qualified expert Instructors. No wait- 
ing. Particulars Hon. Secretary, 22, Villa Road, Hands- 
worth, Birmingham. 
London to Norwich Aero Club, roo miles only. Special 
facilities are offered to prospective visiting pupils. Moderate 
instruction fees, well appointed club, complete staff. In- 
quiries to B. Young, Hon. Manager, Aerodrome, Sprowston, 
Norwich. 
Henderson Flying School Limited, Brooklands. (Nearest 
station, West Weybridge.) ’Phone Byfleet 437. Residential 
accommodation on Aerodrome. Avro machines; three In- 
structors. Special personal supervision given to all pupils. 
Moderate terms for A and B Licences. 
The De Havilland School of Flying, Stag Lane Aerodrome, 
Edgware, Middlesex. Twelve machines: Seven Moths, five 
advanced training machines. Five Pilot Instructors, Lecture 
Classes, Restaurant and Recreation Pavilion. The largest 
and most up-to-date civilian organisation for flying tuition in 
the British Empire. 
13 hrs. by Car. From West End; near Folkestone; perfect 
Aerodrome; safe flying country; Experienced Instructor; no 
waiting list. Begin Flying now at Lympne with CINQUE 
PORTS FLYING CLUB. 
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AIR TAXIS. 
Air Taxis Ltd., Stag Lane Aerodrome, Edgware. 
Colindale 6307. 
Aerofilms Limited, Aerial Tours, Taxi Work, Aerial Phe 
graphy, Air Survey. Colindale Avenue, Hendon, N.Wi. 
*Phone, Colindale : 6157. 


*Phor 


FOR SALE. ; 
Lying at the Royal Aircraft Establishment, South Fa). 
borough, Hants, one Avro Aldershot, Air frame comple 
less engine, instruments and service equipment. All me 
main planes stripped of covering. One Avro Aldershot, | 
frame incomplete, suitable for spares. Two Condor IB ty 
Aero-engines can be included if required. Application sho 
be made to the Director of Contracts, Air Ministry, Kingawt 
W.C.2, for all or any of the above. ee | 
Avro Avis for sale, fitted with Bristol Cherub 1 engine. T\ 
machine is a two-seater biplane and carries a C. of A. up 
Nov. 20, 1928. Price £100.—Apply Box No. 5547, TH® Ani. 
PLANE, Cannon House, Pilgrim Street, E.C.4. 


FLYING CLOTHING. 
Lewis’ Flying Equipment.—Genuine R.A.F. new flying si; 
fitted fur collars 58s. 6d., all sizes. R.A.F. pattern leat 
flying coats lined best fleece £5 5s. Hundreds of other ty; 
from 7os. to 105s. Aviation Mask goggles fitted genuine 1- 
plex lenses clear 12s. 6d. per pair, tinted 13s. 6d. Feath- 
weight model fitted genuine Triplex lenses, tinted 7s. 6, 
clear 11s. Pilots’ muffle gauntlets ros. 6d. R.A.F. patt0 
flying helmets 8s. 6d., 11s. 6d., 12s. 6d., 14S. 6d.) aul 
trimmed. Flat or round type of earphones fitted 5s. ext. 
Metallic tubing and rubber connection 3s. 6d. set. Y Pies 
2s. Flying Schools please note. White flying suits all sis 
30s. | Contractors to Foreign Governments for flying equ- 
ment. Lewis, Leather Clothing Manufacturer, 19 and , 
Carburton Street, London, W.1. Museum 47093. 
Wainwright’s Flying Clothing.—Genuine R.A.F. ni 
““Sidcot ”’ flying suits, fitted fur collars, all sizes, 57s. | 
Full chrome -R.A.F. pattern Tan Leather Flying (Cog 
£6 6s. R.A.F. Pilots’ Gauntlet Gloves, ros. 6d. per pi. 
Flying helmets, fur trimmed, 12s..6d. Leather breeches, 4 
and 55s. Write for catalogue.—Wainwrights, 300 and 3) 
Euston Road, London, N.W.1. ’Phone: Museum 6280. 


EMPLOYMENT. 
On all Aeronautical matters consult Merriam’s Aviat: 
Bureau. Adviser on Flying since 1911. Employment De. 
Licensed annually by L.C.C.: 64, Victoria Street, S.W. 
*Phone : Victoria 8428. Telegrams : Exboxkite Sowest Li, 
don.. Cables : Airmerriam London. 


SITUATIONS VACANT. | 
Wanted, a part-time instructor in Aeronautical Engineeri; 
subjects with up-to-date knowledge of civil aircraft and ¢ 
gines.—Apply Box No. 5548, THE AEROPLANE, Cannon Hou| 
Pilgrim Street, E.C.4. 
Several experienced aircraft draughtsmen required imme: 
ately. Good salary and employment guarantee given. A’ 
good technician with experience of stressing airscrew a 
and performance calculations. Apply Canadian Vickers Lt 
Montreal, Canada. 

Wanted, Ground engineers for flying club in India. a 
be licensed in. category ‘A ”’ and ‘*C” and be medica 
fit.—Write, stating full experience, to Box No. 5550, 1 
AEROPLANE, Cannon House, Pilgrim Street, E.C.4. . 
Wanted, ground engineer, licensed in category “A” a 
‘“C ” Jupiter engines, to maintain and act as flying engin 
on large single-engine aircraft, stationed near London.—Wrt 
giving full, particulars of experience, references and sal 
required to Box No. 5551, THE ABROPLANE, Cannon Hou; 
Pilgrim Street, E.C.4. ; 


1 
é 


SITUATION WANTED. . 
Ground engineer, ‘“*A”’ and ‘C,” all types of aircraft 4 
engines, wants position.—Apply Box No. 5549, THE AE 
PLANE, Cannon House, Pilgrim Street, E.C.4. 
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EAST OF SUEZ:—A Handley Page Hinaidi (two Bristol Jupiter Radial aircooled engines) at Arawali, a landing 
ground on the North-West frontier of India, 3,700 feet above the sea level. This machine has recently completed 
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TRAINING AEROPLANES 
have been built in larger 
numbers, have produced 
more and better pilots and 
are acknowledged and 
proved to be better for all 
training purposes than any 
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FTER ten years they are still 
used exclusively by the British 
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than thirty military Air Services 
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AVIATION 


[n the course of a short holiday on the Belgian Littoral (of 
lich strip of sand more may be said later) one re-entered 
rilisation for a few days so as to have a look at the 
tivities in Civil Aviation of Holland and Belgium (erst- 
tile collectively known in History as The Lowlands). What 
e saw would have gladdened the heart of those who mis- 
ide the Air League of Great Britain. For, thanks to the 
* that Amsterdam and Rotterdam and Brussels happen 
be either way-stations or junctions on about a dozen differ- 
t air-lines, besides being the termini of air-lines of their 
m, there is rather more activity at each of those aero- 
osmes than there is at Croydon. And the fact that the 
pulation of Holland or of Belgium is perhaps about 1% of 
it of the whole British Empire (taking in India’s hundreds 
millions of Dravidians and other ‘‘ breeds without the 
w,” for the purposes of argument) might obviously be used 
argue that, if Dutch or Belgian air traffic is equal to that 
Croydon, Aviation in the British Empire must be beneath 
atempt. 
\s one’s visit was necessarily hurried one was much more 
erested in aerodrome operations and in aircraft produc- 
n than in such things as traffic figures and so forth. And 
yhow, figures can be made to prove anything, just as the 
vil can always quote Scripture for his own advantage. 
Busy SCHIPHOL. 
Naturally the first place of interest was the aerodrome :t 
niphol, which is the centre of the K.L.M. activities. Some 
‘ee years ago one was there on the way to Berlin and 
*k. Since then remarkable improvements have been made, 
d the way the whole place is run under Mr. Dellaert is 
model for anybody who has the organising of an aero- 
ome. 
Actually the Schiphol Aerodrome is the property of the 
nicipality of Amsterdam. Everything about it is laid out 
1 organised and run with that precision which is the out- 
nding characteristic of the people of the Netherlands. 
turally things are on a smaller scale than at the great 
mpelhof Aerodrome at Berlin, which is accepted as the 
thest point of aerodrome lay-out and management, but size 
size there can be nothing to choose between the two. 
Jne was taken round the Aerodrome by Mr. Dellaert and 
. Thomson, who is the Aerodrome Manager of the 
ninklijke Luchtvaart Maatschappij (K.L.M.), to whom one 
ders hereby thanks for their courtesy and hospitality. 
setween them they have an immense amount of air traffic 
handle. Besides the K.L.M. traffic itself, which means 
chines running not only to England but to Paris, Switzer- 
d, Germany and Scandinavia, there are all the various 
eign lines. There are the Deutsche Luft Hansa machines 


m Berlin to London and also between Berlin and Amster- 
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IN THE LOWLANDS, 


dam. There are the Swedish Akti Bolaget Acrotransport 
(A.B.A.) machines which come by way of Denmark and 
Hamburg, there are the Swiss Balair from Basel by way of 
Cologne, and there is the French line, the Société Générale 
de Transports Aériens (Farman). 

The new aerodrome buildings are beautifully laid out and 
include a delightful restaurant which is reserved for air pas- 
sengers and their friends. The old restaurant which stands, 
looking rather like a Swiss chalet, on the canal bank high 
above the aerodrome is still largely used by the aerodrome 
staff, but even more largely by the thousands of visitors who 
come out on Saturday afternoons and Sundays from Amster- 
dam to watch the flying and to go joy-riding. 

What the people of Holland do not know about feeding 
is not worth knowing, so both these restaurants, ten miles 
or so out from Amsterdam, do one just about as well as a 
really good London hotel, and would put to shame any 
English provincial hotel or restaurant. 

The chief delight of Mr. Dellaert’s heart is his new control- 
tower which, as the house agents say, is fitted with every 
modern convenience. What particularly struck one about it 
is the system of night-landing lights. Instead of having a 
flood-light which runs around to the windward side of the 
aerodrome on a motor truck as we do at Croydon he has 
about a dozen fixed flood-lights placed round the aerodrome 
and each pointing to the centre of it. Consequently, what- 
ever may be the direction of the wind, two, or if advisable 
three, of these lights can be turned on with their beams point- 
ing up-wind so that all the pilot has to do is to land over 
the backs of the lights straight in the direction of the 
beams. 

Naturally they are all operated from the control tower. 
In addition there is a swinging light on a kind of weather- 
cock arrangement to give the pilot his general wind direction 
before the flood-lights are turned on. 

Mr. Dellaert told one that the aerodrome will soon have 
a Neon beacon of a new kind which has been produced by 
our British Philips Lamps Ltd. The makers claim that it 
has marked advantages over the ordinary type of Neon 
light.. And having had considerable experience of Philips 
car lamps of various kinds, especially their daylight bulbs 
for fog driving, one is quite prepared to hear that their 
improved Neon light is a success. 

Mr. Dellaert hopes some day to have regular concrete run- 
ways for the machines in all directions, in addition to the big 
concrete alighting-place for passengers. He says that, with 
increasing traffic, no grass surface can long stand the wear 
and tear of bigger and heavier and more numerous machines. 
And here he is obviously right. 

Sky WRITING. 
While one was at Schiphol Mr. M. L. Bramson, perhaps 


see 


welded 


steel-tube fuselage of a Fokker C-V. 
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best known in this country as the inventor of the Bramson 
Anti-Stall Gear which had the misfortune to be spoiled as a 
commercial success by the sudden development of the 
Handley Page Automatic Slot, went up in his S.E.5a to do 
some sky- writing in fulfilment of a contract which Major 
Jack Savage’s firm has booked in Holland. As one returned 
to Amsterdam in a very luxurious K.I).M. omnibus the whole 
population of the city seemed to be standing in the street 
rubber-necking at the words “‘ Bier Heineke.’’ 

One has never been quite so impressed by the real 
advertising value of sky-writing. If anybody in Amsterdam 
does not know of Mr. Heineke’s product it must be because 
he or she is either illiterate or blind, and probably deaf as 
well, considering how everybody was -talking about it. 

Incidentally one may remark that though there was some- 
thing very like a gale blowing in a perfectly clear sky Mr. 
Bramson managed to get his lettering quite clearly legible. 
Although the word Bier had been blown to pieces before the 
maker’s name was finished that did not detract from the 
advertising value. In fact it may have actually increased it 
because, having impressed the great idea of beer on the 
minds of on-lookers, the probability is that the name of the 
maxer would be emphasised by expectation when it came 
to stand out alone. 

THE FOKKER WORKS. 


Before going out to Schiphol in the afternoon one had had 
the privilege of paying a visit to the Fokker Works in com- 
pany with Mr. Bramson. Unfortunately our old friend Mr. 
Stephan, and the Works Manager Mr. Platz, happened to be 
away on business, but we were taken round most kindly by 
Herr Bethge, a German engineer in the employ of the Fokker 
company. 

The Fokker Works at Amsterdam occupy the exhibition 
buildings which were erected in 1920 for the first aircraft 
exhibition held in Europe after the War, and known as the 
H.L.T.A. This is rather as if Mr. Fairey or some other 
enterprising aircraft manufacturer took over the derelict 
buildings at Earl’s Court so as to have an aircraft factory 
nice and handy to Government offices. Although one has 
to cross the water known as Het Jj to get to the works, they 
certainly take no longer to reach than one would take to get 
from the Air Ministry to Earl’s Court. It is a good example 
of Mr. Anthony Fokker’s political as well as commercial 
and technical ingenuity. 

One gathers from outside rumour, and not Herr Bethge, 
that there is some rather exciting new stuff coming through 
in certain of the Fokker sheds. This of course we were not 
invited to see, but what we did see was quite interesting 
and showed that the Fokker firm is keeping its place in the 
competition for the World’s markets. 

A great many Fokker machines are built under licence 
in European countries, which naturally cuts down the 
number of machines exported from Holland. And _ the 
Fokker factory in America, known as the Atlantic Aircraft 
Corporation, equally naturally cuts off any export to the 


A PRODUCT OF THE LOWLANDS.—The three-seater F.K.41 (Siemens 60 h.p.), built in Rotterdam to the 
designs of Mr. Frederick Koolhoven. 


States. But in spite of that there is plenty of work bein! 


done at Amsterdam. ‘There are a good many two-sez 
fighters going through for the Netherlands Army and sever: 
twin-engined (Lorraine-Dietrich) machines on floats for th 
use of the Netherlands Navy in the Kast Indies. 


Also there are some colossal monoplanes with a spa 
of about 80 feet and front spars over a metre in depth whic 
are to be fitted with three Jupiter engines for passenge 
work. They will carry about twenty passengers, and, a 
Herr Bethge remarked, there is enough room in the Babi 
for a dance floor. ‘These are, one believes, for the projecte 
mail service from Holland to the East Indies. 

Here one may remark that one heard from several source 
in Holland how much the Dutch would like to have Bristo’ 
built Jupiters instead of the French-built type. Under th 


licensing arrangements made when the Jupiter first becam 


a success the Gnéme-Le Rhéne company of Paris have sel. 
ing rights for Jupiter engines for the whole of Europe excer 
Scandinavia. And although the French-built Jupiters cei 
tainly do very well the aviation people in Holland all seer 
to think that they would be even happier with Britis 
material and workmanship. 

Actually in the Fokker Works itself the thing which in 
pressed one immediately was the utter simplicity of th 
Fokker method of construction, consisting as it does simp] 
of welded steel tube for the fuselage and undercarriage, an) 
glued and screwed wood for the wings. The most obyiou 
result is that there is an enormous amount of the worksho 
space devoted to the assembly of aircraft and a minute po! 
tion only to the production of machined parts. 

Our method of using specially machined lugs and plate 
and sockets all over our aeroplanes seems so stupid! 
extravagant both in labour and material. There is probabl 
more work in the wiring-plates and struts and their attact 
ments in the wings only of any British biplane than ther 
is in all the machined fittings of the whole Fokker biplan 
The only system in the World which compares with th 
Fokker is the plate and square-ended-tube method of assen 
bly produced by the Hawker Engineering Company an 
illustrated in THE APROPLANE of Feb. 29. 

Compared with the elaborate organisation and majest: 
machine shops of some of our British aircraft factories (exis 
ing, be it understood, entirely on Air Ministry orders) the Fol 
ker Works look almost amateurish, because everything seen 
to be done in the assembling shops. But if one could g: 
at the amount of money brought into each country by expo 
orders, one would probably find that there are considerab: 
advantages in the Fokker method of doing business. 


At WAALHAVEN. 


After Amsterdam one paid a visit to the Waalhaven Aer 
drome at Rotterdam which, though it is only a way-statio 
and not a terminus of any air-line, is in its way just < 
perfect as Schiphol and handles ‘pretty nearly as mail 
different breeds of aircraft. Here one was taken in charg 
by Mr. lL. F. Bouman, chief of the flying-field, who is ju: 
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Something new— / 
yet proved . 


HE Napier Lion (Series XI) aero engine is the result of 
a wide experience in actual service—commercial and Air Force 
—hot and cold climates. 


No other aero engine has been developed to the extent of the Napier. 
Che latest Napier at 2585 t.p.m. develops 570 H.P. 


t has successfully passed the official 100 hour type test of 
he British Air Ministry. 


Many Royal Air Force aircraft are already fitted with this engine 
—they are giving this horse-power and the same reliability as one 
las come to expect from all Napiers. 


fyou require an engine of high power and proved reliability, 


nstall the 
The finest aero engine in the World 
oe D. NAPIER & SON LTD. eae 
Chiswick eee le ene cele OUNe 1) ‘ON: Moneyer, 
1220 cee oes ae NIT eee Act, London. 
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as proud of and keen on his job as one could wish an 
aerodrome manager to be. 

No notable alterations in the way of new buildings have 
been made at Waalhaven since one was there some five years 
ago but there has been a good deal of new equipment in 
the way of landing-lights, wireless apparatus and so forth, 
so the whole place is thoroughly up-to-date. And of course 
it is utterly precise and neat like everything else in 
Holland. 

THE ROTTERDAM FLYING CLUB. 

Waalhaven, besides being a commercial aerodrome, is also 
the headquarters of the Rotterdam Flying Club,—which 
seems to be doing very well. The equipment of the Club at 
present consists only of two Pander biplanes which are 
quite good for learners but distinctly on the slow side for 
cross-country journeys and in that way not at all comparable 
with our Moths and Avians. 

The members of the Club are obviously enthusiastic judg- 
ing by what one heard of their doings, though when one 
visited the aerodrome it was too early in the morning for 
any of them to be at work. The members are almost all 
hard-working business men, and nowhere does the business 
man work harder than he does in Holland. Consequently 
most of the flying is done in the evenings and during the 
week-ends. 

Just by way of showing how keen the members of the 
Club are, one was told that one member who lives some- 
where in the direction of Limburg has a five-hour journey by 
rail to get to Rotterdam to do his flying training and the 
same time to get home afterwards. The trains of Holland 
are extraordinarily comfortable, but they are not fast. So, 
this member, when he has finished learning to fly, will 
doubtless become an owner pilot simply as a means of 
saving time. 

THE KOOLHOVEN LIGHT MONOPLANE. 


At the Waalhaven Aerodrome one had the opportunity of 
inspecting at close quarters the Koolhoven light monoplane 
which was illustrated and described in TH AEROPLANE a 
week or two ago. This is quite one of the best light aero- 
planes that one has ever seen. And, considering that Mr. 
Frederick Koolhoven is a British subject, it certainly ought 
to be built in England as well as in Holland. 

In every way it is a worthy successor of the long line of 
successful Koolhoven machines. Leaving out whatever share 
Mr. Koolhoven may have had in designing the racing Deper- 
dussin which was the first vehicle of any kind in the World 
to cover 120 miles in the hour (in 1912), we may do well 
to remember his little Armstrong-Whitworth biplane with 
the 90 Raf engine and his big AckW with 160 Beardmore, 
which were actually designed in 1914 before the outbreak of 
war and were still in use at the time of the Armistice,—being 
in effect the only aeroplanes which were in service through- 
out the War. 

There are those among the best of pilots who still con- 
sider that his B.A.T. Bantam, which unfortunately never had 
a reliable engine, was the handiest single-seat fighter ever 
produced. And even with that engine of 200 h.p. it had a 
performance just about as good as that of many single- 
seaters to-day with 450 h.p. or more. It was in fact in 1918 
just in about the same category as that class about which 
people at the Air Ministry are now thinking, namely a 
stripped single-seat fighter with a performance equal to that 
of our over-loaded fighting machines with double the horse- 

ower. 

, Also, we shall do well to remember that his big B.A.T. 
the F.K.26, which was the first commercial aeroplane ever 
produced in this country, and carried four passengers in a 
roomy cabin, with the pilot perched up behind, had with a 
Rolls-Royce Eagle VIII engine a performance very nearly as 
high as that of modern commercial aerop‘anes of the same 
passenger-capacity with 450 h.p. 


THE KOOLHOVEN F.K.4I. 


A three-seat cabin monoplane fitted with a 60 h.p. Siemens air-cooled radial engine 


} 
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With such an ancestry the Koolhoven light monoplanes 
well worth regarding as a serious proposition. At pres 
it has a 60 h.p. Siemens radial engine, and with that hor. 
power it carries a pilot and two passengers and a fair amoy{ 
of luggage, in a very comfortable enclosed cabin. Tj, 
loaded its performance is not very far behind that of if 
popular British light aeroplanes with anything between , 
h.p. and 100 h.p. With a first-class British engine such ; 
the Cirrus III or the Gypsy the Koolhoven monoplane on; 
to be rather a startling performer. | 

It has the wide undercarriage with the split axle whi) 
has been characteristic of the later Koolhoven designs a| 
the oleo-gear which is used in this has an unusually lo; 
travel. The whole construction of the machine is extremi; 
neat and simple, so that it ought to be very cheap to produ , 
and consequently sellable at a low price. | 

Naturally one can always find critics to crab anythir, 
and one critic of the Koolhoven monoplane complained tt: 
the ailerons were stuck on with ordinary brass door-hing), 
A close inspection of this particular fitting showed tt: 
they are quite extra-ordinary door hinges, of such a type tl 
the whole wing would probably tear to pieces before ar 
thing happened to the said hinges. 

Whatever criticisms experts in this country may haye fi 
called upon to make about Koolhoven machines there h. 
never, so far as one can remember, been any question abo: 
their strength when checked by the Air Ministry Stre 
Department. And there has never been anything the matt 
with the material or workmanship of any of his designs. | 

If it were introduced into this country one believes th; 
the latest type would be very popular, especially with o 
of our more powerful British engines, for it gives just t 
accommodation which our existing machines do not giy, 
namely, that for a pilot and a pair of passengers,—the wo, 
‘pair’? connotes quite a good deal when people are co 
sidering taking the air. | 

In the Koolhoven shed work is also in progress on a hig 
efficiency transport machine for the K.L.M. It is a sing! 
engined job, probably with a Bristol Jupiter, but it is i 
tended to carry passengers in a much higher proportion ° 
horse-power than is the habit on air transport machines t 
day, or conversely it is intended to have a higher perfori 
ance with the same load for the horse-power. | 

It is quite time that something was done in this directic. 
for if a light aeroplane can get along at something li) 
80 or 90 miles an hour with 20 h.p. per passenger, the 
does seem a certain amount of extravagance in being co 
tent with 90 to 100 m.p.h, at anything between 50 h.p. ai 
70 h.p. per passenger. 

Incidentally one was glad to see in the Koolhoyen wor 
shop our old friend Tom, the Angle-Dutch woodwork e 
pert who has worked on all the Koolhoven machines from t] 
old days of the Armstrong-Whitworth Works at Neweast 
till_now. His many friends in the British Aircraft Indust: 
will be pleased to hear that he looks just as young and 
certainly just as energetic as ever. | 

By K.l).M. To BRUSSELS. 


From Rotterdam one travelled to Brussels in a KL) 
Fokker with a French Jupiter engine. When one was at tl 
Hague one unfortunately missed seeing Mr. Plesman, tl 
chief of the K.L.M. Company at the Hague, but Mr. Marti 
the Traffic Director of the K.L).M., very courteously pr 
vided one with free air transport back to Belgium. 

One may here note that the K.l.M. Offices at the Hag 
occupy the whole first floor flat of a colossal building abo 
as big as the Air Ministry. This again, for the good — 
Air League enthusiasts, demonstrates the benefit of being 
small country in the middle of a whole network of air rout 
instead.of being a big country at the extreme tail end of ty 
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THE 1928 ROYAL AIR FORCE 
AIR 
MANOEUVRES 


Extracts from Official Communiqués 


ce 


. . .the “Foxes” proved too fast, 
and no casualties were claimed. 


14.8.28 
“The most interesting feature of 
this evening’s operations was an 
attempt to intercept the fast “Fox” 


bombers”’.. . “but once more the 
‘Foxes’? escaped, thanks to their 
great speed.” 15.8.28 


Extracts from Daily Press 


“The sensational feature of the manoeuvres has been the ability shown 
by a high-performance bomber, the “Fox,” to escape interception, a 
number of these ‘‘Fexes” have run the gauntlet of the defences again and 
feat, «.. the “Foxes” actually outstripped the machines that were 
int2nded to cut them off and succeeded in dashing out of the war-zone 
unscathed.” “In the vital problem of bomber v fighter, the * Fox’’ has 
scored an emphatic triumph for the former.” 
The ‘ Daily Mail.’’ 17.8.28 
“One of the most remarkable facts emerging from the manoeuvres 
is the extraordinary success of a fast type of bomber known as the “Fox.” 
“A squadron of these machines, flyinz at great heights and speeds, 
has penetrated the defence zone again and again’... . “‘the bombers 
proved actually faster than their assailants, and managed to escape with- 
out losses.” “They have gained a signal triumph. 
The ‘‘Daily Chronicle.” 17.8.28 
“In the judgement of the experts the only type of bombers that are of 
any use for this work are high speed, self-fighter bombers, such as the 
Fairey Napier III. F. and the ‘Fox.’ 
The ‘‘Evening News.” 17.8.28 


The Fairey Aviation Company were 
the originators of the high-performance 
day-bomber. It is the application of inten- 
sive scientific research and careful attention 
to streamlining that has rendered possible 
the outstanding performance of modern 
Fairey Aircraft. 


The 
Fairey Aviation Co., Ltd. 
Hayes, Middlesex 
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or three air lines. The K.l.M. people handle the booking 
and aerodrome arrangements of practically every line which 
uses the same aerodromes as they do in Holland, so that 
clerical work involved, on top of handling their own private 
affairs, is immense, and one gathers that it is very efficiently 
done. 

Our journey from Rotterdam to Brussels was a thoroughly 
international affair. The pilot, Mr. Soer, is a Netherlander, 
and like all the K.L.M. pilots a thoroughly good aviator. The 
machine was an 8-seater Fokker F.VII, and as the great 
Anthony is a Dutch-German-American, it may be regarded as 
fairly international intellectually. The duralumin airscrew 
was a German-built Reed and the engine was a French-built 
Bristol Jupiter. The passengers were British, American, 
Dutch and Belgian. 

Here one may remark that the seating (in cane chairs) 
was as comfortable as one could wish,—which the seats in our 
own air-liners are definitely not. Also that conversation was 
less difficult than it is in a tube train. And that there was 
hardly any more vibration from the engine, or from airscrew 
slap, than one gets in a well-behaved car. It was the most 
comfortable aeroplane in which one has yet flown. 

Possibly because of their international responsibilities, the 
K.l).M. have issued standing orders that their pilots must 
fly high. This is very wise, for Holland is no country in 
which to go hedge-hopping. If an engine did stop the 
pilot would probably have to glide a considerable distance 
to find anything like a possible landing ground. The fields 
look very nice from above, but when one is close to them 
they are all ridge-and-furrow, interspersed with canals any- 
thing between three feet and thirty yards wide. 

Thanks to the efficiency of the K.I,.M. maintenance, engine 
failures are rare. But the pilots know their routes so well 
that so far whenever they have had a forced landing they 
have managed to get away with it without hurting anybody. 
Long may they continue to do so. 

The Northward journey from Brussels to Rotterdam on the 
Bidelweiss Express, the crack train of the ‘‘ Company Inter- 
national of the Waggon-Beds,’”’ which runs between Lucerne 
and Amsterdam, via Basel, takes three and a half hours. 
Incidentally, the Dutch Government charges you two gulden 
per head for entering Holland in a corridor train.—a very 
good stroke of business. The journey from Rotterdam to 
Brussels by aeroplane with a very strong South-West wind 
on the starboard bow, took three-quarters of an hour. 

One has hardly passed over Antwerp, with its colossal 
system of docks, than one is looking down on Mechlin, and 
before one has done looking back at Mechlin, Brussels is in 
sight ahead. And this little bit of the journey takes about 
an hour by rail. Which is another good reason why air 
transport on the Continent is more popular than it is in this 
country, where eighty-mile-an-hour aircraft have to compete 
with sixty-miles-an-hour trains.—c. G. G. 

(To be continued.) 


AN ACQUISITION sabre THE GUGGENHEIM 


Captain Emory S. Land, Construction Corps, U.S.N., has 
been appointed to the office of Vice-President of the Daniel 
Guggenheim Fund for the Promotion of Aeronautics. Captain 
Land will fill the office recently left vacant by Rear-Admiral 
H. I. Cone, who has been appointed to the Shipping Board 
by President Coolidge. The Navy Department has released 
Captain Land for a period of a year, and he will assume 
his new functions as soon as he is relieved of his present 
duties as Assistant Chief of the Bureau of Aeronautics. 

Captain Land, familiarly known to the U.S. Navy and to 
U.S. Service Aviation as ‘“ Jerry’’ Land, has a record of 
some thirty vears in the Navy Department. Since 1919 he 
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INTERNATIONALISM. A string of Fokker machines ready for delivery at Schiphol Aerodrome, Amsterdam. 
From left to right: Four Fokker C.V-E (Jupiter) reconnaissance machines for the Swedish Government, who) 
also have bought the licence for this type; a Fokker Universal (Wright Whirlwind) commercial machine bought 
by Lord Carbery for East Africa; a Fokker F.VII (Jupiter) commercial machine for the Danish Air Traffic Co., 
who have a number of these machines on their air lines; one of a series of four three-engined Fokker F.VII-3m 
(Lynx) commercial machines for the Dutch East-Indies Air Traffic Co.; one of a series of six F.VII (Lorraine: 
commercial machines for the Polish Company, Aero Poznan. 

the licence for the F.VII and F.VII-3m. 


Deitrich) 
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has been directly connected with aeronautical work in ¢ 
department, but long before that, during the War, he | 
to do with Naval aviation. After graduating with hono 
from the U.S. Naval Academy in 1902, he later received 
degree of M.A. from the University of Wyoming in 1c 
and in the same year the degree of M.S. from the Massac 
setts Institute of Technology. He is a member of 
National Advisory Committee for Aeronautics. 
Captain Land was awarded the Navy Cross for sery 
during the War 1917-18, which included the designing ; 
construction of submarines, and work in the war zone. 
was awarded a C.B.K. by the British Government for w: 
in the war zone during the War and was a member of 
Allied Naval Armistice Commission. | 


IMPERIAL AIRWAYS FINANCE. — 


The following notes on the improvement in the finan 
position of Imperial Airways Ltd. appeared in The Times 

The preliminary figures of the Imperial Airways, Limit 
for the 12 months ended Mar, 31 indicate so marked an 
provement in results that the directors are able to dec! 
their first dividend—namely, 5 per cent. 

Net profits for the period mentioned amounted to £72,: 
against £11,461 for 1926-27. A debit balance of £24,171 | 
brought forward from that year, and this has, of coun: 
been extinguished before declaring the dividend. 

Further, the board also propose to write off one-half 
the preliminary expenses and underwriting commis’ 
This will absorb £20,663, the preliminary expenses hay 
stood at £23,032, and the underwriting commission at £18,; 

Any benefit which the company may derive from the 1 
agreement with the British Government, under which 
Government subsidy now amounts to £2,760,600 spread ¢ 
rr years from April x last, will, of course, affect the res 
of the current and future years. 

Until the issue of the full report definite knowledge of 
factors principally responsible for the fine results now 
nounced is lacking, but the previous report showed dist 
progress, the better trading results then disclosed being 
tributed mainly to the board’s policy of aiming at the crea 
of a goodwill based on safety and reliability and the emp 
ment of multi-engined aeroplanes in pursuit of this polic 


MILLIONAIRMANSHIP. 

All the fuss which has been made in the papers about 
secret flight in a Short Calcutta (three Bristol Jupit« 
from: Queenstown (South Ireland) to France by Mr. W. 
Leeds, husband of Princess Kenia of Greece, appears tc 
the usual newspaper bunkum. Mr. Leeds, who is a 
lionaire by inheritance and about twenty-five years of | 
has long been interested in flying. For example, he is 
owner of the Fokker monoplane, Princess Xenia, in w! 
Messrs. Macintosh and Hinkler attempted to fly non- 
from England to India, when they were stopped by 
weather in the Caucasus, and he has done a vast amout 


flying as a passenger himself. 


He came over from the States last week in the Scy 
and had a desire to go to Paris on business and get ! 
to Cherbourg in time to meet some friends coming over ! 
the States in the Aquitania. Being a millionaire, the cha’ 
ing of a little thing like the Calcutta from Imperial 
ways, to whom two of these craft have now been delive 
was nothing to him, so the Calcutta duly met him at Que 
town and flew him to Cherbourg. Thence he went to I 
in a French aeroplane, being a brave man as well ‘ 
millionaire, and is returning from Paris in time to meet 
Aquitania. 

One gathers that his friends in the Aquitania are 
President of an American airplane operating compatly | 


The Polish Government have bought 
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AERO ENGINES HAVE GIVEN 


PROOF 


OF THE 


UTMOST RELIABILITY 


In World Flights by Famous Pilots, in Air Racing, in 
the daily round of Club Work, for Service Training on 
Land and on Sea, in Great Britain, Europe, and 
throughout the whole World. 


OUTSTANDING °° CIRRUS 9? ACHIEVEMENTS. 


ENGLAND—AUSTRALIA in 16 DAYS. 
ENGLAND—AUSTRALIA with passenger. 
LONDON — CAPETOWN — LONDON. 
LONDON — CAPETOWN in 13 DAYS. 
LONDON — CAPETOWN. Lady Pilot. 
CAPETOWN — LONDON. Lady Pilot. 

Ist KING’S CUP AIR RACE, 1926. 

Ist KING’S CUP AIR RACE, 1927. 

BRITANNIA TROPHY, 1927. 
Ist SIDDELEY TROPHY. 1928. 


etc., etc. 


“CIRRUS” engines are in use by The British Royal Air 
Force, 50 Light Aeroplane Clubs, and 26 Difterent Countries 
and are fitted in D.H. ‘‘MOTH,” AVRO “AVIAN,” 
WESTLAND “‘WIDGEON,” SIMMONDS “SPARTAN,” 
SHORT ‘‘MUSSEL” and 21 Foreign Types of Light 
Aeroplanes, in GERMANY, ITALY, JAPAN, SWITZER- 
LAND, CANADA, U.S.A., ete. 


. The requirements of MANUFACTURERS, PRIVATE OWNERS, CLUBS 
and NAVAL and MILITARY PURPOSES are met by these two engines :— 


75/80 hp. “CIRRUS” Mark I. 
85/95 hp. “CIRRUS” Mark IIL 


Manufacturers :— 


A.D.C. AIRCRAFT, LTD., 


REGENT HOUSE, 
89, KINGSWAY, LONDON, ENGLAND. 


: 5 Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Ba Constructors of ‘‘ CIRRUS "' and “NIMBUS” Aero Engines. Telegram— 
rn 4076. Constructors of ‘*MARTINSYDE” Types of Aircraft. Airdisco, London. 
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the chief pilot of a big American manufacturing firm. His 
idea is to take them with him on a tour of the leading air- 
craft factories and air-ports in Europe to gain experience 
with the idea of ultimately developing something big in 
aviation in the States. 

The practical interest which Mr. Leeds is showing in 
aviation deserves every commendation and encouragement. 
There are other millionaires whose interests in aviation 
are considerably less productive of praiseworthy results. 


SPEEDING ATLANTIC MAILS. 


At 07.00 hrs. on Aug. 23, Lieut. de Vaisseau Demougeot 
was catapulted from the French liner Ile de France in a 
Lioré-et-Olivier amphibian flying-boat with a load of mails 
some distance west of the Scilly Isles and alighted in Cher- 
bourg harbour at 11.30 hrs. He left Cherbourg again at 12.45 
hrs. and landed at Le Bourget at 14.55 hrs. where he handed 
over the two bags of mail, comprising some 8,000 letters, to 
the postal authorities. The contents of the mail bags were 
delivered in Paris the same afternoon, nearly 24 hours before 
all the other mails carried by the Ile de France. 

When Lieut. Demougeot left the Ile de Franee the ship 
was rolling at 23 degrees and he met bad weather all the 
way to Land’s End which necessitated his stop at Cherbourg 
for petrol. 


CATAPULT AIR MAILS. 


The Postmaster-General announces that beginning with the 
dispatch of Aug. 29 by the s.s. Ile de France, and on each 
future outward voyage of that ship (i.e., Sept. 19, Oct. Io, 
and every three weeks thereafter), letters and postcards, 
registered or unregistered, for the United States of America 
will be accepted for inclusion in a mail to be conveyed to 
New York by an aeroplane which will be dispatched by 
catapult from the ship before arrival at New York. The 
arrangement should enable the correspondence to reach New 
York about a day before the arrival of the ship. 

Correspondence should be posted in the ordinary way, and 
marked ‘‘ Catapult Air Mail: Per s.s. Ile de France, Via 
Plymouth.” ‘The usual air mail label should also be affixed. 
Latest time of posting at General Post Office, London : noon 
on date of dispatch. A special air fee will be payable, in 
addition to ordinary postage; and a registration fee if neces- 
sary. Letters and postcards: 2s. 6d. per 3 oz. 

If air transmission in the United States of America is also 
desired, the usual air fee of 9d. per ounce must also be pre- 
paid (see Air Mail leaflet, obtainable from any post office). 


POLAR EXPLORATION AND AIRSHIP DOPE. 


The following letter from a technical correspondent is 
worthy of note :— 

With reference to notes re above in your issue dated 
July 25 (page 242), it may be suggested that the writer has 
built up rather a heavy structure upon an insubstantial 
foundation. 

Rumour has it that the fabric of the Italia was treated 
with acetate dope of French origin followed by the statement 
that ‘“‘ among some technical people the opinion is expressed 
that this species of dope is particularly liable to absorb 
moisture from the air,’ appear slender premises for the 
suggestion that “one commends to the Italian authorities, 
who must naturally be interested in clearing up the reason 
for the wrecking of the Italia and the loss of so many lives, 
that they should investigate carefully the whole subject of 
acetate versus nitro dopes.” 

Indeed, the only substantial statement in the whole para- 
graph— against this rumour the statement is made that our 
rigid airship R.34, which flew across the Atlantic and back, 
was treated with an acetate dope ’—would appear to com- 
mend to the Italian authorities that they should investigate 
carefully the whole subject and place their next Dope con- 
tract with British Celanese Ltd., who supplied the Cellulose 
Acetate Dope which rendered possible the historic voyage 
of R.34. 

Now for another—not “ rumour,’ nor “ opinion of some 
technical "party ’’—but fact. The difference in the water 
absorption factor as between a good Acetate dope and a 
good Nitro dope is so minute as to be altogether’negligible. 
Nitro dopes are inferior to Acetate dopes in several par- 
ticulars, but here the two meet on common ground, in that, 
granted in each case a good scheme well applied, there are 
no conceivable circumstances where the moisture absorption 
of either could result in a dangerous weight factor for any 
Airship. 

To conclude, the following extract from the cross-Atlantic 
log of General Maitland, of the Celanese-doped R.34, should 
be of interest :— 

As we lay in our hammocks we listened to the rain beating 
pitilessly down on the outer cover of our trusty ship of the air, 
and our feelings, despite the weather, were those of complete con- 
fidence and security. 


ANOTHER ATLANTIC FLIGHT FAILU 

No further authentic mews has been received of Mr. 
Hassell and Mr. Parker Cramer, who left Coch 
Ont., on Aug. 18 to fly to Greenland on the second sta; 
their attempt to fly from Rockford, Ill., to Stockholr 
way of the North Atlantic. | 

Various wireless messages were alleged to have been pj 
up by a wireless amateur but the American Radio } 
League has now offered a reward of $500 for the apprehei 
of this person as the messages are believed to have 
faked. _ 


A PACIFIC FATALITY. 
On Aug. 25 a Ford three-engined monoplane belor 
to British Columbia Airways left Victoria, B.C., to fl 
Seattle, Wash., on the recently inaugurated Triangle 
vice between Victoria, Seattle and Vancouver, and 
then no further news has been received of the machine 
It carried two pilots and four passengers, two of y 
were Mr. Alexander McCallum Scott (the well-known y 
and journalist and former M.P. for the Bridgeton Diy 
of Glasgow) and his wife. Patches of oil and two hats 
been found off the Washington coast. 


THE HUCKNALL ACCIDENT. 

A verdict of ‘‘ Accidental death ’’ was returned at Huc 
on Aug. 24, on the bodies of Robert Anthony Blake, 
William Richardson, two members of the Nottingham 
Club, who were killed when flying on Aug. 22 at FE 
nall. 

Bernard Martin, pilot instructor to the Nottingham 
Club, said that he was present when the two men wen 
and the machine was in perfect order. Blake was a me 
of the club and a qualified pilot holding an Air Mir 
certificate Class A. He had done a considerable amou 
flying and always flew consistently well. 

William Garland Spencer, a welfare supervisor and ca 
of the local Boys’ Brigade, said that his boys were in ( 
in a field adjoining the aerodrome. He was having t 
a tent when he heard the machine come over. It se 
to be flying very low. Suddenly the engine shut off. 
jumped up and saw the machine strike the ground. H« 
towards it, and when within 50 yards of it there was a te 
explosion and flames rose to a great height. 


A PIONEER’S PERIL. 

On Aug. 24 Mr. Eustace Short, after making a pré 
flight over the Medway in the Short Mussel seaplane, s 
the top-hamper of a motor cabin-cruiser but was ab 
crawl onto the boat before the Mussel capsized. He 
coming in to alight across the river into the wind and c 
to a slight mist did not see the boat until too late. 
attempted to take off again, but just failed to clear. 

Mr. Eustace Short is one of the famous Short Brother: 
has learned to fly in the last twelve months at the age « 
He was taught by Mr. Lankester Parker on the Short 
seaplane and this year has done a considerable amou 
flying on this machine equipped either as a landplane o1 
plane. t 


AIR SURVEY IN EGYPT. 

The Aircraft Operating Company has just complete 
experimental survey of a small area of the Fayum Pro 
at the request of the Surveyor-General of Egypt. The 
was entirely successful. 


GIPSY-MOTHS FOR DENMARK. 
The De Havilland Aircraft Co. Ltd. has been aware 
contract for the supply of eight Gipsy-Moths to the D 
Air Force. The machines will be used for training anc 
replace the heavier and more expensive types now 1 
They will be flown from London to Copenhagen by D 
officers. 


MOTHS IN CANADA. 
Great Western Airways of Calgary, Alberta, have | 
delivery of two D.H. Cirrus-Moths which it will use { 
struction. 


SERVICE. 

The following letter has been received from Fit. It. V 
Wakefield, R.A.F.O., the famous Rugby Football expe 

Sir,—I had the misfortune to break the propeller © 
Moth and tear the fabric of the wing on some barbed 
in a rather inaccessible place in North Devon late 
Saturday afternoon. It was 8 p.m. before I was able to 
phone through to the De Havilland Company at Stag. 
for a new propeller, some fabric and dope, yet witht 
hour they had these materials on the train. The § 
reached me on Sunday afternoon and enabled me to | 
the air again within forty-eight hours. 

Such service is surely worthy of record. I should 
to know what motor-car manufacturers could replace 4 
part in this manner on a Saturday evening. 

(Signed) W. W. “WAKEFIE 
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here is an 


pareedgpare 


every class | 
of aircraft. — 


From 80 to 750 h.p. 
and from 5 to 14 cylinders. 


ARMSTRONG SIDDELEY MOTORS 
LIMITED, 


Coventry, Hngland, and 10, Old 
Bond Street, London, W.1. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Aug. 21. 


GENERAL DutTIES BRANCH.—The following flight cadets having- success- 
fully passed through the R.A.F. College, Cranwell, are granted perm. 
comns. as Plt. Offs. with effect from and with seniority of July 28:— 
J. T. Stephenson, F. Whittle, A. E. Dark, W. R. -Worstall, C. B. 
Hughes, E. M. F. Grundy, J. Mutch, H. R. Dale, R. B. Councell, 
A. L. Weait, R. J. Cooper, H. J. Pringle, G. N. E. Tindal-Carill- 
Worsley, J.. W. Homety J. “A. C) Stratton,, RR.) .D.. Williams; 1.) B: 
Siuclair, C. Ryley, N. E. White, E. J. Lainé, J. BE. Jorgensen, C. V. J. 
Pratt, J. J. Owen, A. Wall, R. A. Sprague, A. L. Franks, P. W. A. 
Dudgeon, F. P. Hewitt, J. G. Llewelyn. 


Plt. Off. A. McKee is promoted to the rank of Flg. Off. (July 4). 
Sq Idr. A. R. C. Cooper is placed on the retired list at his own 
request (Aug. 22). 

MEDICAL BRANCH.—Flg. Off. E. A. Rice, M.B., is promoted to the 
rank of Fit. Lt. (Aug. 16). Flt. Lt. C. S. de Segundo, O.B.E., V.D., 
M.B., B.S., relinquishes his temp. comn. on completion of service 
(July 25). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DUTIES BRANCH.—The fol- 
lowing Plt. Offs. on probation are confirmed in rank:—D. H. F. 
Barnett, M. G. Candy, P. Drummond (Aug. 15); E. Batchelor (Aug. 16). 
Flg. Off. R. R. Money is transferred from Class A to Class C (Aug. 19). 
The following relinquish their comns. on completion of service :— 
Fit. Lt. D. H. Dabbs (Aug. 20); Flg. Off. D. W. Forshaw (Aug. 4). 
Flg. Off. Cc. H. E. Coles relinquishes his comn. on completion of 


service (June 16) (substituted for the notification in the Gazette of. 


July 31). 

MepicaL BraNncw.—Sq. Ldr. E. P. Punch relinquishes his comn. on 
completion of service (July 13). 

AUXILIARY AIR FORCE.—GENERAL DUTIES BRANCH.—NO. 603 CITY OF 
EDINBURGH (BOMBING) SQUADRON.—The following Plt. Off. to be Flg. 
Off.;:—A. R. H. Miller (Aug. 1). 


Appointments. 
Week ending Aug. 27. 

GENERAL DUTIES BRANCH.—Wing Commanders P. A. O. Leask, to H.Q., 
Halton, for Technical duties, 21/8. G. W. Murlis-Green, D.S.O., M.C., 
to Aircraft Depot, India, 29/7. J. V. Steel, O.B.H., to H.Q., ‘Iraq, 
for Personnel Staff duties, 17/8. 

Squadron Leader R. S. Aitken, 
Northolt, 1/9. 

Flight Lieutenants C. K. Chandler, 
graphy, Farnborough, 18/8. C. R. Keary, to H.Q., Air Defence of 
Great Britain, Uxbridge, 1/9. C. B. S. Spackman, D.F.C., to No. 8 
Sqdn., Aden, 17/8. H. S. P. Walmsley, M.C., D.F.C., to No. 603 
(City of Edinburgh) Sqadn., Turnhouse, 13/8. R. R. Greenlaw, M.B.E., 
to Armament and Gunnery School, Eastchurch, 20/8. W. E. Dipple, 
to No. 39 Sadn., Bircham Newton, 3/9. 

Flying Officer G. R. Weighill, to No. 26 Sadn., Catterick, 20/8. 

Pilot Officers I. B. Beesley and O. G. Williams, to No. 7o Sqdn., 
“Iraq, 2/8. M. G. Sedorski, to No. 84 Sadn., ‘Iraq, 2/8 P. W. M. 
Wright, to No. 30 Sqdn., ‘Iraq, 2/8. S. Pritchard-Barrett, to R.A.F. 
Practice Camp, Sutton Bridge, 16/8. 

StoRES BRANCH.—Squadron Leader W. F. Bryant, to H.Q., Air Defence 
of Great Britain, 22/8. 

Flying Officer O. W. T. Rogers, to No. 4 Stores Depot, Ickenham, 18/8. 


The R.A.F. Cadet College. 


The following cadets successfully completed on July 27 
their course of training at the Royal Air Force Cadet Col- 
lege, Cranwell, the names being arranged in alphabetical 


order :— 

R. J. Cooper, R. B. Councell, H. R. Dale, A. HE. Dark, P. W. A. 
Dudgeon, A. lL. Franks, KE. M. F. Grundy, F. P. Hewitt, J. W. Homer, 
Cc. B. Hughes, J. E. Jorgensen, E. J. Lainé, J. G. Llewelyn, J. Mutch, 
J. J. Owen, C. V. J. Pratt, H. J. Pringle (winner of Air Ministry prize 
for Humanistic Subjects), C. Ryley, L. F. Sinclair, R. A. Sprague, 
J. T. Stephenson, J. A. C. Stratton, G. N. E. Tindal-Carill-Worsley 
(winner of R. M. Groves Memorial Prize), A. Wall, A. L. Weait, N. E. 


M.C., A.F.C., to No. 41 Sadn., 


M.B.E., to School of Photo- 
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White (winner of Sword of Tonour), F. Whittle (winner of A 
Gerrard Fellowes Memorial Prize), R. D. Williams, W. R. Wors| 
(winner of Air Ministry Prize for Aeronautical Engineering), | 

In addition to the above, the undermentioned flight ca: 
has passed the examination, but will return to the Coll, 
to complete flying training :—J. A. Easton. | 


New Flying-Boat Bases. 


The War-time Seaplane Station at Cattewater is to , 
re-opened in the near future as a Flying-boat Base. A 1; 
Coastal Reconnaissance Flight equipped with Supermar, 
Southamptons (Napier Lion engines) will be formed th; 
and after preliminary training will proceed to a new base: 
the Persian Gulf. 

The persistent rumour, officially denied by the Air Minis; 
only a fortnight ago, that a Flying-boat Base is to be est) 
lished at Stranraer, was confirmed on Aug. 21 when | 
Stranraer Town Council, at a special meeting, agreed , 
grant an application by the Air Ministry for an occasio) 
aircraft base. A request was made by the Air Ministry : 
an early reply to the application as they wished to mi 
use of the harbour during the September exercises in wh} 
the R.A.F. would co-operate with the Fleet. 


The Far-East Flight: 


The four Supermarine Southampton flying-boats (Nap: 
Lion engines) of the Far-East Flight, R.A.F., under } 
command of Group-Capt. H. M. Cave-Browne-Cave, D.S. 
D.F.C., arrived at Cooktown, Queensland, on Aug. 24 | 
route for Singapore. 


Princess Mary’s Nursing Service. 


The First Re-Union dinner of Princess Mary’s Royal 
Force Nursing Service will take place at the Richel! 
Rooms, Hotel Cecil, Strand, W.C.2, on Friday, Sept. 21, | 
8 p.m., with the Matron-in-Chief, Miss J. M. Cruickshai 
C.B.E., R.R.C., in the Chair: | 

Past members will be cordially welcomed to attend, a 
tickets, 12s. 6d. each, may be obtained on application | 


Miss M. Welch, Matron, P.M.R.A.F.N.S., Air Minist 
Kingsway, W.C.2 — a 
After dinner guests may, if they so wish, join in 1 


dancing in the Palm Court. 


MEXICO CITY—HAVANA. 


At os.15 hrs. on Aug. 11, the Mexican pilot, Fierro, | 
Mexico City in secret to fly to Havana. Fifty-sey 
journalists, twenty-four photographers, thirty-two cine: 
operators and a delegation of cigar growers assisted 
making the event one of the strictest intimacy. | 

At 19.57 hrs. the same day Fierro landed at Havana, wh 
he was received with the greatest pomp by the propric 
of the local Ford garage and the aerodrome watchman. 


AN IGNOMINIOUS END. 


A large aeroplane equipped with a complete “ talki 
movie” outfit was advertised by the Atlantic Coast Airw: 
Corporation to give a cinema show during its flight fr 
New York to Atlantic City. | 

Soon after taking off with eleven passengers the mach 
descended in New York Harbour where it remained helpl 
for two hours, the frantic shouts of the occupants being tak 
for cheerful salutes by passing harbour craft. } 


a 450 h.p. Napier Lion engine. 
(“ L’Aéronautique” photograph.) 
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WHEEL BRAKE EQUIPMENT FOR AIRCRAFT. 
By G. H. Downy, A.F.R.Ae.S., M.LAe.E. 


‘Brake equipment for aircraft, after lying dormant for many 
ars, has come into prominence again. Of the difficulties 
‘d dangers usually associated with this form of braking, 
‘ne are real, others purely imaginary, and it may be that 
's premature death of those earlier wheel brakes was due 
‘st as much to prejudice as to any inherent faults in design. 
'-day that prejudice is practically non-existent because it 
i realised that the advantage of brake equipment does not 
d with decreasing the length of run to pull-up, but pro- 
jes the aeroplane with a positive steering means when 
<i-ing. 
The iacinal danger alleged against wheel brakes is th» 
‘k of the machine nosing over, but it has been proved 
at if the landing wheels are placed slightly forward of their 
‘rmal position, braking can be obtained up to the skidding 
int of the wheel. 
Placing the wheels further forward will increase the tail 
iding but this point is not a serious one and suitable pro- 
sion for this can be readily made. 
Possibly the chief disadvantage of wheel brakes is found in 
2 weight of the extra equipment and it is apparent from 
veral undercarriages, of English and American type, that 
2 imerease is approximately of the order of one per cent. 
the total all up weight. ‘This indicates that the under- 
triage weight has increased approximately twenty-five per 
at. Although the advantages of wheel brake equipment are 
disputed yet this additional weight detracts from their value. 
The writer has investigated several types of braked under- 
triage and discovered that the increase in weight is only 
ttly due to the weight of brake drums, shoes and oper- 
ng gear. At least half of the increased weight is directly 
‘e¢ to the heavier structure required for transmitting the 
“que loads. Bearing in mind that the aerodynamic char- 
teristics of the undercarriage are not improved by the addi- 
m of brakes, the writer believes that during the next few 
ars the undercarriage will undergo considerable changes 
id an indication of these suggested improvements will be 
recasted later in this article. 


BRAKE REQUIREMENTS. 
The essential requirements of braked undercarriages are :— 
(1) Independent operation to each wheel. 
(2) Locking means to hold the brake in the ‘‘ on ”’ posi- 
tion. 
(3) Self-energising or ‘‘ servo’ operated brakes. 


(4) Accurate mounting for wheels on axle. 

(5) Adequate provision for taking torque loads. 

If the above requirements are met then the following ad- 
vantages can be obtained :— 

(1) The engine may be 
wheel chocks. 

(2) The machine can be manceuyred and taxied about 
under perfect control without external assistance. 

(3) The length of run to ‘‘ pull up ” is reduced to a mini- 
mum, thus enabling safe landing to be made in restricted 
spaces. 

(4) The tail skid can be replaced by a small wheel with 
the double advantage of reducing length of run to take off 
and preventing the surface of the aerodrome from becoming 
torn. 


ce 


run up ”’ without the use of 


CONTROL. 

Separate control to each wheel can best be carried out by 
pedals mounted on the rudder bar, so that greater braking 
may be applied to one wheel. Directional control is possibly 
the most important function of the brake and unless this 
provision is made the full utility of the brakes cannot be de- 
veloped. 

Figure 1 illustrates a method for mounting pedals on the 
rudder bar. The pedal movement required depends essentially 
on the weight of the machine, wheel and brake drum 
diameters and velocity ratio of the pedal to the brake shoes. 
On a normal design with a twelve-inch diameter brake drum, 
a pedal movement of approximately three inches will be 
required for a machine of 3,000 lbs. total weight and five- 
inch movement for a machine of 10,000 lbs. total weight. 

When considering methods of control it is interesting to 
review a means that has often been suggested, that is oper- 
ating the brakes from the tail skid. Though such a means 
appears attractive in that it definitely prevents the machine 
from nosing over, yet this system is open to criticism be- 
cause independent wheel control cannot be provided and in 
any case a cut-out would be required during take off. 


TYPES OF BRAKE. 


There are many types of brakes in use on automobiles 
but the most attractive types are those using internal ex- 
panding shoes. A most necessary condition is the provision 
of adequate protection against grit, oil or mud entering the 
brake drum. The internal expanding shoe brake permits of 
the entire mechanism being built into the wheel and thus 
in addition to the protection afforded, the brake does not in- 
crease the aerodynamic drag of the wheel. 

It is a necessary feature of aircraft brakes that the system 
of shoes should be of the self-energising type or have a servo 
operating gear. It will be appreciated that with pedals 
mounted on a swinging rudder bar, large pedal loads cannot 
be held with comfort and, furthermore, if large forces are 
required on the pedals then the controls to the wheel must 
be robust and correspondingly heavy. 

Considerations of weight make any form of seryo-gear a 
serious problem, Several methods of servo operation have 
been proposed, but the writer does not think that any servo- 
motor carried apart from the wheel should be considered. 
In the case of an oil or pneumatic servo-gear, it is not prac- 
tical to store the motor in the cockpit because while the 
undercarriage is of the flexible type this would necessitate 
attaching the pipe lines to moving members and the pos- 
sibility of satisfactory operation under such conditions is 
remote. 

Figure 2 illustrates a form of pneumatic servoymotor con- 
tained within the brake drum and mounted on the brake shoe 
bracket. A series of cams ‘fA ’”’ are mounted on the end 
of the brake drum such that rotation of the wheel displaces 
the rollers and pumps air into the plunger operation chamber 
“B.”’ Control of the brake pressure is obtained by valve 
ce (eee. 

A further servo-mechanism is illustrated in a recent Patent 
No. 274,144 (Mr. Villiers). In this case the fluid pressure 
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is active on a large annular brake disc 
and consequently quite heavy braking 
loads can be held for comparatively 
small pressures. 

Though there may be scope for such 
systems as these for aircraft of 10,000 
Ibs. weight and over, yet, for lighter 
machines there is possibly no necessity 
for means other than the self-energising 
brake. In this category falls the Bendix 
Brake, and I am indebted to Mr. Clark, 
of the Bendix-Perrot Brake Co., for 
permission to publish the following 
particulars of their self-energising brake 
unit. 

Figure 3 shows the arrangement of 
the Bendix Aeroplane Brake shoe 
system. 

The primary shoe “A” is articulated 
to the secondary shoe ‘‘ B ” at the point 
“C” and is not anchored to the brake 
drum. It will be seen that when the 
machine is running forward a _ very 
definite energising action occurs in con- 
nection with the primary and secondary 
shoes, due to the action of the shoe 
““A” on shoe ‘B” through the pin 
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raC.” | The location. of the spin #oe 
and anchor pin ‘‘D’”’ have been care- 
fully selected to provide’ effective 
braking. 


An interesting feature of the Bendix wheel, shown in sec- 
tion on Figure 4, is that braking is taking directly on the 
duralumin drum. 


WHEEL MOUNTING. 


A particular point to watch in connection with wheel mount- 
ing is the tolerance of the axle diameter and the diameter 
of the wheel hub. If too great a tolerance is allowed then 
the brake drum will be off centre in relation to the brake 
shoes and uneven contact of the shoes may result. 

It is possibly unfair to criticise the additional weight of 
the braked type of undercarriage at so early a date. Like 
most new mechanisms, a certain experimental period must 
occur during which time the designer is more concerned 
with the production of a satisfactory article than in risking 
failure through lack of strength. 

Nevertheless, when considering the undercarriage struc- 
ture in connection with brake requirements the writer con- 
siders that a lighter structure and one giving less aero- 
dynamic drag would result if a rigid structure were employed. 
This form of undercarriage would necessitate the use of a 
sprung wheel of some form or other. While this scheme has 
been suggested on many occasions, yet the reduction of re- 
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Fig. -2. ' | 


sistance alone has evidently not proved sufficient inducem) 
for the manufacture of such a wheel. ; 


Now that there are further advantages to be gained ft 
this type of wheel there is no doubt that some solution: 
this problem will be found. Figure 5 shows a section throu! 
a disc wheel incorporating a brake drum and the large | 
ternal space should be noted. ‘There is little doubt that t 
space will ultimately be utilised for housing the springi’ 
shock-absorbing and braking mechanism. Although it is | 
possible to enter into any further details at the present til 
the writer hopes to shortly give particulars of developme: 
that are taking place in this direction. 


[Although Mr. Dowty’s article has quite a different sci 
to the article by Mr. H. Bolas—also bearing on wheel bra: 
—published in AERONAUTICAL ENGINEERING of May 30—il 
nevertheless noticeable that there is a marked disagreem| 
between these two writers as to the desirability of tail-s: 
operated brakes. It may be suggested that Mr. Dow! 
method of controlling brakes by pedals on the rudder bar: 
not the only or even the most satisfactory way of provid: 
steering control and that tail-skid operated rudder- 
modulated brakes could quite simply be arranged.—ED. 
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Commenting on the “Bristol” Single- 

Seater Fighter shown at the Paris 

Aero Exhibition ‘THE TIMES” of 
June 30th, 1928, stated :— 


“A Single-Seater Fighter shown 
by the’ Bristol Aeroplane 
Company .... very considerably 
Surpasses any other in the 
Show in performance, ingenuity 
of design, workmanship and 
equipment.” 


THE BRISTOL AEROPLANE CO., LTD., 
FILTON — BRISTOL. 


Telegrams: Aviation Bristol. Telephone: 3906 Bristol. 


KINDLY MENTION “THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 
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NEW AEROPLANES. | 


The Arado W.II. 


MaDE By ARADO-HANDELS G.M.B.H., 
monoplane. 

Wine.—Cantilever monoplane. Wing built into bottom of fuselage 
across which it is continuous. Wooden frame, ply-wood coyered. 
Unbalanced ailerons. 

FUuSELAGE.—Rectangular section, welded steel tube construction. 

Tait Unit.—Normal monoplane type, strut-braced above and below 
tail plane. Horn-balanced elevators and rudder. The latter has 
balance horns below fuselage as well as above fin. 

UNDERCARRIAGE.—Two sets of vertical W struts below each wing en- 
gine run to double spreader bars between floats. These are addi- 
tionally stayed to cabanes below fuselage. Floats of three-ply are 
of single-step box-type. 


Warnemiinde. Two-seater civil 


air-cooled 


PoweER PuiaANt.—Two Siemens MHalske S.H.12 9-cylinder, 
radials of 110 h.p. in nacelles on wing over floats. Fuel tanks in 
wing behind engines. 


AccCOMMODATION.—Two open cockpits in tandem over wing. 


DIMENSIONS.—Span 17.4 m. (57 ft. 2 in.), 
3) aii), Hiei htegeaa ins Gerke omattie) 
sq. ft.). 

WEIGHIS AND LoADINGS.—Weight empty 1,600 kg. (3,520 lbs.), Fuel 
and oil 200 kg. (440 lbs.), Disposable load (including crew) 200 
kg. (440 lbs.), Fully loaded 2,000 kg. (4,400 lbs.), Wing loading 
37 kg./sq. m. (7.6 lbs./sq. ft.), Power loading 9.2 kg./h.p. (20.25 
lbs./h.p.). 

PERFORMANCE.—Maximum speed 145 km.h. (87 m.p.h.), Minimum speed 
72 km.h. (44 m.p.h.), Climb to 2,000 m. (6,500 ft.) 35 mins. 


Length 12.55 m. (41 f€ 
Wing area 53.8 sq. m. (578 


The Comte AC.4. 


MaDe By ALFRED ComTE, Horgen, Switzerland. 
cabin machine. 


Sporting two-seater 


WINGsS.—High-wing strut-braced monoplane. Uniform chord — 
thickness except rounding at tips. Normal timber construc 
fabric-covered. Steel tube drag struts. Wing struts round 
tube, three-ply fairing. Long marrow chord, unbalanced, 
ailerons. 

FUSELAGE.—Rectangular section forward, ysectangle with triang 
fairings aft, of wing. Welded tube structure. | 

Tar, Unit.—Normal monoplane type, welded tube structure. a 
horn-balanced. 

UNDERCARRIAGE.—Cross-axle Vee type. 
Rubber cord springing. 

POWER PLANT.—One Cirrus Mk. II engine 75 h.p. driving Reed 
airscrew. One go litre (31 galls.) petrol tank under seat, on 
litre (62 galls.) tank in wing over cabin. 

ACCOMMODATION.—Two slightly staggered seats below wing 
celluloid side and Triplex glass front windows. Single co 
normal, dual control optional. 

DIMENSIONS.—Span 12.13 m. (39 ft. 10 in.), Length 8.05 m. (26 ft. 5 
Height 2.90 m. (9 ft. 6 in.), Wing area 20 sq. m. (215 sq. ft.). 

WEIGHTS AND LoaDINGS.—Weight empty 500 kg. (1,100 lbs.), Wé 
normal full load 680 kg. (1,496 lbs.), Maximum permissible — 
956 kg. (2,090 lbs.), Wing loading (normal) 34 kg./sq. m. 
Ibs./sq. ft.), Power loading (normal) 8.5 kg./h.p. (18.7 
h.p.). 

PERFORMANCE.—Maximum speed 160 km.h. (99 m.p.h.), Climb to sot 
(3,280 ft.) 7 mins., Ceiling 4,400 m. (14,400 ft.). ) 


The Fokker F.10 “Super Trimotor.” | 
Mabe BY THE ATLANTIC AIRCRAFT CORPORATION, Hasbrouck Heights, ' 
Jersey. 
Type.—A twelve-passenger commercial cabin monoplane. 


Struts of streamline steel | 


Front view of the Fokker F.10 (three 425 h.p. Pratt and Whitney Wasp engines). 
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If one engine fails, what————? - There is only one three-engined all-metal 
Most aeroplanes equipped with two engines, aeroplane in the world which maintains 


Al ae pews re compelled to make a straight level flight (under full load) with 
orced landing in this case. i ing: 
Forced landing, that means: late arrival, BE perenne eae 


_ perhaps danger to passengers, pilot and craft. THE “ROHRBACH ROLAND.” 


KINDLY MENTION “THE AEROPLANE’? WHEN CORRESPONDING WITH ADVERTISERS. 
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Side view of the Fokker F.10 (three 425 h.p. Pratt and Whitney Wasp engines). 


WinG.—Full cantilever high-wing monoplane. Laminated tapered 
spruce and birch three-ply box spars, plywood ribs and plywood 
covering. 

FUSELAGE.—Welded steel tube structure. Warren truss construction 


to rear of baggage compartment then wire cross-braced to tail. 
Fabric-covered. 


Tai, Unit.—Normal design welded steel tube framework, fabric- 
covered. Balanced elevators and rudder. Adjustable tail-plane. 
UNDERCARRIAGE.—Divided type with axles and radius rods hinged to 
the bottom longerons of the fuselage. two vertical struts fitted with 
shock-absorbers between axles and side-engine nacelles. Shock- 
absorbers consisting of easily-replaceable rubber cord rings. Sau- 
zedde wheel-brakes fitted as standard. 

POWER Puant.—Three 425 h.p. Pratt and Whitney Wasp radial air- 
cooled engines, one fitted to the nose, and the two wing engines 
suspended under the wing on ring-type mounts. Three Eclipse 


hand-inertia engine starters and Standard Steel three-bladed metal 
airscrews. 


AccoMMODATION.—Pilot’s cockpit with side-by-side seats in leading 
edge of the wing. Entirely enclosed with non-splinterable glass 
windows and quick-opening transparent roof. Communicating 
with, but partitioned off from, cabin with door between. Baggage 
or wireless compartment below pilot’s seat. Cabin with com- 
fortable accommodation for twelve passengers under wing. Three 
additional mail or baggage compartments and lavatory. Windows 
throughout entire length of cabin. 

DimeEnsions.—Span 71 ft. 2 in: (21.7 m.), Maximum chord 12 ft. 6 in. 
(3-8r" m.), Length so ft. 8 in. (15.45 m.), Height 12 ft. 5 in. 
(3.80 m.), Wing area 728 sq. ft. (68 sq. m.). 

WEIGHTS AND LoaDINGs.—Weight empty 6,550 lbs. (2,977 kg.), Weight 
of fuel: and oil 1,950 Ibs. (887 kg.), Pay load 2,640 lbs. (1,200 kg.), 
Weight loaded 11,500 Ibs. (5,227 kg.), Wing loading 15.8 lbs./saq. 
ft. (76.8 kg./sq.m.), Power loading 9.05 lbs./h.p. (4.1 kg./h.p.). 

PERFORMANCE.—Maximum speed 140 m.p.h. (225 km.h.), Cruising speed 
120 m.p.h. (193 km.h.), Landing speed 55 m.p.h. (84 km.h.), 
Climb at sea level 1,420 ft./min. (423 m./min.), Climb to 10,000 
ft. (3,050 m.) 10 mins., Service ceiling 18,000 ft. (5,500 m.). 

Note.—This machine is in the service of Western Air Express Inc. 
on the San Francisco—Los Angeles route. 


The Fokker “Super Universal,” 


MADE BY THE ATLANTIC AIRCRAFT CORPORATION, Hasbrouck Heights, } 
Jersey. 

Type.—Civil passenger-carrier. 

WinGs.—Cantilever monoplane, in one piece. Tapered chord | 
section. Laminated spruce and three-ply box spars, three 
covering. Unbalanced ailerons. 

FUuSsELAGE.—Welded mild-steel tube construction. Warren truss b 
ing to rear of luggage compartment, wire braced behind. Fal 
covered. 

UNDERCARRIAGE.—Split-axle type. Half axles hinged to lower edges 
fuselage, and braced against thrust by a strut running to hin 
behind but in line with axle hinges. A vertical telescopic 
Tuns up from each axle end to front wing spar. Fokker multi 
ring rubber cord shock-absorbers. 

Tat, Unit.—Normal monoplane type, with horn-balanced rudder | 
elevators and adjustable tail-plane. Welded steel tube fra 
work. 

PoweER PiANt.—One Pratt and Whitney Wasp air-cooled radial 
410 h.p. fitted with ‘ Eclipse’? inertia starter, driving Stanc 
Steel Corp. metal airscrew. Two tanks (126 U.S.—110 Imp, | 
lons = 485 litres total capacity) in wing. Engine fuel pumps |] 
emergency hand pump. 

AccOMMODATION.—Side-by-side seats with dual control in enclc 
cockpit ahead of and below leading edge of wing. Cockpit | 
titioned off from cabin, which contains seats for five or six | 
sengers. Cabin dimensions 9 ft. (2.84 m.) x3 ft. 5 in. (1.03 m. 
5 ft. (1.52 m.) high. Luggage compartment 3 ft. 4 in. (1.03 m. 
2 ft. 7 in. (0.79 m.) x4 ft. 5 in. (1.34 m.) behind cabin. 

DIMENSIONS.—Span 50 ft. 7 in. (15.4 m.), Length 36 ft. 7 in. (11.15 ! 
Height 8 ft. 11 in. (2.71 m.), Wing area 370 sq. ft. (34.2 m.). 

WEIGHTS AND Loapincs.—Weight empty 2,800 Ibs. (1,272 kg.), I 
750 lbs. (341 kg.), Oil 90 lbs. (4x kg.), Pilot 180 Ibs. (82k 
Pay load 1,200 lbs. (545 kg.), Loaded weight 5,000 Ibs. (2,275 & 
Wing loading 13.5 lbs./sq. ft. (66.5 kg./sq. m.), Power load 
12.2 lbs./h.p. (5.55 kg./h.p.). De 

PERFORMANCE.—Maximum speed 140 m.p.h. (225 km.h.), Cruising SI 
118 m.p.h. (190 km.h.), Landing speed 42 m.p.h. (67 km. 
Climb to 10,000 ft. (3,050 m.) 315 mins., Range 6 hours=700 ™ 
(1,130 km.). 
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The | 
WAPITI SEAPLANE 


“LANDPLANE AND SEAPLANE TOO: The Photograph shows the 
Westland Wapiti, Bristol ‘‘Jupiter VI’ Engine, fitted with floats. 
The two types of undercarriage are interchangeable. The machine has 


recently passed its tests as a seaplane at Felixstowe, and is reported 
to handle very well indeed.”’ 


—" Flight,’ Aug. 9th. 


The Westland Wapiti is a general purposes aircraft, suitable for reconnaissance, 
photography, wireless, advanced training, etc, Fitted with Handley Page 
automatic slot gear, Supplied in both wood and all-metal construction. 


Enquiries are solicited for all types of ar- 
craft including the Westland Wudgeon, a 
two-seater high performance, light aeroplane. 
The ideal machine for the private owner. 


WESTLAND AIRCRAFT WORKS 


Branch of Petters Limited, 
(Manufacturers of the World Famous Oil Engines) 


YEOVIL, ENGLAND. 


Telegrams: ‘‘Aircraft, 141, Yeovil.” Contractors to the Air Ministry. Telephone: Yeovil No. 141. 


KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 
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EQUAL to ANY TASK 


skeet 
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Streets 


THE DE HAVILLAND AIRCRAFT COMPANY LIMITED—EDG WAR! 
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TAMPED with the seal of 

superiority in speed, climb, 
and endurance, the Moth. is 
chosen for all occasions de- 
manding unfailing reliability. 
The illustration shows the 
Moth drawn up on the ice in 
the Straits of Hinlopen before 
its successful dash on July 6th, 
to the rescue of Captain Lund- 
borg from the encampment 
where he had been marooned. 
‘The pilot was Lieut. Schyberg. 
This machine was equipped 
with skis and supplied to the 
Swedish “Italia” rescue ex- 
pedition by Mem.Aero Materiel 
A.—B.,of Stockholm,agents for 
the de Havilland Aircraft Co. 


FOB LIGHT AEROPLANES 


24 HOURS 


{N THE AIR CONTINUOUSLY, ESTABLISHED BY 


Pilot — CAPT. HUBERT BROAD 
The machine was the latest G. Type Moth 
with the new 83/100 h.p. de Havilland Gipsy 
togine It took off with an extra load 

+ fuel equivalent co the weight 


WORLDS 
HEIGHT 
RECORD 


FOR 2-SEATER LIGHT AEROPLANES 


\ of fi id beat 
BROKEN (BY the Bear omiapeventarsacs 
MOTH — formance by 1! bours 

Piloe — CAPT. G. DE HAVILLAND 


Passenger — Mrs. G. DE HAVILLAND 


The machine was a Standard 
G Type Moth with the new 
85/100 h.p. de Havilland 
Gipsy engine, and it reached 
over 21,000 fe 


WON IN 1928, BY 


MOTH 


Pilot _ CAPT. W. L. 


The machine was « 
Standard G Type 
Moth with the new 
85/100 h.p. de Havil- 
land Gipsy engine 


SEALS 
of SUPERIORITY 


SPONDING WITH ADVERTISERS. 
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The B.F.W. M20. 


MADE BY THE BAYERISCHE FLUGZEUGWERKE A.G., Augsburg. 

Type.—Commercial passenger carrier. ‘ 

Wincs.—One piece cantilever monoplane, of very high aspect ratio 
with tapering chord and section. Built on one main spar of 
duralumin with duralumin ribs. From spar to leading edge wing 
covered in sheet duralumin. Behind spar fabric covering. Small 
narrow chord ailerons (unbalanced) inset from wing tips. 


FUSELAGE.—Rectangular section. Built on rectangular duralumin 
formers, with four tubular duralumin longerons, duralumin covered. 


Tau, Unit.—Normal monoplane type, with no external bracing. Tail 
plane and fin built on one main spar (duralumin) with duralumin 
covered leading edge. Unbalanced control surfaces. 

UNDFRCARRIAGE.—Split-axle type. Half axles and thrust tubes hinged 
to lower edges of fuselage, nearly vertical telescopic leg running 
up to wing spar. 

POWER Puiant.—One B.M.W.VI engine, 500 h.p. (normal), on removable 
steel tube mount. Radiators on under surface of wing, one on 
each side. Three fuel tanks (760 litres—167 galls. total capacity) 
in wing with a small reserve tank in fuselage. Oil tank (60 
litres —13 galls.) in fliselage behind fireproof bulkhead. 

ACCOMMODATION.—Side-by-side seats with dual control totally enclosed 
below leading edge of wing. One luggage compartment below 
pilot’s seat, another below engine. Cabin, separated from pilot’s 


seat by door, has eight separate seats and one settee for two. A 
folding table fitted in front of each seat. 
compartment behind cabin. 
seat. 


Lavatory and luggage 
Openable “ Triplex’? windows to each 
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The B.F.W. M-20 cabin monoplane (500 h.p. B.M.W.VI engine). 


DIMENSIONS.—Span 25.5 m (83 ft. 8 in.), Length 14.9 m. (48 ft. to in. 
Height 3.95 m. (12 ft. 11 in.), Wing area 65 sq. m. (700 sa. ft). 

WEIGHTS AND LoaDINGS.—Weight empty 1,790 kg. (3,940 lbs.), Weigt 
loaded 4,000 kg. (8,800 lbs.), Wing loading 61 kg./sq. m. (12.6 lbs. 
sq. ft.), Power loading 8 kg./h.p. (17.6 lbs. /h.p.). | 

PERFORMANCE.—Maximum speed 175 km.h. (109 m.p.h.), Minimum spee 
75 kmh. (47 m.p.h.), Climb to 1,000 m. (3,280 ft.) 8 min., Ceilin 
5,700 m. (18,700 ft.), Range 880 km. (550 m.). 


The Raab-Katzenstein 2B “Pelikan.” 


MADE BY THE RaaB-KATZENSTEIN-WERKE G.M.B.H., Cassel. Two-seate 
sport or school machine. 

Wincs.—Cantilever biplane. Top wing greater in span than lowe 
Both wings taper in chord to tips. One pair of N type interplan 
struts per side. Ailerons horn-balanced on top wing, inset fro1 
tip on bottom. Wings timber-framed and three-ply covered. 

FuseLaGe.—Rectangular section, welded steel tube construction. 

UNDERCARRIAGE.—Cross-axle, Vee type, with a third central strut bi 
tween Vees. Axles hinged on centre line to cabane below fus' 
lage. Rubber cord springing. id 


Steel tube frame. No contr 


Tar. Unit.—Normal monoplane type. 
surfaces balanced. 


PowER PiaNt.—One Cirrus Mk. II 75 h.p. engine 

AccOMMODATION.—Two open cockpits in tandem, one below and 0! 
behind top wing. Dual controls. 

DIMENSIONS.—Span (top) 10.9 m. (35 ft. ro in.), (bottom) 9.24 } 
(jo ft. 2° in), Length 7.89 m. (25 ft. 2 in.), Height 27 ° 
(8 ft. 10 in.), Wing area 26.8 sq. m. (300 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 560 kg. (1,232 Ips.), Ful 
loaded 840 kg. (1,848 lbs.), Wing loading 31.5 kg./sd. ™ (6; 
lbs./sq. ft.), Power loading 31.4 kg./h.p. (25 lbs./h.p.). 

PERFORMANCE.—Maximum speed 130 km.h. (80 m.p.h.), Mimimu 
speed 65 km.h. (40 m.p.h.), Climb to 1,000 m. (3,280 ft.) ™% min 
Range 6 hours. 
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For the 


efficient cooling of Lubricating Oil 


in Aero Engines 


THE 


VICKERS -POTTS 
OIL COOLER 


(English Patent No. 285524 
(Foreign Patents applied tor) 


as adopted by the British Air Ministry 
is recommended to all manufacturers and 


users of aircraft. 


Available in all capacities to suit 
air-cooled or water-cooled engines of 
any horse-power. 


The VICKERS-POTTS OIL COOLER 
has a lower aerodynamic resistance 
for cooling capacity provided than 
any other apparatus of similar purpose. 


For fully descriptive pamphlet and quotations, apply to: 


VICKERS «aviationy LIMITED 


VICKERS HOUSE, BROADWAY, 
LONDON, S.W.1. 


Telephone Works : Telegrams : 
VICTORIA 6900, WEYBRIDGE, SURREY. VICKERS, SOWEST, LONDON. 


AUTO LIN M BE THEE UU 
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NEW ENGINES. 


The 18) h.p. Curtiss Challenger engine. 


The Curtiss Challenger (R,600). 


Mabe py THE Curtiss 
Long Island, N.Y. 

Type.—Six-cylinder air-cooled radial. 

CYLINDERS.—5% in. (130 m/m.) bore by 4% in. (123 m/m.) stroke. 
Open ended steel barrels screwed into aluminium alloy heads. Two 
inserted bronze valve seats in each head. 

PIstONS.—No data. 

VALVE GEAR.—Push-rod and overhead 
Cam ring in front of engine, spur 

CONNECTING RopDs.—No data available 

CRANKSHAFT.—Two-throw 180° single piece. type, 

CRANKCASE.—Hexagonal prism, split in 
Front cover contains cam gear. Rear cover contains a two section 
induction chamber and houses auxiliary gear drives. 

CARBURATION.—A duplex carburettor feeds the two sections of the 
induction chamber, each in turn feeding three cylinders. 

LUBRICATION.—Normal dry sump system. 

DsMENSIONS.—Over all diameter 425 in. 

WEIGHT.—420 lbs. (191 kg.). 

PERFORMANCE.—Normal output 180 h.p. at 1,800 r.p.m. 
tion 0.55 lb. (.25 kg.) per h.p. hour. 
kg.) per h.p. hour. 


AEROPLANE AND MorTor Co. Inc., Garden City, 


rocker gear, totally enclosed. 


gear driven. 


counter-balanced. 
plane of front crank throw. 


(1.07 m.). 


Fuel consump- 
Oil consumption 0.02 Ib. (0.01 


The Curtiss “Chieftain” (H1640). 


Mabe BY THE CURTISS ARROPLANE AND Motor Co. Inc., Garden Cit 
Long Island, N.Y. 

Type.—Twelve-cylinder air-cooled radial. Two banks of six cylinde 
in lines of two, one behind the other. 

CYLINDERS.—55% in. (143 m/m.) bore, 5% in. (140 m/m.) stroke. Op 
ended steel barrels with integral fins screwed into aluminium all 
heads. The two separate ieads of each pair of cylinders are lock 
together by a valve gear casing. Four bronze valve seats press 
into each head. 

Pistons.—No data available. 

VALVE GEAR.—TIwo overhead camshafts over each row of two cylinde 
are eontained in the valve gear casing and are driven by radi 

_ shafts in front of each pair of cylinders. : 

CONNECTING Rops.—Mastet rods have split white-metal lined big-enc 

CRANKSHAFT.—_TI'wo throw type, counter-balanced, running on t' 
roller bearings at ends, and on a central white-metal steel-back 
journal. A deep-groove ball race takes thrust. 

CRANKCASE.—Hexagonal prism, split between cylinder rows. Nose-pic 
carries thrust race and bevel gears for valve gear drives. A re 
casing contains annular induction fan space, and the rear cov 
of this carries drives and mountings for accessories. 

CARBURATION.—One Stromberg NA-U8J carburettor supplies mixtu 


The 600 h.p. Curtiss Chieftain engine. 
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SF 


LD 


WW 


CELLULOSE ACETATE 


* NOVELLON ” 
DOPES AND VARNISHES 


SUPREME 


For tautening, weather-proofing ; also petrol and castor-oil proof 


DO NOT DETERIORATE IN STORE, 


Used on FIRST AEROPLANE ACROSS ATLANTIC, FIRST AEROPLANE 
TO AUSTRALIA, AND R.34 AIRSHIP TO AMERICA AND BACK. 


ECONOMICAL. FOR ALL CLIMATES. SAFETY FIRST. 


BRITISH CELANESE LIMITED. 


Contractors to the Air Ministry and the India Store Department, 


Head Office and Sales Department: 8, WATERLOO PLACE, LONDON, S.W.1. 
Telephone: Regent 4045. 


Works: Spondon, near Derby. Ale Sh Sala 


Telephone: Willesden 1619 and 2380. 
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to the induction chamber at rear of engine, containing a dis- 
tributor fan driven from the crankshaft. Three pairs of induction 
pipes lead to inlet valves, which are grouped to face alternate 
ways in cylinder heads. 

Coolminc SystemM.—Three alternate Vee spaces between cylinders are 
blanked off in front. Air is thus forced into these Vees and out 
between cylinders to the blanked spaces. The Vees open to air 
contain exhaust valves and manifolds. 

LugRICATION.—Normal dry sump system with forced feed through crank- 
shaft to all main bearings and through cam drive shafts to cam- 
shafts. Itwo scavenger pumps (front and rear). 

IGniTION.—One Splitdorf double magneto fires two plugs 
cylinder. 

FIRING ORDER.—To secure equal firing intervals a combination of 
firing alternate cylinders in the two rows and adjacent cylinders 
in the same row is necessary. 

DIMENSIONS.—Over-all diameter 45 inches 

WEIGHT.—g00 lbs. (410 kg.). 

PERFORMANCE.—Normal output 615 h.p. at 2,200 r.p.m. Fuel consump- 
tion cruising at 2,000 r.p.m. 0.53 lb. (0.24 kg.) per h.p. hour. Oil 
consumption 0.02 lb. (o.or kg.) per h-p. hour. 


in each 


(1.14 m.). 


The Menasco Salmson Engine. 

Mapr By Menasco Morors Co., Los Angeles, California, 

Type.—Nine-cylinder air-cooled radial. 

CYLINDERS.—Bore 125 m/m. (4.92 in.), Stroke 
Plain steel sleeves (open ended), screwed into an aluminium 
barrel and head which carries cooling fins. Two inclined bronze 
valve seats in head. Lower end of cylinder sleeves have double 
flanges forming a recess into which the two halves of the crank- 
case fit. 

Pistons.—Concave heads with four rings above 
gudgeon pin. 

CONNECTING Rops.—One-piece big end on master rod running on roller 
bearings. Master rod H section, auxiliary rods tubular. 

CRANKSHAFT.—Single-throw split type, counterbalanced. Runs on two 
ball bearings at front end and one roller bearing at rear. 

CRANKCASE.—Barrel casting, split in plane of cylinders. Rear section 
contains annular induction chamber and drives for magnetos and 
oil pumps. Front cover encloses valve gear. 

VALVE GEAR.—One single-track six-lobed cam disk runs on ball bearings 
on crankshaft and is driven by spur gears through a lay-shaft. 
Roller type tappet-rods, cnclcsed push-rods and enclosed ever- 
head rockers operate the valves. 

CARBURATION.—One Zenith carburettor supplies gas to the annular in- 
duction chamber and nine induction pipes distribute the mixture 
to inlet valves. 

IGNITION.—Two Salmsoh magnetos mounted on rear cover of crank- 
case supply the plugs side-by-side in front of each cylinder. 
LUBRICATION.—A worm-driven double-plunger pump at rear of engine 

acts as scavenger and pressure-feed pump. 

DIMENSIONS.—Overall diameter 49% in. (1.25 m.), Overall length 38% 
in. (0.978 m.), Pitch diameter of mounting bolts 1834 in. (0.477 m.). 

WEIGHT.—540 ibs. (246 kg.). 

PERFORMANCE.—Normal output 250 h.p. at 3,500 r.p.m., Maximum out- 
put 290 h.p. at 1,750 r.p.m., Fuel consumption at 250 b.h.p. 12 U.S.= 
Io Imp. gallons (44 litres) per hour. Oil consumption 1 (U.S.) 
quart per hour. 

PRICE.— $3,250 (£665) f.o.b. Los Angeles. 

Note.—This engine is in part a reconstruction of the U.S. Govern- 
ment’s war surplus stock of Z.g Salmson engines. Cylinders and valve 
gear are entirely new and many details have been altered. It is 
claimed that the reliability 
vastly improved. 


170 m/m, (6.69 in.). 


and one ring below 


and economy of the engine have been 


Aeronautical Engineering 


“AUGUST 29, 1 


—_ 


The 250 h.p. Menasco Salmson engine. 8 


The Wright Whirlwind, J-6 Series. 


Made BY ‘THE WRIGHT AERONAUTICAL CORPORATION, Paterson, Ne 
Jersey, U.S.A. 

Typr.—Static air-cooled radials. 
R.540), seven (Model R.760), 
respectively. 

CYLINDERS.—5 in. (127 m/m.) bore, 5% in. (140 m/m.) stroke. Ste 
* barrels with integral fins screwed into aluminium alloy heads. 11 
inclined valves per cylinder. Exhaust ports face forwards. 
Pistons.—Aluminium alloy castings, very short, with concave head: 
CONNECTING Rops.—Master rod with solid big-end and white-met 
bearing. Master and auxiliary rods of H section. Gudgeon a1 

wrist pin bushes of aluminium bronze. 

CRANKSHAFT.—Counter-balanced, single-throw type, in two sections 
permit use of solid big-end. Runs in plain bronze journal bearing 

CRANKCASE.—Cylindrical body with mounting bosses for cylindet 
Front cover carries only front crankshaft journal and thrust bea 
ings. Rear cover incorporate§ an induction chamber as well | 
accommodation for all accessory gears. 

VALVE GEAR.—Carried in the rear of the main crankcase body. A ca 
ring runs on a steel sleeve, concentric with crankshaft, carried « 
the rear wall of crankcase, and is spur. gear driven through a i 
shaft. Roller tappets, totally enclosed push-rods, and _ enclox 
overhead rockers operate the valves. 

InDucTION SystEM.—A Stromberg carburettor, carried well belo 
engine centre line supplies gas to the induction chamber. | 
this is a centrifugal fan, and radial induction pipes convey mixtu: 


Made in three sizes with five (Mod 
and nine (Model R.975) cylinde 


The 140 h.p. Wright Whirlwind J-6 five-cylinder engine. 


IR ALAN COBHAM 
LIGHT ‘oud AFRICA 


Copy of Telegram as received yes: 


JGUST 29, 1928 


ane 


Aeronautical Engineering 


(Supplement to THE AEROPLANE) 403 


“The Completion of the Sir 
Charles Wakefield twenty three 
thousand mile flight round 
Africa on the Short Rolls Royce 
All Metal Flying Boat is 

further proof of the wonderf 

possibilities of your DURALU- 
MIN, for despite the six montis 


exposure d twenty thr¢e 
thousand miles covered, 
DURALUMIN of the Shoft 


Rolls Royce Nying Boat is in 
perfect conditipn and craff is 
airworthy for &nother sinfilar 


fight. aLaN COBHAM.” 


Enyuirizs to: 


AMES BOOTH & Co. (1915) Ltd. 
BIRMINGHAM. 


RGYLE STREET 


tbles: Liebers 5 Letter Code. 


EAGLE” 


NECHE LS, 


Telephone: Kast 1221 (Private Branch Exchange). 


Bentley’s Code, A.B.C. 5th and 6th Edition. 


| AIRCRAFT 


SAMERAS 


E 


Air Survey, Photography and 
military and naval require- 


its ae 


es of Aircraft. 


‘k recom equipment, Rectifying 


argers, 


Cialists 
aratus, 


agle” Aircraft Cameras have 


aa 


and 
quipment. 
an be mounted in all 


Hand-held Cameras. 


in Air Photographic 


1 supplied to the Aircraft 


trating 
»ortant 


Rhodesia, Iraq and Rio de 
eiro, also to the Air Survey 
for the Air Survey Contracts 

y are carrying out in India. 


/ILLIAMSON 


MANUFACTURING CO., LTD. 
Litchfield Gardens, Willesden Green, 


Co., Ltd., for their 
Air Survey Contracts 


patentees :— 


LONDON, N.W.10. 


Telephone—Willesden 0073-0074. 
Telegrams—'* Kinetogram,” Willroad, Iandon. 


Telegrams: “ Booth, Birmingham."’ 


Send for illustrated 
booklet to the 
manufacturers and 


THE REID 
PILOT TESTING 
APPARATUS. 


As adopted in the R.A.F. 
is now available to 


DOMINION AND FOREIGN 
GOVERNMENTS. 


The scientific economiser which 


has revolutionised selective and 


grading tests. 


Sole Patentees and Manufacturers : | 


REID & SIGRIST, Ltd. 


Athenaeum Works, 
THE VALE, HAMPSTEAD. 
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The 300 h.p. Wright Whirlwind nine-cyinder engine. 


to the inlet valves. A General Electric Co.’s supercharger geared 
7 to 1 from crankshaft may be used in place of the normal fan. 
LUBRICATION.—Normal dry sump system. 


IGNITION.—TIwo Scintilla magnetos mounted one on each side of rear 
cover with axes parallel to crankshaft. 


ACCESSORIES.—Mountings and drives are provided at rear of engine 
for petrol pump, starter, two gun synchronisers, two rey.-counter 
drives and dynamo drive. 


PERFORMANCE AND* WEIGHTS.—R.540 (5 cylinders) 140 h.p. at 1,800 r.p.m 
for 370 lb. (168 kg.). R.760 (7 cylinders) 225 h.p. at 1,900 r.p.m. for 
425 lb. (196 kg.). R.975 (9 cylinders) 300 h.p. at 1,900 r.p.m. for 
490 lb. (222 kg.). Fuel consumption (all models) at rated power 
and speed 0.55 lb. (0.25 kg.) per h.p. hour. Oil consumption 0.03 
lb. (0.014 kg.) per h.p. hour. 


The Wright Cyclone (R.1750) Engine. 


MabDE BY THE WRIGHT AERONAUTICAL CORPORATION, Paterson, 
Jersey. = 

Tyre.—Nine-cylinder air-cooled radial. 

CYLINDERS.—6 in. (153 m/m.) bore, 64 in. (165 m/m.) stroke, 5.1 com- 
pression ratio. Steel barrels with integral fins screwed into 
aluminium alloy heads. Two valve seats of aluminium bronze 
inserted in head with 70° included angle between. Valve guides 
of tungsten steel shrunk into heads. Exhaust valves salt-filled. 

Pistons.—Aluminium alloy, two rings above and one below gudgeon- 
pin. 

CONNECTING Rops.—Master rod and solid big-end machined from one 
forging. A steel sleeve, white-metal lined, is pressed and pinned 


New 


into big-end to form a bearing. Master and auxiliary rods 
I section. Gudgeon-pins float in little-ends and in pistons. 

CRANKSHAFT.—Single throw split type to permit use of solid big-e 
Runs in one plain journal (front), one roller bearing (rear) ; 
one ball thrust in nose of crankcase. : 

CRANKCASE.—Barrel type, heat-treated aluminium alloy casting. In 
porates a cam gear casing in front and an annular induct 
chamber at the rear. Front cover supports ball thrust race. R 
cover carries auxiliary gears and mountings. 

VaLvE GEAR.—A two-row four-lobed cam dise runs concentric ¥ 
crankshaft, at one-eighth crankshaft speed in front comp 
ment of crankcase. Valves are operated through roller tapp 
enclosed push rods, and enclosed overhead rocker gear. 

INDUCTION SystEM.—One Stromberg NA-Y7A carburettor feeds the 
duction chamber, which contains a centrifugal fan. This fan 1 
» be a General Electric Co.’s supercharger impellor geared to run 
eight times crankshaft speed. The induction passages are 
jacketted. 

I,UBRICATION.—Normal dry sump system. A quadruplex oil pump 1 
with three scavenger and one pressure unit (gear type) is used 

IGNITION.—Two Scintilla AG-9D magnetos with skewed axes 
mounted on rear crankcase cover and supply front and rear pl 
in each cylinder. 

Accessorigs.—Drives and mountings provided cn rear crankcase cc 
for fuel pump, gun synchronisers, starter and dynamo. 

WEIGHT.—760 lb. (346 kg.). 

PERFORMANCE.—525 b.h.p. at 1,900 r.p.m. Fuel consumption 0.55 
(0.25 kg.) per h.p. hour at rated output. Oil consumption 0.022 
(o.or kg.) per h.p. hour. 


The 525 h.p. Wright Cyclone engine. 
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Le LS a ES A ne RS 


* CALCUTTA ”’ 
All-metal Air Liner 
for 15 passengers 
and crew of three: 
(Bristol ‘‘ Jupiter’’ Engines.) 


Imperial Airways, Ltd 


“ SINGAPORE” 


All-metal Naval Type. 

Recently returned from 

Sir Alan CObham’s 

flight of survey round 
Africa. 

(Rolls -Royce ‘‘Condor”” Fngines.) 


ALL-METAL 
| FLYING BOATS. 


SHORT BROS. (Rochester & Bedford), LTD., ROCHESTER. 


Telephone—Chatham 2261. 
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A VISIF TO THE R.101, 


On Thursday, Aug. 23, by invitation of the Air Ministry, 
a party of the General and Technical Press paid a visit to 
the Royal Airship Works at Cardington to see the airship 
R.1or under construction. 

The Royal Airship Works were originally constructed dur- 
ing the war by Short Bros. for the building of war-going 
airships, and were taken over by the Government after the 
war. Many relics of the founders still remain, including 
the table silver, which bears the name ‘‘ Short Bros.’’ for 
the benefit of souvenir hunters, and the village which was 
originally built for and is now occupied largely by the air- 
ship workers. 


THE PILLARS OF THE AIRSHIP MOVEMENT. 

One was rather impressed on arriving at Cardington with 
the personalities of practical airship people. Hitherto one 
had only come into contact with the Buttresses of the airship 
movement (who support it from the outside, as differentiated 
from the Pillars who support the movement from inside 
the airship itself). The Buttresses hate having their own 
legs or those of their beloved gas-bags pulled, and have 
practically no sense of humour. The Pillars are just like 
normal flying people and can see the humours of airships in 
the same way aS most aeroplane people [bar a few high- 
class scientists.—Ep.] can see the humours of their kites. 


We ik 


AT CARDINGTON, 


R.101 inflated, —(“ Acropiane” photograph.) 


On arrival at Cardington the party was divided into grou 
each under the command of an officer. Personally one cay 
under the charge of Fit. Lt. H. C. Irwin, with whom 9 
was able to revive memories of Roehampton in the summ 
of 1915 when we played kite balloons together there. 


Before going into the gigantic shed where the complet) 
parts of the R.1or are being assembled we were relieved | 
all pipes, matches, cigarettes, etc., as the filling of one | 
the gas-bags had begun. . 


Personally one is not easily moved to heroics, elegia 
epics and the like, but nevertheless on entering the sh 
one was quite definitely filled with awe (there is no oth 
word which describes the feeling) on seeing the enormo 
dimensions of the airship. It conveys very little to say th 
she is 730 ft. long and 130 ft. in diameter. The height 
the top of the framework above the floor seems absolute 
appalling. as 

All the parallel sections of the frame are in position a) 
the rounded nose portion and the tapering tail only are 
be erected. The girders have been built up by Boulton aj 


| 


Paul from Reynolds steel tubing. When it is realised th 
the actual erection of the completed section was only beg) 
in June it can be seen that construction is in a fairly a 
An unofficial official opinion (is that what 


vanced state. 


{ 


’ 
| 
j 


One of the gas-bags of 
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usually called ‘‘ semi-official’’?) gives the date when the 
airship will be completed and ready to take the air as some- 
where about next April. 

BUTCHERED TO MAKE AN AIRSHIP HOLIDAY. 

One gasbag is already in position inflated. It is stated that 
twenty million bullocks have been necessary to provide the 
gold beaters’ skin for lining the sixteen gas bags. This 
should give Lord Banbury, as chairman of the N.S.P.C.A., 
as sufficiently justifiable and intelligent a cause as Mr. 
Spanner’s for condemning all airships whether or not they 
use gold beaters’ skin. One does not know whether the 
remark is original but it has always struck one that Mr. 
Spanner’s dislike of gas bags is because of the fundamental 
law that likes repel. j 

It is not one’s purpose (or in one’s power) at this season 
to be technical, but nevertheless it must be said that the 
R.1or appears to be a very definite advance in airship prac- 
tice. To take only one point it is surely a wise precaution 
to make a definite breakaway from the petrol engine. It 
is true that the new heavy-oil Beardmore engines may not 
be sufficiently far advanced yet. But then no engine ever 
will be until it is used actually on an airship. And a month 
in the air under practical people will probably bring about 
more progress than a year on the bench under the super- 
vision of technicians. 

Anyone who has ever been in a big airship on a hot day, 
particularly when she is riding at the mast, knows how 
the whole ship reeks of petrol fumes which are in their most 
explosive state. The danger of explosion of hydrogen is 
almost negligible compared with the danger from petrol. 
And then again, the petrol engines used in airships in the 
past have never been particularly noted for their reliability. 


A COMPARISON. 

Some idea of the size of the R.1or1 as compared with the 
R.33 can be obtained thus. ‘The automatic valves on the six- 
teen gas bags of the R.1or can, in the event of the airship 
meeting a vertical current of 4,000 ft. per minute (which is 
said to be the maximum vertical current conceivable under 
the most abnormal conditions) can, in one minute and one 
third, exhaust as much gas as was contained in the whole 
of the R.33. 

The passenger quarters of the ship are progressing rapidly. 
The lounge, dining-room and smoking-room appear to com- 
pare favourably in size and in comfort with a sea-going 
ship of the Minnewaska class, though the cabins and pro- 
menade decks are somewhat restricted. One gathers that 
the passenger accommodation on R.io1 is rather more spa- 
cious than on R.100. 

PRACTICAL POINTS. 

The R.1o1 is designed to give a lift of 150 tons and to have 
a range of 4,000 miles at a cruising speed of 63 m.p.h. The 
full speed of the ship at first will not exceed 70 m.p.h. But 
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| 


if the measuring instruments show that the strength is t 
to expectation the top speed will be capable of considerab 
increase. | 


Before leaving Cardington the party was shown one of t] 
new Beardmore heavy-oil engines actually running on hea, 
oil. A variable metal airscrew made by Metal Propelle 
Ltd. was attached. The blades of this screw can be reverse 
thus removing the necessity of heavy engine gearing. | 
spite of the fact that it was running in a corrugated irc 
shed the engine was not unduly noisy, and out in the ope 
one was assured that it runs very quietly. | 

There is much research work being carried on at tt 
moment on the meteorological and navigation side. Eye; 
day the personnel of the airship make imaginary flights ; 
India, U.S.A., and Canada. They take the cruising spec 
of the ship and with the aid of the weather forecasts an 
taking into account the actual weather at the time of the 
imaginary arrival at the various points, they plot course 
This affords very valuable experience of the prevailing co1 
ditions and should be of great help by the time the shir 
are ready to run on service. 4 

One certainly left Cardington with a feeling of great 
confidence in the future of airship travel than one has ha 
in the past. As one said in the beginning, the Airshi 
people seem to be approaching the matter in such a con 
mon-sense and practical way. 

Nothing is being left to chance or science that can | 
tested out in practice beforehand. Anything that has to t 
left to chance or science will be put to practical proof at tt 
very earliest possible moment. 


Hine nya LAcRIMz#. 

The party, by invitation of the Air Ministry, sailed f: 
Bedford by the o9.25 hrs. train from St. Pancras. The sai 
Air Ministry has much to learn on the question of the wa 
to do things. For instance, without extra charge to 
grateful country, they could have reserved a special con 
partment on the train for the party. They could even ha\ 
arranged to purchase (C.O.D. of course) tickets in adyanc 
This would have made it unnecessary for the party to hay 
mixed itself up, both in the hundred yard long booking offic 
queue and in the packed excursion train, with a howlin 
mob of sweet-sucking schoolchildren. 

Also it is usual at these affairs, when their whole object 
to obtain publicity for the article visited, to provide phot 
graphs for the benefit of the Press and their readers. A con 
prehensive set of pictures was doled out to all the membei 
of the party, but on the envelope which contained them w< 
a notice stating that full reproduction fees would have to t 
paid to the Air Ministry. One doubts whether this exhib 


tion of parsimony will affect the seventeen-odd millions « 
the Air Estimates by so much as a ten pound note eithe 
way.—G. D. 


SS 


PROGRESS AT HOWDEN.—The Capitalist Ship 


(R.100) approaching completion. 
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KING’S CUP 1928. 


THE WINNING MACHINE 
a D.H. MOTH piloted by Capt. W. L. Hope 


WAS COATED WITH | 
“TITANINE” LIGHT AEROPLANE DOPING SCHEME. 


20 Machines out of 24 
which took part in the Race 
were coated with 


TITANINE 
DOPE. 


TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


TELEPHONES Telegrams and Cables :— Works: Hendon (London), 
Regent 4728, es i ” New Jersey (U.S.A.). 
924° Milan (Italy). 


Tetrafree, ji ndon. 
: Gerrar 12. Codes: A.B.C. 5th Ed. and Bentleys. 
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THE FLYING CLUBS. 


The Lancashire Aero Club. 

Report for week ending Aug. 25. 

The aerodrome having been closed until Aug. 
of flying. 

Fit. Lt. H. C. Todd will begin his duties as Iustructor and 
drome Manager on Saturday, Sept. 1. In the meantime Mr. 
Brown will officiate at the aerodrome. 

The Newcastle-upon-Tyne Aero Club. 

{[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland. ] 

Report for week ending Aug. 26. 

Flying Time, 24 hr. Semin. “Instruction9 br.ee5) min “oA? Pilots 
8 hr. 40 min. Soloists 50 min. Passengers 4 hr. 50 min. Tests 10 
min. Instruction.—With Mr.J.D. Parkinson—Miss Forster, Miss Yendal., 


2s there is no record 


Aero- 
Hoek 


Messrs. Dickinson, Foster, Sadler, Walker, Temple, Griffiths, Mclean, 
Dr. Walker. “A¥’” Pilots——Mrs. Heslop, Messrs. Irving, De Pledge, 
Turnbull, C. Thompson, Shaw, Wilson, W. B. Ellis, Dr. Dixon 


Soloist—Mr._ Sadler. 
Mr. Sadler, one of our youngest members, made his first so!o. 
The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. Walker, The Aerodrome, Sherburn-in-Elmet. ] 

Report for week ending Aug. 25. 

Piying Time. 29, br. Dual) 15 hr. 15 nud.) Soloists. 10a 
Passengers 3 hr. 20 min. Instruction.—With Mr. Beck—Miss E.lison, 
Mrs. Cator, Messrs. Dujardin, Bamford, lloyd, Evans, Watson, Ambler, 
Gill, Palmer, A. Senior, G. Senior, Ostler, Ives, Gaunt. “ A” Pilots.— 
Messrs. Ambler, Thomson, Humpheries, Ellison, Norway, Lax, Birch. 
Passengers.—ti4. 

On Wednesday we had an unexpected but welcome visit from Sir 
Sefton Brancker. Other visitors this week have included two Berkshire 
pilots and Mr. Fred Holmes of that firm. 

To-day we have returned ‘‘SV” to Brough for C. of A., etc., its 


25 min. 


engine having done some 250 odd hours withcut being touched. 
The Midland Aero Club. 
[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 
Report for week ending Aug. 25. 
Piging Time 29 hr.936 min.) Duas ie, be 35min, “Soloists vor hr 


15 min. Passengers 6 hr. 10 min. 
Flt. Lt. T. Rose and Mr. W. 
Welch, A. E. Coltman, D. N. 


Tests 36 min. IJnstruction.—With 
H. Sutcliffe—Messrs. T. W. Wild, R. G. 
Khatrie, G. P. Haylock,. R. B. Laidlaw, 


i. so ee, 3S. Ditckitt, GE. Ds Wynn het. eSteward,, J.) W. Astley, 
M. Blakeway, J. C. Williams, J. A. Ridsdale, J. Fitzgerald, D. W. 
Tilleke. Soloists.—Messrs. K. P. Lane, J. R. Guthrie, E. R. King, 
J; Bdwards, ek Le. Brinton, a. ‘COb De yremiGns Lule SiR» Cy. Baxter, 
G. (CG, jones J. Rowley, LH. Lee, Mi AS  Murtachie We tk) Wallis, 
Gy Robsons “W. W. Astley, S: H. Smith, R: D. Bednell, €. EH. Cy Hill, 


H. Tipper. Passengers. 
On Thursday Mr. J. W. 
good performance. 
The Hampshire Aeroplane Club. 
[Sec.: H. J. Harrington, Hamble Aerodrome, Southampton. ] 
Report for week ending Aug. 24. 
Flying Time 58 hr. 20 min. Instruction 26 hr. 


iit, 
Astley was launched solo and put up a very 


55 mune: 1° A 72 Pilots. 


13 hr. 20 min. Soloists 4 hr. 20 min. Passenger Flights 11 hr. 45 min. 
Tests 2 hr. Instruction.—With Flt. Lt. Swoffer and Mr. W. H. 
Dudley—Mr. Cambell, Cdr. Tower, Mr. Dickson, Mr. Bull, Cdr. Cres- 
well, Miss Home, Mr. Wills, Cdr. Bell, Mr. Sturge, Lt. Mandeville, 
Mr. Beagley, Lt. Collier, Mr. Curtis-Nuthall, Lt. Coveney, ~ Mr. 
Buckley, Mr. W. S: Hall, S/Lt. Colls, Mr. Scott Hall, Mr. M. S. Hall, 
Mr. Wells, Mr. Goldman, Miss Melvill, Mr. Makgill, Mr. Richardson, 


Mr. Mattocks, Mr. Berney, Lt. 
Dr. Bowden, Mr. Reuther, Mr. 


Oswald, Mr. Snowden, Mr. Brewster, 
Alsford, Mr. Cator, Mr. Drury, Mr. 
W. Martin, Mr. Knight, Mr. IT. Martin, Mr. Agar, Mr. Turner, Mr. 
R. H. Alsford, Lt. Roskill, Lt. Des Graz, Mr. Weeks. “A” Pilots.— 
Mr. Hoare, Miss Grace, Capt. Kirby, Lt. Collier, Lt. Heath, Mr. Wiils, 
Mr. Michelmore, Mr. Wells, Capt. Bott, Mr. Hayter, Don J. de la 
Cierva, Mr. Parker, Mr. Sanders Clark, Lt. Fagan, Lt. Heineman. 
Soloists—Cdr. Tower, Mr. Watt, Mr. Sturge, Mr. Curtis-Nuthall, Mr. 
Scott-Hall, Mr. Southey. Passengers.—30. 

We have been visited this week by Mr. S. F. St. Barbe, of Sky- 
writing fame, and by Mr. H. S. Broad, who came down in the Gipsy 
Moth in which he has just made a new Endurance Record. 

Mr. Goldman did his first solo quite successfully. 

Flt. Lt. Swoffer has been testing the Simmonds Spartan and he con- 
siders it the best school machine yet brought out. The forward view 
‘is excellent, the controls are sensitive and on landing the machine 
pulls up in a very short distance. Flt. Lt. Swoffer is of the opinion 
that the Spartan will well stand up to hard Club work. 

The Norfolk and Norwich Aero Club. 

[Manager: Basil Young, The Aerodrome, Sprowston.] 

Report for week ending Aug. 26. 

Flying Time 21 hr. Instruction.—With My. Young—Messrs. C. 
Ransom, C. Bethell, H. Neave, C. Land, D. Corsellis, O. Bougret, 
G. Wharton. Soloists—Messrs. H. Pank, E. Varden Smith, H. Neave, 
A. G. Marshall, R. T. Harmer,. H. Cator, D. Corsellis, G. F. Surtees, 
F. Gough, W. A. Ramsay, R. F. Potter. Passengers.—27. 

Mr. D. Corsellis drifted into the ranks of the soloists with all the 
ease imaginable on Friday. 

We read the leading article on Flying Clubs in this week’s AEROPLANE 
with interest, and certainly ‘‘ Pure Democracy” in Aero Clubs is a 
revelation. We did not think it was at all our job to be. over- 
democratic when, considering all things, we appear to have under- 


MALLITE PLYWOOD| 


USED BY THE LEADING AIRCRAFrF MANUFACTURERS 


THROUGHOUT THE WORLD. 


Telephone: 
BISHOPS - 
GATE 5641 
(4 limes) 


Manufactured to Specification 2.V.3 by 
THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, K!NGSLAND RD, LONDON, E.2. 
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taken the task of advertising and cramming flying broadcast | 
the none too susceptible public of ours. 

No, we never turn down support of aviation and we are certain) 
far from introducing such pure democracy which appears so aki) 
to snobbishness. Rather than that, we welcome with open arms an 
person who is interested enough to spend money on flying and s0 aj 
on a good cause which is commercially and socially sooner or lat 
bound to be one of the mainstays of this country. 

The Nottingham Aero Club. 

[Hon. Sec.: C. R. Sands, Hucknall Aerodrome, Nottingham.] 

Report for week ending Aug. 24. 

Flying Time 15 hr. 35 win. Instruction 6. hr. 40 min. 
35 min. Soloists (under instruction) 6 br. 15 min. 
25 min. Tests 40 min. Instruction.—With Mr. 
Drakeford, Thorpe, Lazzirini, Winn, McWilliam, Cudlip, Hancocl) 
Thirlby. Solo “A” Licence.—Messrs. Bradley, Silvey. Soloisi 
(under instruction).—Messrs. Bradley, Silvey, Hatton, Glenn, Call: 
dine, Taylor, Chawla, Hancock. Passengers.—Miss Bowden, Mis 
Bure, Mr. Franklin. 

It is with sincere regret that we place on record the fatal accider 
which occurred on Wednesday, Aug. 22: Mr. R. A. Blake (one ¢ 
our directors and an original member) took up Lieut. W. Richardso 
as a passenger on SK, and about a mile from the aerodrome th 
machine nose-dived and burst into flames on hitting the ground. — 

The Club, on its own behalf, and on behalf of the relatives of th 
two members, here records its sincere appreciation of the many tel 
grams and letters of condolence it has received from other clubs. 


The Suffolk and Eastern Counties Aeroplane Club, 

[Sec.: Major P I. Holmes, D.S.C.. The Aerodrome, Hadleig] 
Suffolk. ] 

Report for week ending Aug. 25. 

Flying Time 18 hr. Instruction 7 hr. 
3 hr. Passenger Flights 7 hr. Tests 
Lowdell.—_qo.  _Instruction—With Mr. Lowdell—Miss S. Edwards, D 
Mildred Yate, T. and B. F. Marriage, R. Brown, Ogilvie, Pettiwari 
Read, Billinton, Welsh, Hanson, Smith, Jolly. “A” and “B) 
Pilots —Dr. J. C. Sleigh,.Mr. C. N. Prentice. 

THe Chacton AIR RALLy.—On Aug. 24 a successful air display wi 
held before some 10,000 spectators at Clacton-on-Sea. The organis| 
tion was done by the Suffolk and Eastern Counties Aeroplane Club i 
conjunction with Mr. Edward Jones, who has a Licensed Aerodron 
for Joy-Riding. Mrs. Ruth Knowles, Skipper of the ‘ Friend Ship) 
was also interested in ‘the affair and the Display was made tr 
oceasion of a special appeal to the rising generation. 

Eight machines assembled. These were two Suffolk Club Bluebir< 
piloted by Dr. I. C. Sleigh and Mr. G. EB. Lowdell, the “ Brien 
Ship” Bluebird piloted by Capt. Oxley Boyle, an Avro 504 pilote 
by Mr. E. Jones, a Moth piloted by Miss O’Brien, Capt. White an 
Mr. Holman on a Slotted Moth, Mr. Murray on a Moth, and M 

Cazalet on his Widgeon. 

The programme opened with formation flying over the town. Th 
was followed by aerobatic displays by Mr. Iowdell and Mr. Jone 
During the morning visiting machines arrived and joy- -rides were givel 
the first part of the day’s proceedings ending with converging bom) 
ing by Messrs. Lowdell and Jones, the targets being two solo moto 
cycles and a motor-cycle combination. Several direct hits were obtaine 
much to the delight of the crowd. This appeared on the screen j 
the local cinema after the Display and made a most effective pictur) 

The afternoon programme started with a Grand Fly-Past by 4) 
the assembled machines. This was followed by an aerobatic di 
play by Miss O’Brien and formation flying by the Suffolk Clu 
machines. 

Many passengers were carried between events, which included a ve! 
excellent demonstration of the slotted Moth Me Mr. Holman of tt 
De Havilland Flying School, aerobatics by Messrs. Lowdel and Joni 
and more bombing. 

The Isle of Purbeck Light Aeroplane Club, 
Lt.-Col. Louis Strange, D.S.0., M.C:, DIB. CS Worth Matraver 


Gf 2eP 10 
Passengers 1 h 
Martin—Messr; 


4o min, “A”? and *SBeer ilo} 
20 min. Passengers with M! 


fSec.: 
Dorset.] 

Report for week ending Aug. 25. 

Flying Time 8 hr. 5 min. 

On Wednesday the Spartan was sent to Christehures t 
the compliment to the Bournemouth section of the Hampsh 
Club and assist in passenger flights, which included our £00 
Major March, Station Director of the B.B.C., Bournemouth, whi 
been a keen havi man, apparently took excepege to some 1 
wire, and our ‘‘first whip” being in full agreement removed s 
and all, amidst much applause. This incident rather natural 
sitated complete rebuilding of the starboard side of chassis, 

At 04.00 hrs. Thursday a new chassis arrived and the ‘Sp: t 
again serviceable at dawn. Full marks Simmonds and Coreg 

At 09.15 hrs. Mr. Banting left Christchurch for Hendon an¢ 
the Director of Civil Aviation to Dorchester, where, thanks 
(Sir Sefton Brancker’s) inspiring words, the Dorsetshire Aero © 
was formed with H.Q. at Dorchester, and we hope shortly thr¢ 
other branches like our own in the county. So there ought to | 
good hunting round about Dorset next season. 

The return journey with General Brancker, via Worth Matraver 
Bournemouth, and Hamble to Croydon, was completed to schedu 
and the Spartan returned to Hamble at 20.25 hrs. 

[The balance of Club Reports have been held over owing to presswi 
on space.—ED. ] 


Telegrams? 
VICPLY 

KINLAND 
LONDON. 
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WAKEFIELD CASTROL 
WILL MIX! 


J ee an oil of super quality, other oil or any other grade of 
Wakefield CASTROL will mix CASTROL. 

perfectly with other brands of [he full benefits from the use of 

lubricating oil; naturally, also, Wakefield CASTROL will not, 


one grade of CASTROL will mix of course, be experienced unless 


100%, CASTROL is in use, but 
with another. CASTROL “R” 


after a few replenishments with 
(Racing) only is excepted, and CASTROL this desirable state 
should not be mixed with any of affairs will be achieved. 


C. WAKEFIELD & CO., LTD., Wakefield House, Cheapside, London, E. C. 


n the field of AIRCRAFT 


As in Motoring, Motor-cycling, Cycling 
and Commercial Transport 


“DUNLOP” 


}$ aname synonymous with satisfac- 
tion. Dun'op Tyres have proved their 
reliability and Dunlop Aeroplare 
Tyres, on Dunlop Wheels and well- 
base rims, are approved by the Air 
Ministry for use by the 


ROYAL AIR FORCE 


DUNLOP RUBBER COMPANY LIMITED 
| ~FORT DUNLOP - - BIRMINGHAM 
| Branches throughout the World. 


; 
( 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 


Trips per Day.—Sunday, 13; Monday, 42; Tuesday, 41; Wednesday, 40; 

‘Thursday, 44; Friday, 45; Saturday, qo. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich; Tondon—Ostend—Brussels—Cologne and _ re- 
turn: Machines 103, passengers 984, freight 27 tons. 

AIR UNION: 

Paris—London and return: 
tons. 

K.1,.M. : 
Amsterdam—Rotterdam—London and return: Machines 33, passengers 
222, freight 4 tons. 

SABENA : 

Brussels—London and return: 
13 tons. 

DEUTSCHE LUFTHANSA A.G.: 
Amsterdam—London and return: Machines 24, passengers 63, freight 
45 tons. 

MISCELLANEOUS : 

British machines 6, passengers 6. 

Foreign machines 7, passengers 7. 

Total number of trips by British Machines, 109, carrying 990 pas- 
sengers. Foreign Machines, 156, carrying 819 passengers. 


COMPARATIVE FIGURES. 
Week ending Aug. 25: 


Machines 79, passengers 413, freight 12 


Machines 13, passengers 114, freight 


Machines, 265; Passengers, 1,809; Crews, 511; Total personnel, 2,320 
Corresponding week, 1927: 

Machines, 203; Passengers, 1,089; Crews, 373; Total personnel, 1,462 
Corresponding week, 1926: 

Machines, 175; Passengers, 960; Crews, 214; Total personnel, 1,174. 
Corresponding week, 1925: 

Machines, 168; Passengers, 968; Crews, 243; Total personnel, 1,211. 
Corresponding week, 1924: 

Machines, 137; Passengers, 669; Crews, 165; Total personnel, 834. 
Corresponding week, 1923: 

Machines, 121; Passengers, 578; Crews, 194; Total personnel, 772. 


Corresponding week, 1922: 


Machines, 159; Passengers, 506; Crews, 272; Total personnel, 778. 
Corresponding week, 1921: 

Machines, 103; Passengers, 427; Crews, 129; Total personnel, 556. 
Corresponding week, 1920: 

Machines, 104; Passengers 219; Crews, 129; Total personnel, 348. 


Corresponding week, 1919: 
Machines, 16; Passengers, 54; Crews, 18; Total personnel, 172. 
Note.—In addition to the Croydon traffic shown above, K.L.M. have 
during the past week run 12 machines, carrying 5 tons of newspapers 
between Lympne and Ostend. 


Croydon Notes. 


August is still with us, yet there is a certain sere and 
yellow look about the retiring American tourists who still 
throng our one hundred per cent. British Air Port. ‘“ The 
Fall”? will shortly be upon us and Botley will retire into 
cloud permanently. A quaint place to live in must be this 
same Botley, for however unpleasant the weather on the 
air routes may be it always seems to be worse at Botley. 

The retreat of the sere and yellow tourist reminds us, 
despite dividends and record-breaking, epoch-making weeks 
of traffic by air, that without cousin Silas Q. Attaboy we 
should be in a poor way for passengers. We may legislate 
for the “‘ Business Man ’’ and arrange our services to the 
Continent so that he can answer his morning mail, have his 
morning coffee, snatch a drink when they open and still 
catch our 3.30 service to the Continent and do a day’s work 
in Paris or Amsterdam after tea, but what do we really find 
on our 3.30 service? Why, sixteen American tourists, one 
lady of pleasure, and one depressed business man who 


missed the previous evening’s boat. 
To strike a more optimistic note, 


however, we may say 


PASSENGER SALOON, 
Silver Wing Service de Luxe. 


THE BRITISH 


IMPERIAL AIRWAYS LTD. 


LONDON and the CONTINENT 
BRUSSELS PARIS COLOGNE 
BASLE ZURICH OSTEND | 


AIRWAYS HOUSE CHARLES STREET 


LOWER REGENT STREET - S.W. 
Telephone—Regent 7861-5 Telegrams—'’ Impairlim.” . 
The AIR PORT OF LONDON, CROYDON 


Telephone—Croydon 2046. 


AIR LINE TO THE CONTINENT. 


that the number of real business men who travel by air 
steadily if slowly increasing. Speaking to a promin 
shipping man the other day, we were informed that whi 
air travel bored him and made him ill, he simply had to , 
it because it saved him time. 

Miss Boll, Mr. Bert Acosta and Mr. Levine propose 
start from Croydon for New York as soon as weather con 
tions are favourable. Their Junkers machine, similar to ; 
Bremen, is housed at Croydon, and a runway has be 
marked out from the Control Tower straight across the , 
Plough Lane level crossing. The pilot believes he will 
in the air before he reaches the level crossing, and we hc 
this will be the case, not only for the sake of those in { 
aeroplane, but also on account of those householders 
Wallington who live in the direct line of flight, and y 
will probably be topping their breakfast egg about the ti 
of the take-off. 

Mr. van Lear Black, the American business man who |} 
travelled some 70,000 miles with K.L.M. has returned 
America until early next year. On his return, he propo 
to fly from London to Cape Town and back, and then me 
a return trip London—Tokyo. 

After this his aeroplane, a Fokker monoplane with th 
Wright Whirlwinds, will be shipped to his home town, Ba 
more, and from there a series of trips all over America < 
into Canada will be made. From Baltimore, too, he will 
around the coast of South America and back. It will ¢ 
tainly be a feather in the cap of the K.L).M. to tour No 
and South America with one of their machines, piloted 
Messrs. Geysendorffer and Scholte, who have accompan 
Mr. Black on all his flights. 


NEW COMPANY. 

GENERAL AVIATION SUPPLY COoMPANY.—Private Co. Registered July 
Capital £1,000 in £1 shares. Objects: To establish and carry on a sct 
of aviation, and to carry on the business of manufacturers and 
pairers of and dealers in aeroplanes, hydroplanes, seaplanes, etc. 
directors are:—J. S. Lord, ‘ Adamroyd,” Todmorden; Mrs. 
Houghton Wade, 11, Agnew Street, Lytham. Solicitor: J. R. By 
Union Bank Chambers, Lytham. Registered Office: Union Bi 
Chambers, Lytham. 
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PERSONAL NOTICES. 


FORTHCOMING MARRIAGES. 


BARLOW—ANDERTON.—The engagement is announced of Fig. 
Richard Hugh Barlow, R.A.F., elder son of Col. Sir Hilary W. 
Barlow, Bt., C.B., C.M.G., and Lady Barlow, of Thruxton, Andover 
Rosamund Sylvia Anderton, younger daughter of the late Mr. F 
Anderton and Mrs. Temple, wife of Lt.-Col. R. D. Temple, D.s 
of Hyde Hall, Great Waltham. 

PYNE—HAIG.—An engagement is announced between Fit. 
Reginald Pyne, D.F.C., R.A.F., youngest son of the late Mr. Will 
Pyne, of Reading, and Miss Agnes Kathleen Haig, daughter of 
and Mrs. H. EB. Haig, of Clayton, Dairsie, Fife. 

MARRIAGE. 

RADCLIFFE—GREENWOOD.—On Aug. 18, at Cheltenham, Fr 
Radcliffe, B.Sc., A.R.Ae.S., younger son of Wm. Radcliffe, of Burn 
Lans., to Emmeline Greenwood, M.Sc., younger daughter of J. 
Greenwood, of Todmorden, Yorks. 

BIRTHS. i 

BRIE.—On Aug. 21, at “ Rocquaine,” 36, Glebelands Avenue, Wi 
ford, E.18, to Dorothy (née Agnew), wife of Reginald A. C. I 
Reserve of Air Force Officers—a daughter. 

HUNT.—On Aug. 20, at Hill Farm, Ellisfield, Basingstoke, 
Frances (née Selmer), wife of Frederick John Hunt, D.F.C._—a daugt 

JENKINS.—On Aug. 18, at Docking, to Fit. Lt. and Mrs. # 
Jenkins—a son. 


DAILY SERVICES: 


Telegrams— ‘ Flying Croydon.” 
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HAWKER AIRCRAFT 


“Aeroblane’' Photograph. 


The Hawker ‘‘ Hawfinch”’ is a new single-seater machine 

for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


; THE H. G. 
HAWKER ENGINEERING CoO., LTD. 


Specialists in Military Aircraft. 


Works: KINGSTON. 
Aerodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cables: HAWKER, KINGSTON. 
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JUPITER Via. 
(Ungeared, high alti- 
tude, 3°6 compression 
ratio.) ; 


Power at 5,000 ft :—415 
at 1,706, 455 at 1,870 
with 80/20 fuel, 

Equivalent Groun 
Powers :—520 at 
with 50/50 fuel. — 
Weight :—720 1b 
770 lbs. complete, re 
to fly. 


JUPITER VI. 
(Ungeared, get 
service, ° haga 
pression ratio.) 
Power at GroundLevel:— 
4.4.5 at 1,700, 485 at 1,870 
with 80/20 fuel. 
_-Weight :—720 Ibs. bare, 
780 lbs. complete, ready 
jro fly. 


JUPITER VIAt. 


(Ungeared, commer- 
cial, 5 to 1 compression 
ratio.) . 
Power atGround Level :— 
420 at 1,700, 460 at 1,879 
with aviation tuel, 
Weight : - 720 lbs. bare, 
780 lbs. complete, ready 


'* Bristol’ Jupiter 
Series VIA 


to fly. 
+. 
: 
Designed and Manufactured by < ae Bg 
AHAB pBRES TOL GAR ROP LAIN EEC Oe ieee ee 
FILSON oe gee = ROT eee ‘wat 
Telegrams: ‘' Avialion, Bristol.”’ Telephone : 3906 Bristol. 
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“AND THOU ART FLYING TO A FRESHER CLIME.” 


(SHAKSPEARE—Richard II.) 


machine was supplied by A.D.C. Aircraft Ltd. Mr. King is now on his way home. 


ere _. ON HIS MARCONI EQUIPMENT. 


Courtney “*T have insisted always that it is necessary to have a sea- 


: 
” worthy machine and efficient wireless for ocean flights . . . 

a tain These principles have just sayed our lives in probably as 

bad a situation as aviators were ever in.—Courtney.” 


MARCONI’S WIRELESS TELEGRAPH COMPANY, LIMITED, 
Marconi House, Strand, London, W.C.2. ——”_wa 
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Telephones:- 
ee Gerrard 2312. 
. Regent 4728 
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“Tetrafree, Piccy,London. 


Hendon (London, NW. 
YorkCU-S ay “4 
Milan (Italy) 
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TRAINING AEROPLANES 


have been built in larger 
numbers, have produced 
more and better pilots and 
are acknowledged and 
proved to be better for all 
training purposes than any 
other aeroplane in the world. 


FTER ten years they are still 
used exclusively by the British — 
Royal Air Force and are the stan- 
dard training equipment of more 
than thirty military Air Services 
throughout the world. 3 


For particulars write to: 


A. V. ROE & CO., LIMITED, MANCHESTER. 


London Offic sea an rtment: 166, Piccadilly, W.1. 
Experime Pat Hamble, Southampton 
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ON AVIATION 


AT HAREN. 


- the Brussels-Haren aerodrome one found enormous 
vity. We just struck it at the busy hour in the middle 
he day when what is known as “ correspondance ’’ was 
ull blast. On the ground when we arrived was a three- 
ined Sabena-Handley Page, a twin-engined Handley Page 
nging to Imperial Airways, three K.L.M. Fokkers, a 
nan Jabiru and about half a dozen assorted single-engined 
hines which were too far away on the aerodrome to be 
ly recognisable. Inside an hour the whole lot had cleared 
‘© yarious destinations, North, South, East and West. 
ye aerodrome buildings at Haren are not so beautiful as 
e at Schiphol and Waalhaven. They are older and have 
| more wear and tear. But new buildings are being 
ted and, from what one saw of them, one can safely say 
when they are finished they will be for their size com- 
ible with any in the World. Also an elaborate arrange- 
t of concrete run-ways and debarkation places is being 
out for several hundreds of yards. 

their buildings are not up to the Dutch standard, one 
at any rate say that the officials of the Sabena (Société 
nyme Belge d’Exploitation de la Navigation A érienne) 
in no way behind their colleagues in Holland in the 
ters of efficiency and courtesy. One arrived without any 
»ductions and, unfortunately, without any of THE AFRO- 
Q’S official cards with which to introduce oneself, but 
ybody from the Custom’s officials upwards and down- 
is did everything possible to facilitate our movements. 
1e particularly wishes to acknowledge here the kindness 
efficiency of Mr. Mertens, the official interpreter of the 
na. Not only did he perform his duties for all the 
mus passengers with skill and address, but after the 
erous air liners had departed he gave up the sacred hour 
ne déjeuner to acting as one’s guide, philosopher, and 
id during a prolonged and very interesting visit to the 
cs of the Sabea firm (Société Anonyme Belge de Con- 
stions Aéronautiques) which are on the aerodrome. 


|OVER THE CARIBBEAN.—A Vought Corsair 
» hitney Wasp engine), belonging to the U.S. 
| uring the last U.S. Navy manceuvres. 
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IN THE LOWLANDS.—II. 


AT YHE SABCA WORKS. 


One arrived there with an introduction from friend Kool- 
hoven to M. Poncelet, Manager of the Sabca works. At 
the moment M. Poncelet was busy on the Military side of 
the aerodrome, as his firm has big orders in hand for the 
Belgian Army. He telephoned that he would arrive as soon 
as possible and that in the meantime one was to be in 
charge of M. Joseph Goudentops, his chief technical assistant, 
and formerly a well-known war pilot in the Belgian Service. 

In effect, M. Poncelet and M. Goudentops arrived almost 
siniultaneously, and one had the honour of being escorted 
round the works by both of them. The Sabca works are ex- 
tremely interesting, for the work in hand includes every- 
thing from the biggest to the smallest types. And in 
addition the firm is building Jupiter engines under sub- 
licence from the Gnéme-Rhéne firm. 


The first thing to which one was introduced was a very 
neat light aeroplane designed by M. Goudentops. This is a 
three-seater monoplane with a Walter (Czecho-Slovak) radial 
engine. The passengers and pilot sit in tandem, one pas- 
senger in front and one behind the pilot. Only the fuselage 
was finished, but from what one could see of the general 
lay-out it looks like being a very interesting and highly 
efficient little aircraft. 

In the same shed was an experimental machine of quite a 
startling type. In front of the wings of a fairly normal biplane 
projects an enormous bulbous nose. Stowed away inside it 
is an air-cooled engine of sorts, which drives by way of gear- 
ing an internally-toothed ring which revolves outside the 
bulbous nose. And on the outside of this ring are a multi- 
tude of small airscrew blades. 

In front of this multi-bladed airscrew sits the pilot, where 
he is quite sure of collecting anything’ that he happens to 
meet. It is rather like the old American Gallaudet, only 
in that the airscrew ring revolved round the fuselage behind 
the wings. The machine is not of Sabca design. 

Also in this shed was what must be very nearly the last 


two-seat observation shipboard biplane (425 h.p. Pratt and 
light cruiser ‘‘ Trenton,’’ flying over Guantanamo Bay, Cuba, 
The Corsair isa convertible land or seaplane and is standard equipment 
in the U.S. Navy and Marine Corps. 
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one-and-a-half strut Sopwith in the World. One gathers that 
it is used for joy-riding. 

In another shed were a couple of those interesting little 
Poncelet ‘“‘ D.P. Limousine ’? monoplanes which have already 
been illustrated in THE AEROPLANE and in All the Word’s 
Aircraft. With a 50 h.p. Anzani engine, which is none too 
reliable at best, this side-by-side cabin machine puts up a 
speed of something between 80 and go miles an hour, which 
shows it to be quite efficient. 

In the shed also was a single-seat all-metal monoplane 
fighter with a Jupiter engine. This has been designed and 
constructed by a young Belgian engineer, whose name one 
was unable to obtain. One gathered that the machine was 
merely being garaged in the Sabca works and that the firm 
has nothing to do with its construction. It is built entirely 
of some aluminium allgy and though there are obvious de- 
fects in the lines of its fuselage, it is certainly an interesting 
experiment. 

About the most interesting new construction in the Sabca 
works is an enormous monoplane with a span of 28 metres, 
or something over go feet, which is: being built for a through 
service between Belgium and the Congo. It is to have three 
engines giving a total of 1,500 h.p. (type not disclosed) and 
the designers hope that it will do the journey regularly in 
six days. The cabin accommodation in the vast fuselage 
seems to be about as big as that of the average Pulman car. 
One looks forward with interest to the first appearance of 
this distinctly unusual machine. 

A large section of the Sabca works is being devoted to the 
production of the Breguet XIX, a type which entails an 
enormous amount of special tool-work to produce the colossal 
number of intricate aluminium parts of which the machine is 
built. It is said to be very cheap to build when once the 
tools have got to work. And, of course, all the World knows 
that the machine, when finished, is a highly efficient air- 
craft. But one is struck by the thought that by the time the 
tooling-up of a factory is finished the machine itself is 
already out of date. 

There is room for plenty of argument as to which is the 
better proposition for mass-production in time of war. On the 
one hand is the Breguet requiring heaps of tools, operated 
by people with no mechanical knowledge. On the other is 
the Fokker needing a certain amount of trained workers, 
but otherwise nothing but plenty of timber and steel tubing, 
and buzz-saws, hack-saws, glue-pots and gas-pipes. 

Among the other products of the Sabca works are a 
number of Avias built under licence from the well-known 
Czecho-Slovak firm. These are exceptionally well built and 


THE TRAVELLING ROUNDABOUT. 


i The Cierva Autogiro (Lynx engine), 
flying with a passenger somewhere in the region of Cramlington, Northumberland, during its recent tour round 
Great Britain.—(Photograph by courtesy of the Newcastle Aero Club and the “ North Mail.’’) 


show that the Sabca people can produce aircraft whic 
workmanship are the equal of any in the World. 

Altogether one was very much struck not only by the 
of the Sabca factory and the amount of work in pro 
there, but by the high quality of the workman 
Although one has known the name of M. Poncelet for ; 
years as a clever and intellectual designer, one hac 
realised that the Sabca works were anything like as 
portant as they are. One thanks M. Poncelet anc 
Goudentops very sincerely for all the time they devote 
showing one their products and for their extreme courte 
giving one, by way of the helpful Mr. Mertens, so ; 
interesting information. 

One’s visit to Haren was ended by a pleasing drive 
Brussels is one of the Sabena ’buses, a very comfortable 
well equipped affair. The K.L.M. people and the $a 
seem to realise fully the importance of transporting 
passengers in comfort between their cities and their 
dromes, leaving the mere slowness of the journey to | 
home the essential difference between air and gr 
transport. 

SOME GOSSIP. 

That ended one’s brief investigation of Civil Aviatio 
Holland and Belgium. One only wishes that there had 
more time in which to converse with people at the va 
places one visited. Being so much on the direct lines 
all parts of Europe those concerned with Civil Avyiatio 
these countries pick up quite a lot of extraordinarily inte 
ing bits of information about what is being done and tho 
in other countries. 

For example, someone remarked that during the k 
visit to the Belgian Congo the King and Queen of 
Belgians travelled several thousands of kilometres by air 
the Congo forests and rivers and so, travelling in com 
saved themselves many days of uncomfortable journe 
boat. Surely if a King and Queen think that the time s 
justifies the extra risk of travel by air, that is the 
possible argument in favour of ordinary beings using 
transport. 

Another amusing little bit of gossip picked up in Ho 
is that the German Government is financing Herr O 
experiments with the rocket-driven car and the rocket-d 
aeroplane with the idea that a similar system of propu 
may be used to help heavily-laden aeroplanes to get off 
dromes which otherwise would not be big enough for the 

One offers this information to the Air League for p 
gandist purposes. They will surely be able to persuade 


misguided members that with the help of such appar 
when fully developed, Germany, or France, will be ab 


piloted by Mr. A. H. C. Rawson, 
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«Recent Napier Achievements 


No other engine 
has such a record 


The Napier aero engine was fitted to the Supermarine-Napier 
seaplane which holds the World’s air speed record over 100 


kilometres SPEED 283.313 m.p.h. 


The Napier aero engine was fitted to the De Havilland “ Hound ” 
aeroplane which holds the World’s air speed record over 100 
kilometres while carrying a load of 1,000 kilograms 


SPEED 162.292 m.p.h. 


The Napier aero engine was fitted to the De Havilland ‘“‘ Hound ” 
aeroplane which holds the World’s air speed records over 500 
kilometres while carrying loads of 500 and 1,000 kilograms 


SPEED 158.663 m.p.h. 


The Napier aero engine was fitted to the Supermarine-Napier 
seaplane which won the Schneider Trophy for Great Britain in 1927 


SPEED 281.6 m.p.h. 


The Napier aero engine was installed in the four Supermarine- 
Napier flving boats which flew from England to Australia 


144,000 engine miles 


The Napier aero engine was fitted tothe Fairey-Napier aircraft which 
on two occasions have flown from Cairo to Cape Town and back 


100,000 engine miles 


Don’t experiment. For reliability 
and efficiency make certain of success 


by installing the tried and proved 


NAPIER 


The finest aero engine in the Worla 
*Phone D. NAPIER & SON LTD. 


’Grams 
Chiswick MG ON. L,.ON-D ON, Moneyer, 
1220 W 3 Act, London. 
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drop at least 50 per cent. more bombs on defenceless London 
(Down with the Air Ministry!!) because the machines will 
be able to get off with a bigger load. 

Incidentally, one’s informant stated emphatically that 
during the War the British Navy used a somewhat similar 
device to give extra speed to submarines so that when one 
of them happened to be located at a certain spot it might 
add for a short time many knots to its speed and thus 
escape from the area which would be combed-out for it by 
hostile surface-ships, the captains of which would assume 
that with its known speed it could not be in a certain time 
outside a certain radius of the place where it was located. 

MACHINE-GUN ARRANGEMENTS. 

Yet another piece of interesting gossip is the fact that the 
latest German theory of air fighting entirely does away with 
interrupter-gears and the need for firing through an air- 
screw. The latest idea seems to be to cock the machine- 
guns up so that they fire upwards just over the disc covered 
by the airscrew. Prism sights are used. 

Instead of attacking a bombing machine by diving on it 
from above, or flying level with its tail, where the attacker 
would be an easy mark for all the machine-guns in the 
bomber, the idea is that the fighter shall fly straight along 
underneath the big machine and rake it from end to end. 
Thus he would only be subject to the fire of guns below 
the bomber. 

The claim is made that even in a dog-fight between single- 
seat fighters this gun-arrangement has advantages. In at- 
tacking with guns firing straight ahead the attacked machine, 
if at all skilfully handled, can be only momentarily in the 
sights of the attacker’s guns. But with cocked-up guns, so 
one is told, a pilot can do a steep turn or a loop and keep 
his sights on the target machine while it also is being 
turned or looped. 

Of course Germany is not allowed to make any fighting 
machines, but even the Treaty of Versailles cannot prevent 
the ingenious German mind from thinking out the problems 
of the next war. And it cannot prevent clever German pilots 
from experimenting on fast single-seat civilian machines 
with cocked-up camera guns. So perhaps it might be worth 
our while to try a few experiments of our own along these 
lines. 

Incidentally, one’s informant says that the guns are not 
fixed with the barrels dead parallel with one another, but 
that one is cocked-up slightly more than the other so that 
the streams of bullets cover a greater area. 


THE BELGIAN LITTORAL. 

Finally, as to the much advertised Belgian Litt 
doubtless so called from the French word lit, a bed, a; 
are probably more beds to the foot-run .of coast-lin; 
anywhere else in the World. (Thank you, Mr, C 
Scholar. One does know the true etymology of littoral 

Why anybody wants to go there one cannot unde; 
Ostende is a kind of Blackpool. Heyst is Margate y 
the Jews to make it funny, Duinberg and one or two 
superior places about reached the level of Cliftonville 
Knocke-Zoute may perhaps be compared in thei 
esteemed super-superiority with Westgate or Broa 
Living costs at least as much as it does at any Englis 
side resort and the material of the food is not as 
Wines, beers and liquors are as dear as they are in E; 
and in the hotels a trifle more so, class for class. Mot 
is a good deal dearer than in England. 

The water-supply is hard enough to take the edg 
rough file, let alone a razor. If there is a canal to wir 
one might as well be in a London sewer. The san 
good so long as there is an on-shore breeze, but wh 
wind is off-shore and the weather is warm there is a 
of black flies. There is nothing in the shops which 
be bought better and cheaper in England. The sole 
tion of the coast line is the good-nature and courtesy 
indigenous inhabitants. And one gathers that most o 
get away from it in the Winter. ; ; 

Decidedly Bruges, Brussels and the interior of Belgi 
well worth visiting. Brussels needs re-painting, bi 
must make allowances for what the War cost Belgium 

One of the chief entertainments of Brussels seems 
running charabane trips for English visitors to the 
field of Waterloo at 45 francs (about 6s.) per head. 
passing a few dozen of these vehicles, a bright youn, 
remarked, ‘‘ I wonder whether they contribute to ow 
ing-fields.”? (Etonians please note.) 

About the one saving grace of the Belgian Littoral 
one can get the London papers there before mid-day 
day of issue, thanks to a highly efficient K.L.M. service 
has been flying the papers to Ostend. Also, if one h 
doubt about the time, one can generally set one’s wa 
the inward and outward K.L.M. machines between | 
and Amsterdam. Which is another advantage which 1 
League might produce as showing the superiority of : 
aviation as against this country in which we have 
lines by which to set our clocks.—c. G. G. 


M. BOKANOWSKI. 


All who are concerned for the welfare of aviation will 
learn with the deepest regret of the death of M. Bokanowski, 
the French Minister of Commerce and Secretary for Aviation, 
who was killed in a flying accident near Toul on Sept. 2. 

M. Bokanowski and three other passengers were starting 
from Toul in a Spad biplane to fly to a meeting at Clermont 
Ferrand. According to local reports the machine got off 
badly and after travelling about three kilometres the engine 
began to mis-fire. The machine lost flying speed, nose- 
dived into a field and caught fire. 

Apparently it was a very ordinary case of the pilot mis- 
judging his speed and stalling the machine, and it seems 
to have resembled the unfortunate accident which occurred 
recently to an Imperial Airways single-engined machine 
which was making a test flight. The machine belonged to 
the Compagnie Internationale de Navigation Aérienne and 
was not a French Service machine. Those who have seen 
the old type Spad biplanes which used to operate from 
Croydon will not be at all surprised at the accident. Though 
quite fast when in the air they always seemed to take off 
with difficulty and their wing section seemed such as to give 
them an inclination to stall suddenly. The later type with 
greater power developed from that early type is practically 
an enlarged version of it. 

M. Bokanowski was a young man to hold such an im- 
portant office, being only 49 years of age. He was a 
man of remarkable intelligence and genuine ability. Obvi- 
ously by his name he was of Polish extraction but in speech 
and manner he was typical of all that is best in the com- 
merce and politics of modern France. That he should have 
died in a singularly stupid aeroplane accident is one of the 
greatest tragedies that has happened to French Aviation for 
many years. One can only hope that it may direct the at- 
tention of those who are responsible for French Civil Avia- 
tion to the importance of providing adequately for the safety 
of passengers by air, a matter in which French Aviation 
ee been notoriously bad ever since Commercial Aviation 

egan. 

On this point one must refer to a flagrant injustice com- 
mitted by a writer in the London Daily Express who pro- 
duces daily gossip under the pseudonym of ‘‘ The Drago- 
man.’ Referring to this accident he says :— 

The French Air Force has recently been suffering from a terrifying 
number of accidents—almost as many, perhaps, as those of the Royal 


Air Force—and the terrible accident in which M. Bokanow 
his life yesterday near Metz is likely to cause consternation 
nautical circles. 

In the first place M. Bokanowski’s accident had not! 
do with the French Air Force. It was purely a comp 
affair. _ 

In the second place, and this is where gross imjusti 
obvious prejudice is shown, the death rate from ac 
in the French Air Force is very much higher im pro 
to the mileage flown than it is in the Royal Air 
There was absolutely no excuse or reason whate\ 
dragging into this paragraph either the names of the 
Air Force or the French Air Force. 5 

On the other hand, one does agree with “ The Drag 
that M. Bokanowski’s death is likely to cause comste 
in aeronautical circles in France: If for that reason 
thing is done after all these years to make Frenc 
Aviation as safe in proportion to the mileage flow! 
Civil Aviation all over the British Empire (remember 
extraordinarily fine record of Civil Aviation im Austra 
Canada) or even if it can be made as safe as is flying 
Royal Air Force under Service conditions, perhaps | 
of M. Bokanowski may not have been wasted.—t. G. 

The following telegram has been sent by Sit 
Hoare, Secretary of State for Air, to His Exceller 
French Ambassador :— | 

I am profoundly grieved by the news of yesterday’s deplora 
dent and of the sad and irreparable loss which the French Gov 
and French aviation have sustained in the tragic death of 1 
Bokanowski. Your Government has my deepest sympathy and 
ask you also kindly to convey to Madame Bokanowski a assv 
my sincere condolences. | 

Sir Samuel Hoare has asked the British Air Att 
Paris to convey the following message to the Chief 
Direction de lVAéronautique :— : 

Air Council are deeply grieved to learn of deplorable 
involving death of M. Bokanowski and tender their profound - 


CAPTAIN AMUNDSEN’S FATE. 


According to Press reports a fishing vessel picke< 
seaplane float near Tromsé and this float has sinc 
identified as part of the Latham seaplane on whic 
Amundsen set out to attempt to locate and rescue t 
vivors of the Italian airship Italia. , 

From this evidence the conclusion has been drav 
this machine was lost at sea relatively shortly after 
Tromsé on June 18 and that all the crew have peris 
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THE 1928 ROYAL AIR FORCE 
AIR 
MANOEUVRES 


Extracts from Official Communiqués 


* . . .the “Foxes” proved too fast, 


and no casualties were claimed. 


14.8.28 


“The most interesting feature of 
this evening’s operations was an 
attempt to intercept the fast “Fox” 
bombers” ... “but once more the 
*"Foxes”’ escaped, thanks to their 
great speed.” 15.8.28 


Extracts from Daily Press 


“The sensational feature of the manoeuvres has been the ability shown 
by a high-performance bomber, the “ Fox,” to escape interception, a 
number of these “Foxes” have run the gauntlet of the defences again and 


39> 


again,’ ... “the “Foxes” actually outstripped the machines that were 
intended to cut them off and succeeded in dashing out of the war-zone 
unscathed.” “In the vital problem of bomber v fighter, the “Fox’’ has 
scored an emphatic triumph for the former.” 

The ‘ Daily Mail.” 17.8.28 


“One of the most remarkable facts emerging from the manoeuvres 
. . ¢ 
is the extraordinary success of a fast type of bomber known as the “Fox.” 


““A squadron of these machines, flying at great heights and speeds, 
has penetrated the defence zone again and again”... . “the bombers 
proved actually faster than their assailants, and managed to escape with- 


out losses.” “They have gained a signal triumph.” 
The ‘‘Daily Chronicle.” 17.8.28 


“In the judgement of the experts the only type of bombers that are of 
any use for this work are high speed, self-fighter bombers, such as the 
Fairey Napier III. F. and the ‘Fox.’ ” 

The ‘Evening News.” 17.8.28 


The Fairey Aviation Company were 
the originators of the high-performance 
day-bomber. It is the application of inten- 
sive scientific research and careful attention 
to streamlining that has rendered possible 
the outstanding performance of modern 
Fairey Aircraft. 


The hile . 
Fairey Aviation Co.,Ltd. | , <x 
Hayes, Middlesex lee Sa 
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A PROBLEM IN AERODYNAMICS. 


The Japan Advertiser of Aug. 7, describing the mishap to 
the two Polish aviators who fell into the Atlantic in an at- 
fempt to fly to America, says, ‘‘ the fliers were reversing 
the plane between Portugal and the Azores when the acci- 
dent occurred.” 

This is evidently a mis-translation of a Polish telegram 
by an English journalist in Japan. It was equalled some- 
where early in 1911 by a scientific colleague on the old blue 
Aero who picked up a photograph of the. tail-first Voisin 
Canard, which, being a dual control machine, was described 
by the French photographer as an “ appareil & double direc- 
fion.’’ ‘‘ Ah,” said he, looking very wise, ‘‘ I see the French 
have produced an aeroplane which flies either way.”’ 

Strange to say, scientists are still undecided as to whether 
a dragon-fly flies backwards. 


AN ATLANTIC ATTEMPT FIASCO. 


On Aug. 25 Capt. Coudouret, accompanied by Lieut. de 
Mailly-Nesle and Capt. Mailloux, attempted to take off from 
Le Bourget in a Bernard monoplane to fly the Atlantic. 

After a long run the machine jumped a brook, continued 
for a further 1,000 yards, and brushed through some trees 
and then approached some high-tension cables. The pilot 
‘realising that he could not clear these went underneath them, 
-only to be faced by a set of telephone wires too low to permit 
him to repeat the performance. He attempted to rise over 
‘the wires, but was unable to clear them, and the machine 
‘tore them down, at the same time damaging its underslung 
radiator and undercarriage. 

He then returned to Le Bourget, and after releasing some 
.of his petrol landed safely. 


ANOTHER ATLANTIC ATTEMPT. 


Sergeants Assolant and Lefevre, who are proposing to 
attempt to fly the Atlantic in a Bernard monoplane (His- 
pano-Suiza engine), made their first essay on Sept. 3. 

In the presence of a large crowd of soldiery, police, jour- 
nalists and others, they covered a fraction of the distance 
to America across Le Bourget Aerodrome, but the machine 
came to a stop without leaving the ground. It was found 
on examination that the petrol had not been turned on. 

On Sept. 4 they succeeded in getting off, and at the time 
of going to press news of them was awaited. 


THE FATE OF THE SAN RAPHAEL. 


During the last week in August an aeroplane wheel and 
tyre was washed up on the coast of Iceland. The tyre bore 
the marks ‘ Palladium Cord, Aero Standard, 1000 x 220, 
106009, 7-27.” 

From these particulars Etablissements Palladium of Paris 
have definitely identified the tyre in question as one of a 
pair supplied to the Fokker Works, and there is strong 
reason for believing that it was fitted to the San Raphael, 
the Fokker F.7 on which the late Lt.-Col. Minchin and Mr. 
Leslie ‘Hamilton, accompanied by Princess Lowenstein- 
Wertheim disappeared in the course of an attempted Atlantic 
flight which started on Aug. 31, 1927. 

This find would appear once and for all to’ refute the belief 
that this expedition succeeded in crossing the Atlantic and 
swas lost in some desolate part of Canada. 


EQUATORIAL AVIATION. 
Riberalta on the Rio Beni. 


INDIA—ENGLAND. 
On Sept. 2 Mr. C. D. Barnard and Mr. KE. H. Alliot 
Karachi on the Fokker monoplane Princess Xenia (B 
Jupiter engine) in an attempt to fly from India to En, 
in four days. They reached Bushire, a distance of 
miles, the same day. ee 
On Sept. 3 they left Bushire for Aleppo. ae 
It will be remembered that they attempted to ff 
England to India, accompanied by Her Grace the 
of Bedford, some time ago, but after reaching Bus} 
three days were compelled to abandon their flight ow: 
airscrew and engine trouble. a 


AN UNSUCCESSFUL EFFORT. 
Herren Risticz and Zimmerman, who last year set 
World’s Duration Record of over 65 hours on a Ju: 
W.33 machine (Junkers L.5 engine), left Dessau at 
hours on Sept. 2 on an attempt to break the World’: 
tance record, flying the same machine as that used for 
duration flight. 
Bad weather forced them to land near Moscow on the 
ing of the day of starting. 


AN AUSTRALIA—NEW ZEALAND Al 
SERVICE. 

According to a statement from Sydney a representati 
the Dornier Company is at present in Australia where 
making proposals for flying-boat services between Aus 
and New Zealand and Australia and Tasmania. 

He has approached the Controller of Civil Aviation 
reference to the grant of a mail subsidy for the operati 
a Sydney—New Zealand service by a company finance 
English, Australian and New Zealand capital, probably 
some support from the Dornier Company. The sugge 
is that Dornier’ Wal flying-boats with British engines s! 
be used. 

In reply to a question in the House of Represente 
on Aug. 24, Mr. Bruce, the Prime Minister, said tha 
Postmaster-General would confer with the agents of 
company. 

Another report from Melbourne says that Mr. 
Hinkler, Mr. Parer and a Mr. Burlington are associated 
the formation of a company to operate a flying-boat se 
between Sydney and Wellington. This company states 
they will commission within a year two 15-seater Austr: 
built all-metal amphibians each fitted with two Britis! 
gines, but that owing to lack of British backing it is 
templated that there will be 25 per cent. foreign int 
in the company. ‘These two reports may possibly refer t 
same subject. 


MUNICIPAL AIRMINDEDNESS. 

The Lord Mayor of Manchester has announced tha 
proposes to convene a meeting of prominent Manct 
business men, including representatives of the Chamb 
Commerce, the Royal Exchange, and the various c 
associations, for the purpose of considering the desira 
of founding a municipal aerodrome. 

The Hull Chamber of Commerce and Shipping ha: 
pointed a special committee to advance a proposal fo: 
establishment of an air service for the transport of : 
between England and the Continent with Hull as the 
warding point. The committee has been empowered t 


opt the services of an aeronautical adviser. 


- ~ 
Mr. J. R. King flying the Bolivian D.H.9 (Puma engine and Short floats) a 


He is now on his way back to England, 
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AERO ENGINES HAVE GIVEN 


PROOF 


OF THE 


UTMOST RELIABILITY 


in World Flights by Famous Pilots, in Air Racing, in the Daily 
Round of Club Work, in Service Training on Land and on Sei, in 
Great Britain, Europe and throughout the Whole World. 


eet ANDING A CIRRUS fe ACHIEVEMENTS. 


ENGLAND — AUSTRALIA. IN 16 DAYS. 
ENGLAND — AUSTRALIA. With passenger. 
LONDON — CAPETOWN — LONDON. 
LONDON — CAPETOWN. IN 13 DAYS. 
LONDON — CAPETOWN. Lady Pilot. 
CAPETOWN — LONDON. Lady Pilot. 


t KING’S CUP AIR RACE, 1926. BRITANNIA TROPHY, 1927. 
t KING’S CUP AIR RACE, 1927. Ist SIDDELEY TROPHY, 1928. 
efc., etc. 


“CIRRUS” engines are in use by The British Royal Air Force, 50 Light 
Aeroplane Clubs, and 26 Different Countries, and are fitted in D.H. ‘‘MOTH,” 
AVRO “AVIAN,” WESTLAND ‘‘ WIDGEON,” SIMMONDS ‘‘SPARTAN,” 
SHORT ‘‘MUSSEL,” and 21 Foreign Types of Light Aeroplanes, in GERMANY, 
ITALY, JAPAN, SWITZERLAND, CANADA, U.S.A., etc. 


The requirements oo MANUFACTURERS, PRIVATE OWNERS, CLUBS, and 
NAVAL and MILITARY PURPOSES are met by these two engines: 


75/80 hp. “CIRRUS” Mark IL. 
85/95 hp. “CIRRUS” Mark IIL. 


Manufacturers :— 


A.D.C. AIRCRAFT, LTD., 


REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
ie Constructors of ‘‘ CIRRUS "' and “NIMBUS” Aero Engines. Telegrams— 
1 4076. Constructors of ‘‘MARTINSYDE” Types of Aircraft. Airdiseo, Landon 


KINDLY MENTION “THE AEROPLANE” WHEN CORRESPONDING WITH ADVERTISERS. 


420 


The Aeroplane 


SEPTEMBER 5, 19 


THE ROYAL AIR FORCE. 


Appointments. 
Week ending Sept. 3. 

GENERAL DuTIES BRANCH.—Squadron Leader K. M. St. C. G. Leask, 
M.C., to No. 1 S. of T.T. (Apprentices), Halton, 20/8. 

Flight Lieutenants C. H. C. Woollven, M.C., to R.A.F. M.T. Depot, 
Shrewsbury, 26/8. T. P. Y. Moore, to R.A.F. Station, Tangmere, 15/8. 
E. J. Cuckney, D.S.C., to R.A.F. Station, Worthy Down, 12/8. 
R. J.-M. .De-St. Leger, to R-A.F. Station, «Kenley, -15/8. A. I: Iaing, 
to R.A.F. Station, North Weald, 15/8. <A. F. Scroggs, to R.A.F. Depot, 
Uxbridge, 17/9. LL. Young, to R.A.F. Station, Upavon, 14/8 C. S. 
Richardson, to No. 13 Sqdn., Andover, 24/8. 

Flying Officers G. H. Huxham, to No. 4 Sqdn., Sth. Farnborough, 


30/8. <A. C. Evans-Evans, to R.A.F. Station, Upper Heyford, 24/8. 
H. I. (Cozens, to RACE) Depot, Uxbridge, s/o. R. 4Omyones; to RVA-E. 
Depot, Uxbridge, 16/9. A. F. Hutton, to R.A.F. Depot, Uxbridge, 
29/9. 


STORES BRANCH.—Flying Officers R. N. Hesketh and B. G. Pool, 
to Home Aircraft Depot, Henlow, 7/8. 

Pilot Officers G. Matthews, E. N. A. Crowe-Browne, M. J. Scott, 
L. F. Oldridge, A. W. Rule, J. S. French, E. J. H. Starling, P. Dennehy, 
J. W. Hunt, P. V. Edwards, H. KH. Freeston, J. E. Reynolds, F. G. 
Lee, all to Home Aircraft Depot, Henlow, 7/8. 


Prize Cadetships at Cranwell. 
The Air Council have awarded Prize Cadetships of a value 
of £105 per annum for two years to the following successful 
candidates at the examination held in June last for entry 


into the Royal Air Force Cadet College, Cranwell :— 

D. R. S. Bader (St. Edward’s School, Oxford), A. G. Cleland (Hereford 
High School), R. B. Dashper (Shaftesbury Grammar School), C. E. 
Littler (Rossall School), R. F. Smith (Highgate School), D. G. 
Vaughan-Fowler (Imperial Service College). 


Fatal Accidents. 

The Air Ministry regrets to announce that as the result of 
an accident at Abu Sueir, Egypt, to an Avro machine of 
No. 4 Flying Training School, Abu Sueir, on Aug. 29, 1928, 
353030 L-AC. Sydney Charles Stevens, the pilot and sole 
occupant of the aircraft, was killed. 

The Air Ministry regrets to announce that as the result 
of an accident near Nocton, Lincolnshire, to an Avro.ma- 
chine of No. 2 Flying Training School, Digby, on Aug. 30, 
1928, Plt. Off. James Graydon Riess, the pilot and sole 
occupant of the aircraft, was. seriously injured and died in 
hospital on Aug. 31, 1928. 

The Air Ministry regrets to announce that as the result 
of an accident at Amman to a D.H.9a machine of No. 14 
(Bombing) Squadron, Amman, on Aug. 31,-1928, 335369 Sjt. 
Victor Robert Saunders, the pilot of the aircraft, and 3358098 
L-AC. Frederick William Fletcher were killed. 

The Air Ministry regrets to announce that as the result 
of an accident at Grantham to an Avro machine of No, 3 
Flying Training School, Grantham, on Aug. 31, 1928, Plt. 
Off. Edward Leo Johnstone, the pilot and sole occupant of 
the aircraft, was killed. 

The Air Ministry regrets to announce that as the result 
of an accident at Great Glen, near Leicester, to a D.H.ga 
machine of No. 605 County of Warwick (Bombing) Squadron, 
Auxiliary Air Force, Castle Bromwich, on Sept. 2, 1928, Plt. 
Off. George Herbert Aldridge, Auxiliary Air Force, the pilot 
and sole occupant of the aircraft, was killed. 

The Far-East Flight. 

The four Supermarine Southampton flying-boats (Napier 
Lion engines) of the Far-East Flight, under the command 
of Wing Cdr. H. M. Cave-Browne-Cave, D.S.O.,: D.F.C., 
arrived at Thursday Island on Aug. 28 en route for Singa- 
pore. 


Sir John Salmond in Australia. 


On Sept. 1, Air-Marshal Sir John Salmond, who-has he 
advising the Commonwealth Government on the reorgani 
tion of the Royal Australian Air Force, arrived at! Adela: 
from Oodnadatta, thus completing his flying tour of A: 
tralia, covering a distance of approximately 4,000 miles, 
has new proceeded to Melbourne, cwhere he will prepare 
report for the Government on the question of air defences 

He will come Home by way of New Zealand and Cana 


R.A.F. SPORTS. 
Cricket. 


The R.A.F. beat the Royal Navy at the Oval on Ang 
27 and 28 by three wickets. They thus become the Sery 
cricket champions for the year, having beaten the Ar 
earlier in the season, also at the Oval, by 10 wickets. 

The Navy won the toss and made a score of 206 in { 
first innings. Sq. Ldr. C. B. Cooke bowled well, taking 
for 76. ‘The R.A.F. then went 1n and scored 74 for x wicl 
before stumps were drawn. 

On the following day the R.A.F. carried their overni: 
score to 285, Flg. Off. E. G. Northway making 83 in a pai 
taking innings lasting 43 hours, during which he gaye 
possible chance. Such an innings is often derided by th 
who, to be thrilled at all, must see the ball knocked o 
the stand on every conceivable occasion, but in a game tl 
is so essentially a team game and not an individualistic 
such an innings can be of immense value to a side. 

The Navy’s second innings yielded 146, Fit. I. Fulljan 
taking 5 for 36, including the ‘‘ hat trick.’’ This left | 
R.A.F. 158 to get to win. They started at ten minutes 
three and at tea time five wickets were down for 86. 
Ldr. B. E. Baker, Fit. Lt. V. Croome ands Bitaeec 
Adams indulged in some hard hitting at a time when st 
was called for and managed to knock up the required mn 
with three wickets still to fall. 

The R.A.F. played very well indeed. ‘Their fielding y 
smart and clean and all catches were held. ‘Their batti 
was resourceful and the bowling of .a sufficiently varied ble 
to keep the ‘‘ enemy ”’ on the watch. Altogether an exc 
lent game that was in the balance right up to the end. 

The details of the scoring were as follows :— 

R.A.F.—Flg..Off. M. S.-Shapcott,:c.-Shaw, b. Boucher, 30, b. Jephs 
25: Flg. Off, E. G. Northway,-c. Holland-Martin, b. Glenister, 
tur out, 1; Wing Cdr. C. H. B. Blount, hit wkt., b. Gataker, 54, 
Brooks, 16; Fit. Lt. E. A. Fawcus, l.b.w., b. Jephson, o, b. Brooks, 
Fig. Off. W.-K. Beisiegel, c. Holland-Martin, b. Boucher, 10, not ¢ 
o; Fit. Lt. R. E. G. Fulljames, 1.b.w., b. Brooks, 8, c. Stephens 
b. Boucher, 1; Sq. Ldr. B. EK. Baker, c. Halsey, b. Jephson, 24, 
out, 30; Fit. Lt. V. Croome, not out, 27, c. Shaw, b. Boucher, 
Fit Lt. C. D. Adams, b. Glenister, 23, c. Holland-Martin, b. Hals 
24; Flg. Off. R. ‘P. H. Utley; b. “Brooks; 63 Sqi udnamGemamc 00 
b. Brooks, 3. Extras, 17 and 13. Totals: 285 and 158 for 7 wkts. 

Royal Navy.—tLieut. R. J. Shaw, c. Northway, b. Cooke, 33, 1 
out, 34; Capt. C. H. Congdon, R.M., c. Blount, b. Cooke, 37, 1.b.w., 
Utley, 2; Pay Lieut. Cdr. Glenister, c. Croome, b. Cooke, 1, 1.b.w., 
Cooke, 13; Sub-Lieut. K. A. Sellar, b. Fulljames, 38, c. Cooke, 
Utley, 6; Major R. A. D. Brooks, R.M.; c. Adams, b. Cooke, 0, 
and b. Fulljames, 17; Sub-Lieut. R. H. Stephenson, b. Utley, 
c. Fawcus, b. Fulljames, 31; Lieut. Cdr. T: E. Halsey, not out, | 
not out, 23; Lieut. Cdr. S. Boucher, b. Cooke, 39, b. Fulljames, 


Lieut. Cdr. S. V. Jephson, c.: Adams, b.- Cooke, 5, c. Utley, b. F 
james, 4; Sub-Lieut. Holland-Martin, b. Cooke, 9; b. Fawcus, 0; § 
Lieut. G. G. Gataker, st. Croome, b. Fulljames, 7, 1.b.w., b. F 
Totals: 296 and 146. 


james, 12. Extras, 15 and 4. 


THE SEAFARING BRANCH.—A Blackburn Iris, an all-metal long-distance reconnaissance flying-boat, with three 
Rolls-Royce Condor engines. 
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TO TRAIN 
HER MILITARY PILOTS 
ON GIPSY MOTHS 


In preference to the many other machines 
available in the same category, Denmark has 
adopted Gipsy Moths for training purposes 
in the Royal Danish Air Force. Her choice, 
coupled with that of so many other important 
Dominion and Foreign Powers, is of immense 


Q Significance, substantiating once again that F PRICE 
Moth is “THE BEST LIGHT AERO- 
Z § PLANE IN THE WORLD.” £650 
READY TO 
@ ) ; ‘ f : FLY AWAY 
3 THE DE HAVILLAND AIRCRAFT COMPANY LTD. 
Stag Lane Aerodrome, Edgware, Middlesex. 
2 Telegrams : Havilland, Phone, Colindale. Telephone : Colindale 6160-6163 
_ THE DE HAVILLAND AIRCRAFT PTY. LTD. THE DE HAVILLAND AIRCRAFT CO. OF CANADA LTD. 
Whiteman Street, South Melboirne, Australia. 1001 Federal Buildings. 85 Richmond Street West, Toronto 2, Canada. 
o.3 - Telegrams : Moth, Melbourne. Telegrams : Moth, Toronto. 
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THE AFTERMATH OF THE 


[Lhe following article has been written by one of the most 
experienced men in American Aviation. He has no interest 
in any one make or type of aircraft or engine, and his views 
may safely be taken as those of an unprejudiced observer 
with an intimate knowledge of his subject.) 


<The outstanding feature of the recent Detroit Show was 
itsspurely commercial character. Of the two-score plane ex- 
hibitors, only one, Vought, is a purely military contractor. 
Two others, Fokker and Loening, have been military, but 
are working towards the commercial idea. 

Next in importance is the prospect of business ahead for 
the rest of the year for these commercial companies. One 
company completed and shipped over 125 ships in April, and 
another 98. These were of the open two- and three-place type 
and both concerns are behind on their orders: The same is 
true of other makers of ships in the same class on a some- 
what smaller scale. 

In the closed-cabin 200 h.p. Rass these makers are making 
20 or more ships per month; are behind on orders and are 
prevented from further expansion by engine shortage. 

The production of 400 h.p. ships and the multi-engine 
types is, of course, much smaller, but conditions are similar. 


It nent seein, therefore, that the prediction that some 5,000 
purely commercial airplanes will be produced in the U.S.A. 
in 1928 is not only possible but quite probable. Add to this 
the military and naval program and one has the ground-work 
of a real industry. 

From an airplane-design standpoint, one is not qualified to 
criticise or even comment in detail. However, in a general 
way,,the designs fall into a few classes. 

(x1) The single-bay biplane,—Which is the lineal descendant 
of the original Swallow. The Waco, Eaglerock, Travel Air, 
Laird and a number of others fall into this class. They all 
have approximately the same appearance, and their split- 
axle landing-gears are very similar in construction. Details 
are different, and one, at least, the K. M. Laird machine, has 
a fuselage made of dural tubing with clip joints and diagonal 
wire-strain bracing. 

(2) The high wing monoplane,—Descended directly from 
the Wright Bellanca and, perhaps, in a way, from the earlier 
Loening and Gourdou-Lesseure. ‘The outstanding examples 
in this class are, of course, the Fairchild and the Ryan 
Brougham, with the Stinson close behind. The under- 
carriages in these ships vary quite widely, and there are 
several exaniples of smaller machines of the same type. 

(3) The big ships,—These are too well-known to need much 
comment. The latest Ford has a tail wheel and it is under- 
stood that this will be standard for future production. _The 
latest Fokker Universal with Wasp Engine is a beautifully 
fitted up job and a fine flying ship. Next, comes the Hamilton 
Metalplane. This is a Wasp-engined job and appears to be 
very similar to the Ford in the general handling of the 
aluminium alloy structure. 

(4) The Flivvers.—Only two of these were noticeable. One, 
the Driggs Dart, is a small, clean-looking biplane, using a 
Watren-truss interplane bracing and a 4o h.p. 3-cylinder 
radial engine. 

(5) The Freaks.—The usual assortment of hopeless jobs. 
It would seem useless to call attention to them by comment 
and to annoy the makers by its nature. 

Special comment on a few ships seems worth while where 
they fall outside the above classes. 

(a) The Loening commercial amphibian.—This is a Wasp- 
engined ship following along the lines of the military type, 
but having a closed cabin finely fitted and designed for pas- 
senger comfort. 
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done, so that appearances may be deceptive. 


: probably not be very comfortable for long trips. 
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DETROIT AIRCRAFT SHOW. 


(b) The Ireland amphibian.—Simply a flying-boat with 
tractable wheels. ‘There was a Vickers first. It is well br 
and would appear to have a field. 

(c) The Bellanca.—Quite similar to the Wade Bellan 
but with a rather freakish undercarriage. If it weer’, 
should have a low parasite factor, 

(d), The Buhl Cabin Biplane.—There is nothing new ahi 
this, but it has.a very nice welded-steel fuselage, and { 


| undercarriage is exceptionally well designed to take er 


torque. 

(e) The Vought Corsair.—T his is an example of hole an \ 
design has been maintained in production by splendid « 
struction and detail improvement. Probably the best ol 
gear lay-out in the show. Also the best brake hook-up. T; 


hook-up, constructed entirely of rods, is much more effici« 


than the cable type. 

(f) The Cessna,—A pure cantilever high-wing cabin moi 
plane in the 200 h.p. class. Looks too light to be safe, | 
one was assured, that the stress analysis had been competen 
The cabin } 
little head-room, being rather like a modern car, so it wor 
Howev 
the high speed:.is 145 m.p.h. so that trips would be short 

Turning to details of construction. The split-axle lar 
ing gear was used on practically all ships. Brakes are fit 
as standard equipment on all the larger jobs and may 
obtained at added cost. On most of the smaller ones, bre 
controls are nearly all of the individual pedal type, givin; 
high degree of control on the ground. The pedal-gears | 
operation showed considerable variation and much ingenui 
Oleo-gears are fitted to practically. all the higher-priced shi 
and rubber on the lower-priced planes still holds a lead. 

All makers are studying the oleo-gear and its wider ad 
tion is only a matter of cost of construction. Many sta 
lisers were fitted with a quick acting gear having four or f 
positions instead of the slower military type with its mic 
meter adjustment. 

The engine division was most interesting because of | 
necessity for a development to take the place of the Cart 
OX-5, and 180 Hispano war-surplus engine. 

Wrights showed their standard jobs, but one was i 
that there will soon be a new series of 5, 7, and 9-cylin< 
engines, the latter being of 300 h.p. with smaller cylind 
than the present Whirlwind. There is also the possibility 
a 3-cylinder engine in the same series.. 

Pratt and Whitney showed their standard line, which 
having an increasing vogue in commercial work. One « 
not learn that they are preparing to produce anything small 

Packard showed their full line of water-cooled engin 
including the 1,200 h.p. X type. These seem to be pur 
military motors, and there was no example mounted in 
military plane. 

Curtiss showed pictures of their 
no engines. 

The new-comers are mainly radial: jobs, though there wi 
two examples of vertical air-cooled fours. 

The Warner radial, of approximately 120 h.p., seems to hi 


two-tow radial, | 


.much promise, though not much could be learned about 


The Le-Blond in 3, 5, and 7 cylinders will :probably me 
its mark if there is a demand for an engine of this si 
go h.p. in the 7-cylinder. Mr. R. K. LeBlond is a w 
known manufacturer of machine-tools so.that the engine 
sure to be well built. 

The Ryan-Siemens radial is just starting and is being mé 
from the designs of the German Siemens-Halske. The 1 


ported engine is highly praised so that the R.S. devel 
ment has a good start. 


THE LATEST COMBINATION.—A Fairchild F-C2 four-seat cabin aonoplne fitted wit the new 180 h.p. Curtiss 
Challenger six-cylinder radial air-cooled engine. 
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The two 4-cylinder air-cooled jobs were designed to take 
the place of the OX-5. Unfortunately, one did not have the 
time to go over them with any care, therefore comment is 
withheld. 

Surrounding the planes and engines was the usual list of 
accessories,—magnetos, bearings, castings, wheels, tyres, 
etc., not to mention the Airport Engineers who are supplying 
a real need. The City Committees on Airports; are finding it 
well-nigh impossible to select proper sites on account of 
politics and real estate people. Hence the Airport Engineer, 
who works secretly until he has covered all the possible sites, 
and then makes his report. He must be unbiassed for the 
sake of his future business. 

Summarising : The Show was a really commercial one and 
opened the eyes of Detroit, at least, to a new industry. The 
majority of the planes fell into two main classes. 

There was no evidence of any big advancement in designs. 
Unfortunately, Mr. F. Handley Page’s slots were conspicu- 
ous by their absence, though the gentleman hin.self was 
there. 

The split landing carriage is established and the oleo gear 
is coming. 

‘ Brakes will be standard equipment on practically all ships 
within a year. Even the Loening Amphibian is trying them, 
though in this case the result is problematic. 

Engines are predominantly radial. 

A new industry is under way, for the American financial 
world is beginning to take a monetary interest in it. 

Some of the military contractors will wish they had turned 
commercial sooner. All of them are thinking hard. 


AN AMERICAN AIRCRAFT SHOW. 


An invitation has been received from the United States 
Government for the participation of the British Empire in 
an International Conference on Civil Aviation which is to 
be held at Washington on Dec. 12, 13, and 14 next, and an 
International Aeronautical Exhibition which it is intended 
to hold at Chicago in the preceeding week. 

Official as well as unofficial representation at the Confer- 
ence is invited, and the Air Ministry will, if possible, send a 
delegate. Unofficial delegates representing the aircraft in- 
dustry, operating companies, scientific laboratories and all 
branches of commercial aviation are specially mentioned in 
the invitation. Delegates are asked to prepare papers on 
some phase of aviation development and the hope is ex- 
pressed that these papers may be received in Washington 
not later than Oct. 1 next, in order that they may be printed 
for distribution at the meeting. The papers will not be 
read but an opportunity for discussion will be afforded. 

Further details of both the Conference and the Exhibition 
will be forwarded by the United States Government when 
more definite plans have been agreed upon. 

In the meantime the United States Government have asked 
for an early reply to the invitation, and the Air Ministry 
will be glad to have early advice of the intention of firms 
and individuals in this country to take part. 

Correspondence should be sent to :—The Director of Civil 
Aviation (C.A.3), Air Ministry, Gwydyr House, Whitehall, 
S.W.r1. 

[There seems little probability that British aircraft will 
be seen at Chicago, except those built in Canada. The ex- 
pense of sending machines from England and the remote 
chances of business resulting is a good enough reason, seeing 
that our manufacturers do not exhibit near home when busi- 
ness is probable. But there are hopes that some of our 
scientists may go to America and talk, thus occupying the 


THE NEW ELYING DUTCHMAN.—The Fokker F.VIII (two 450 h.p. Gnome-Rhone Jupiter 
type is now being used on the services operated by K.L.M. in place of the F.VII with the single Jupiter. 
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attention of our competitors in the States, while we here 
relieved of their presence, get along with the job of pro 
ducing machines which fly.—c. G. G.] 


SALE RESULTS OF THE MONTREAL SHOY 


As the result of the Montreal Aero Show, a good mam 
sales of aircraft are reported, including a number to priyat 
owners. Seven such sales are known, including four }: 
Canadian Vickers, a D.H. Moth by De Havilland Aireraf 
of Canada Ltd., to Mr. Mickeborough, a Travel Air and ; 
Swallow biplane, the two last being sold by the Canadia 
agents of the American Travel Air and Swallow companies. 

A third D.H. Moth was purchased by the Toronto Ligh 
Aeroplane Club immediately after the exhibition. " 


THE PROPOSED LIVERPOOL—BELFAST 
SERVICE. i 

During the Liverpool Civic Week (Sept. 22 to 29) on 
of the Short Calcutta flying-boats belonging to Imperia 
Airways is to give a demonstration from Liverpool. 

Qn Saturday and Sunday, Sept. 22 and 23, the machin 
will give passenger flights from Liverpool along the coast o 
Cheshire and Lancashire. 

From Monday, Sept. 24, to Saturday, Sept. 29, a dail; 
return service between Liverpool and Belfast will be run 
The machine will leave Liverpool at 10.00 hours, reach Bel 
fast at about 11.45 hours, leave Belfast at 15.00 hours, ani 
return to Liverpool about 16.45 hours. 

Hopes are expressed that this service will lead eyentuall 
to a regular seaplane service between these two ports. 

The following letter has been received :— 

Sir,—With reference to Mr. Preston’s letter on the subject of th 
Belfast—Liverpool Air I,ine,—as one who has had considerable e; 
perience of operations on this route I should like to point out tha 
it is entirely owing to lack of Ulsterian support that the air line i 
non-existent. ; 

There is no doubt that aerial communication between Norther 
Ireland and England is of the greatest importance to their trade an 
their banks. ‘The latter would save enormous sums in interest an 
yet they expect the Iondon daily newspapers to stand all th 
expense, and this they are prepared to do to the extent of on 
return trip per day. Unfortunately this is not sufficiently profitabl 
or at least there is not sufficient income to cover overhead expend 
ture. But it is not far short, and if Ulster were prepared to subsidis 
a second trip per day until such a time as a demand for accommod: 
tion by passengers or goods were greater than the supply, there i 
no doubt in my mind that at least 75 per cent. efficiency could b 
profitably maintained, given proper landing bases at intervals alon 
the route together with meteorological stations and means of inte: 
communication. : 

It is unjust to decry past experiments where operations were carrie 
forward with insufficient capital, no forced landing grounds, ba 
aerodromes, delayed weather reports and no direct means of con 
munication from point to point. At the same time it is also unju: 
of Ulster to expect England to pay for these facilities when the gai 
is all on their side. However the Ministry did their very best 1 
the past and I am sure would do so again, if Ulster or its bank 
would put up sufficient capital to cover cost of operation for a tert 
of years. 

(Signed) V. N. DICKINSON. 

Nevertheless, having had several decades of experience 
Northern Ireland, one still refuses to believe that the weath« 
in the Irish Sea would permit a service regular enough | 
be worth while. Apart from that, given the existing high! 
efficient boat service, one does not believe that there a1 
enough mails, passengers, or freight needing air tratispo: 
to allow an air line to pay. One would like to know wheth 
General Groves or Messrs. Preston or Dickinson can provit 
any figures for either mails or passengers to justify th 
claims:—C, GG. Be: 
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ROLL ROYCE 


AERO ENGINES 


The new Rolls-Royce 'F' aero engine, designed by Mr 
F. Henry Royce, has successfully passed the British Air 
Ministry's 100-hour test at the first attempt. [his note- 
worthy achievement is a further tribute to the reliabilit 
of Rolls-Royce aero engines for which, since their 
inception, they have “always been renowned. 
Full particulars on.application. 
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ELEMENTS FOR ENGINEERS. 


“The Elements of Aviation: An Explanation of Flight 
Principles.” 193 pages, 24 illustrations, index. By 
Colonel Virginius Evans Clark. The Ronald Press Co., 
New York. $3.00,—or from THE AEROPLANE Book Dept. 

One of the most remarkable personalities in American 
aviation is Colonel Virginius Clark. He began his career 
as an officer in the U.S. Navy. Thence he transferred to 
the Regular Army and when Aviation developed, proceeded 
to become a technical officer of considerable importance. A 
year or two after the War he decided to enter the commer- 
cial side of aviation together with a colleague in the U.S. 
Army Bureau of Aeronautics, Major R. H. Fleet, and formed 
the Consolidated Aircraft Corporation which, in 1924, secured 
about the biggest contract for training machines for the 
U.S. Army and Navy which has ever been placed, at any 
rate outside of the War period. One well remembers Colonel 
Clark’s grief at the placing of this contract, for he, whose 
ambitions lay in the direction of producing something un- 
usual in the way of fighting machines, had deliberately laid 
himself out to produce the most ordinary and commonplace 
training machine which he could imagine, rather more by 
way of a joke than anything else. And so he found him- 
self compelled to make quite considerable profits out of the 
production of a machine which did not interest him in the 
least. 

Such is ever the fate of the true artist. But this sad 
happening deserves to be placed on record for it shows 
that Colonel Clark is a practical aircraft constructor besides 
being a high-class scientist. : 

When his book arrived one had hoped to be able to review 
it oneself. But after looking inside it one saw that on very 
many of its pages there were rows of figures and signs for 
square roots and cube roots, and the mysterious words 
‘cos’? and ‘‘sin,’? and references to logarithms. Con- 
sequently, as anything more than three figures in a row either 
horizontally or vertically put one completely out of control, 
one was compelled to hand over the actual reviewing of the 
book to one who is properly qualified to deal with it. 

The writer of the following review is himself a competent 
and successful designer of aircraft. Judging by his criti- 
cisms the book is not intended to explain the elements of 
flying to the ordinary schoolboy, or even to the average suc- 
cessful business man, who wants a simple explanation of 
how aeroplanes fly. It appears to provide rather, for the 
benefit of properly educated and trained engineers, 
a thoroughly comprehensive explanation both scientific and 
mathematical of the operation of aerofoils.—C. G. G. 

(Here follows the review.) 

Colonel Clark was Chief Aeronautical Engineer of the U.S. 
Army for several years, but he is better known in Europe 
for his successful aerofoil designs. It will be recalled that 
Capt. Lindbergh’s Spirit of St. Louis was fitted with aero- 
foils of Colonel Clark’s Y Section. Under these circum- 
stances it is not surprising that quite a large portion of 
this book is devoted to aerofoil considerations. This in- 
formation is highly instructive and, coming from so eminent 
an authority, it should be read by all aircraft designers. 

It is unfortunate that the aerofoil Lift and Drag Co- 
efficients are designated Lc and Dc respectively, because 
these symbols are used in the earlier N.A.C.A. Reports and 
apply to the old coefficients. The absolute system of co- 
efficients, as used in this book, are twice the value of the 
old coefficients and this is apt to confuse the student. 


ANGLO-DUTCH. 


The Aeroplane 


A Fokker S.III training biplane fitted with the 130 h.p. Bristol Lucifer engine. 
has carried out full flight tests and has put up a very creditable performance. 
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The Aerofoil Drag Characteristics are presented in mode; 
style. Induced and Profile Drag coefficients are shoy 
plotted and an example is fully worked out to explain the 
application. e 

Colonel Clark has written a complete chapter on Stab 
without resorting to the Greek Alphabet. This will p 
the practical engineer. The chapters dealing © 
Manceuvrability and Control are particularly well writte 
and, after reading such paragraphs as those dealing wj 
“The Spin” and ‘ Flat Spin,’ one can appreciate +] 
author’s genius for explaining complicated evolutions in. 
simple, yet clear manner. 

The Nomenclature of Aeronautical and Mechanical 
occupying 40 pages, could well have been omitted. 
Nomenclature is an abridged edition of N.A.C.A. ] 
No. 240 and a reference to this report would not onh 
conserved the space for more valuable material, but 
have placed the reader in touch with a more comp 
sive list of terms. ; 

There are a series of useful questions in the back 
book but the answers have not been included 
student is left without any check on his results. 

This book has been written with the object of ex 
the Principles of Flight and discussing elementa 
considerations in a simple manner without resorting 
plex mathematics. In this respect the work admirably se 
the purpose for which it was written. The book is well 
enced and illustrated, and it can be confidentially 4 
mended to students, junior members of the aircraft 
and to those persons who already have some engin 
knowledge but require an introduction to the special pr 
connected with Aviation.—c. H. D. 


te 


AMERICAN AERO-ENGINES. 


‘“‘ Dyke’s Aircraft Engine Instructor.”? By A. im 
Published by the Goodheart-Willcox Co. Inec., 
and S. G. Gillam, Bath Road, Cowes, I1.0.W. 
$5, U.S.A., or 22s. 6d. net, THE AEROPLANE Book D. 

According to the prospectus which accompanies the 
copy of this book, it is meant to be a guide to the 
standing of aeroengines in general. In fact, it ¢ 
four and a-half pages of a very elementary exposition 
operations of the ordinary four-stroke-cycle internal-co: 
bustion engine, and thereafter proceeds to a series of ve 
complete descriptions of a number of modern American ae} 
engines, giving in each case the maker’s instructions { 
care and maintenance. | 

These engines are the Wright Whirlwind, the Pratt a 

Whitney Wasp, the Curtiss D.12 series, the Packard 2A-1% 

2A-2500, and 3A-2500 types, and The Fairchild Caminez ¢ 

gine. In addition, specifications and descriptions of a nu 
ber of foreign engines used in the U.S. are given, withc 
details as to care and maintenance, followed by a sh 

section in which the Curtiss OX engine, the 150 h.p., 1 

h.p. and 300 h.p. Hispano-Suiza engines, the Mono-Gno1 

and Liberty are fairly fully described. | 

This section is followed by a series of descriptions 
magnetos, carburettors, starters, generators, and the Ul 

There is then a section dealing with aircraft instrume! 

and controls, and the work ends with a section on misc 

laneous aircraft information, ‘which constitutes a gw 
to the American equivalent of Air Navigation Regulatio: 
and covers the licensing, etc., requirements enforced by { 

Bureau of Commerce. 


This machine 
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STANDARD _ SIZES. 


Tyre Wheel Hub Track Tyre Wheel | Hub Track Tyre Wheel | __ Hub | Track 
= Ne: Length Bore Line Size No. | Length | Bore bane Size No. | Length | Bore Line 
m/m m/m Ia/m m/m m/m m/m 1 f m/m m/m mm 
§75X55 1168 | 111.12 | 25.4 | Central] 700X100 \112 | 150. | 38-09| Central] 1000X1£0 !210 | 185. | 60.32 Central 
00x60 | 16 | 111.12 | 25,4 |Central] 79 148 | S58 | Ggaray [100% 180 [148 | 220. 80. | Central 
16060 | 30| 89. | 31.75|Central] gen. ros lig | 178, | es. 2 ATED Hal eet | ade 
uw {172 | 180, | 38,09| Central] 89% 125 | ome ee es ame eee 
rf 1147 | 178. | 55, | Central ; 166 185. | 55. | 125/60 
i75 X 60 + at 28. | Central 7 188 | 120. | 34.92| Central Praaeinselice ae 
” ] 50. 38.09| 104/46 900 X 200 | : : entra 
m 186 | 120, | 34.92|Central| 750% 125 | 27 | Tee | et] ezee| «(OS | 188. | 88, | 128/60 
" 90 | 150, 38.09 | Central " : : ” 128 | 220. | 66.67 | Central 
a 95 | 185. | 55. | Central 137 | 250. | 80. | Central 
50X65 | 78 | 178. | 44.45) 132/46] 99 | 178. | 38,89) 132/46] 157 | 185. | 80. /Central 
” 79 | 178, 44.45 | Central 112 | 150. | 38.09 | Central i 902 185. | 60.32) Central 
” 100 | 178, 38.09 | 132/46 + 176 | 178. | 44.45! Central Mf 
» 101} 178 | 31.75) 132/46 ; 179 | 178. | 55, | 132/46 }1100x 220 |134 | 220. | 66.67 Central 
100 X 75 = on 28, Central] go9x 150 }161*] 185. | 55. 135/50 2 136 | 250. | 80. Central } 
" 50. 38.09 | 104/46 162°] 185. | 55 l 
» {186 | 120, | 34.92/Central] ” 163°] 185. | 66.67 panies 975X225 |192 | 185. | 60.32 Central 
” 190 | 150. 38.09 | Central J 169+; 185. | 55. 135/50 ” 194 | 185. | 56. 125/60 
(00X75 | 78 | 178. 44.45| 132/46 . 177 | 185. | 55. 135/50 f1250 X 250 |133 | 250. | 80. Central 
a 179 | 178. 44,45 | Central a0 183 } 185. | 55. Central . 154 | 304.8; 101.6; Central 
10 f 911°! 185. / 
Biota | ee. 2 ite 60.92 185/50 }1500x300 |115 | 304.8) 101,6| Central 
0x 100 | 77 ar . ; 1000 X 150 ty 185. | 55. 125/60 F 126 | 304.8) 152.4) Central 
oo ek 44.45 | 132/46 s 174 | 250. | 80. Central 1750300 [159 | 400. | 152.4 | Central 
” 185. 55. 135/50 * 182 | 185. | 55. | Central 191 | 350. | 150.3| Central 
n | 95) 185, | 55. |Central} ,, {187 | 220. | 66.67/Centrall| = 
” 99 | 178, 38.89 | 132/46 " 201 | 185. | 60.32) 125/60 }1750X350/|'93 | 400. | 125. | Central 
teels Nos. 161, 162, 163 and 211 are of stronger tybe than the other wheels for 800 X 150 tyres. tWheel No. 169 ts fitted with Bull Bearmas. 


Grease gun equipment is n.w a standard fAtting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


Tel i =. 
Hem Gennen London.” 100-106, CANNON STREET, LONDON, E.C.4. BOS RUE S ties. 
Mae PARIS: 31; Rue la Boétie. (365) 
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As an appendix, the -‘‘ Nomenclature for Aeronautics ”’ 
issued by the U.S. National Advisory Committee for Aero- 
nautics is reprinted. 

The work is thus essentially an American Ground. En- 
gineer’s handbook, containing in a compact form informa- 
fion which in this country is contained in the handbooks 
dealing with specific types of engines issued by the manu- 
facturers, together with a considerable amount of useful 
data of a less specialised type. It has but a limited prac- 
tical value in this country, but gives a good deal, of interest- 
ing information concerning American practice in the design 
and maintenance of engines and their accessories. So it 
should be very useful to any British ground engineer, pilot, 
or the like, who may be meditating emigration to America. 
It is very fully illustrated and excellently printed. 


SHOWING THE WAY. 
Mr. L. O. Honig, of Boatmen’s Bank Building, St. Louis, 
U.S.A., kindly sends an aerial photograph of the aforesaid 
building, which claims to be St. Louis’ finest office build- 


ing, showing the illuminated sign on the roof which is 
claimed to be the first electric-light air-line marker to be 
installed on the roof of an office building in the United 
It is probably the first in the World. 


States. 


The arrow indicates to the night flying pilot the line 
of the St. Louis Aerodrome fifteen miles away. And it is 
certainly an excellent idea. 

St. Louis may well be proud of its pioneering in the 
affairs of aviation. One of the earliest really great flying 
meets in the States was held there. Citizens of St. Louis 
financed Charles Lindbergh in his great flight. And now 
St. Louis shows us how every town may, and ought to, 
serve the wandering aviator. 

When St. Louis gets a landing field in the City instead 
of fifteen miles out, and when it has a flying- boat service 
landing passengers on the water-front it may justly claim 
a place in the front rank of airminded cities. 


AN EMBRYO AIR MAP. 

Cook, Hammond and Kell Ltd., cartographers and litho- 
graphers, have just produced, under the auspices of the Air 
League of the British Empire, a map of Great Britain, to- 
gether with parts of Ireland and France, to a scale of ten 
miles to the inch, which ought to be quite useful to cross- 
country aviators. The map is printed in three colours, show- 
ing rivers in blue, railway, roads and towns in black, and all 
existing permanent aerodromes in red. In addition danger 
areas and prohibited areas are clearly shown, as are the posi- 
tions of air pilotage marks, aerial lighthouses and customs 
stations. 

The size of the map is 64 inches by 40 inches. Printed 
on thick litho paper the price is 10s. 6d. Mounted to roll 
with roller and ledge for hanging, the price is 15s. 6d. 
Mounted to fold in sections to fit the standard size map- 

case (163x133), the price is 21s., and postage in each case 
is as. 6d. extra. 

The map is on rather too small a scale to be used in 
actual cross-country flying. Outstanding landmarks natur- 
ally cannot be shown, and even important lakes and char- 


acteristic bends in rivers cannot be shown up on such 
scale. Moreover, although the roads which appear in ey 
isting ordnance survey maps produced about twenty year 
ago are shown quite clearly, the new arterial roads whic 
are entirely altering the landscape of England, especiall 
when seen from above, do not appear at all. 

A map produced for the benefit of cross-country | flyer 
should, in fact, be produced by cross-country fliers and shoul 
show only those features of the landscape which can gery 
as landmarks. ‘he features which stand out most whe: 
one is on the ground are hardly visible from the air and thos 
which are most striking when in the air are as often as no 
invisible from any road. Nevertheless, this map ought t 
be very useful for cross-country fliers to hang. ‘up in 4 
or an aeroplane shed so that when laying out a cross-c 
course the pilot can see at a glance the aerodromes whic 
will be nearest to his line of flight. 

Copies can be obtained from THE A®ROPLANE Boer De 
partment, Cannon House, Pilgrim Street, London, E.C.4. 


IN COLD STORAGE, 

Mr. Bert Hassell and Mr. Parker Cramer, who have hee 
missing since Aug. 19, the day after they left Cochrane 
Ontario, for Greenland in an attempt to fly from Rockforé 
TE Sto Stockholm by way of the North Atlantic, have 
found safe and well in the wilds of Greenland. . ‘ 

It appears that they were blown off their course by 
north-west storm off Cape Chidley, the extreme a 
point of Labrador, which resulted in their str 
Greenland coast more to the south than they 
They mistook the Frederikshaab ice-arm for the 
toppen ice-arm, made a long detour north to search fo 
observatory at Mount Evans, their proposed landing 
and ran out of petrol. Since then they have been 
on foot, living on a pemmican ration of 8 ozs. - 
They finally reached the shore of a fiord oppos 
Evans, where they lit fires. The smoke was s 
Eskimos, who informed the observatory. Motor- 
despatched across the fjord, and brought the tw 
Mount Evans. They were in good health and ! 
worse for their adventure. The machine was undama 

This flight was financed by the town of Rockford, ] 
and when news was received that the two pilots we 
whistles were blown, bells were rung, special editions o 
the newspapers were ‘issued, and the entire town gave itsel 
over to wild jubilation. 

The aviators are to be congratulated on their return t 
civilisation, but there seems no good reason why the 
should ever have left it. 


A CENTRAL EUROPEAN MILITARY 
COMPETITION. | " 

The fourth annual “‘ Concours de la Petite Entente 
held at Prague on Aug. 8, 9 and 10. This competiti 
two-seat reconnaissance aircraft belonging to the 
air forces of Yugo-Slavia,- Rumania, Czechoslove a 
Poland. All competing aircraft had to make an avel 
more than 200 km.p.h. over a 100 km. course ‘before 
allowed to compete in the competition. 
The remainder of the competition called for a Ss 
over the course—Prague—Cracow—Warsaw—Lemberg- 
slava—Bucharest—Belgrade—Zagreb—Brno—Prague, 
distance of over 3,100 kms. (1,930 miles), and a height 
5,000 m., the winner being decided by the formula: 2 
speed multiplied by military load carried divided 
time taken to climb to 5,000 m. 
Twenty-three entries were received, six each from Yugé 
Slavia, Czechoslovakia and Poland and five from Rumania. 
The final classification was as follows: 1, Capt. Kall 
(Czechoslovakia), Letov 16 (Jupiter VIII) : 6,962 pts.; 2, Cap 


Burduloi (Rumania), Breguet XIX (Hispano-Suiza), 5 5397 
pts.; 8, Capt. Kleps (Czechoslovakia), Letov 16 (Hispam 
Suiza), 5,360 pts.; 4, Lieut. Stefanescu (Rumania), Potez 2 


(Hispano-Suiza), 4,828 pts.; 5, Major Radovic (Yugo-Slavia 
Breguet XIX (Hispano-Suiza), 4,728 pts.; 6, Capt. Ceans 
(Rumania), Potez 25 (Hispano-Suiza), 4,510 *ptseg es ee? 
Iliesco (Rumania), Potez 25 (Hispano-Suiza), 3,915 pts. 
Major Makowski (Poland), Lublin R-VII (vorraimes Dietrich in 
21870 “pts.; Oy scape Zeleny (Czechoslovakia), Avia HH. 
(Jupiter VIII), 3,218 pts.; 10, Capt. Popeseu (Rumania), Br 
guet XIX (Hispano- Suiza), 2,871 pts. 
The trophy given by Poland was won by a 
team scored a total of 22,052 pts., Czechoslovalkia Bele 
second with 15,534 pts. “ah 


THE KLEMM MONOPLANE IN THE USA 


A company known as the Aeromarine Klemm Corporatio 
has been formed in Keyport, N.J., to manufacture the Ge 
man Klemm light monoplane in the United States. ; 

The President of the new Corporation is Mr. Inglis XN 
Uppercu, who was originally President of the old Aeromarin 
Plane and Motor Co., which company manufactured larg 
quantities of aero-engines. and aircraft during the War. 
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The efforts of the Societe 
Lorraine ensure steady 
progress in the value 4 
"and reliability of fall 
Aviation. Pg ne 


fax 
~ eae} 


Over 5,000 
engines are in 
use all over’ the 
World. They are fitted 
to all types of aircraft, having 
made themselves indispensable by 
their regularity of operation. Their 
use in service has confirmed the brilliant 
reputation which they have obtained in the 
number of big flights made during recent years. 


SOCIETE LORRAINE I, 


Works : Argenteuil (S. et O.) © Telephone : Wagram 99.87. 
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THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec. Harold FE. Perrin, 3, Clifford Street, London, W.1.] 

Report for week ending, Sept. 2. 

Flying Time 74 br. 15 min. Instruction 49 br. 25 min. Soloists 
24 hr. 50 min. Instruction—Messrs. W. W. Briscoe, J. W. Boutwood, 
A. D. Blumlein, J. W. Radbone, J. D. M. Robinson, R. K. Koratkar, 
Cc. J. Pool, G.-F. Roberts, J. R. Evans, J. Harrison, A. J. Milier, «a. 
Courtauld, I. €. Gibbens, J. W. Chalmers, C. W. Bonniksen, G. 
Charles, D. Prentice, L. R. Gaywood, G. N. Larden, EH. Puddy, Mrs 
B. Thatcher, Lord Malcolm Douglas-Hamilton. Soloists.—Messrs. 
P. W. Hoare, T. Elder Hearne, B. B. Tucker, E. A. Lingard, E. R. 
Andrews, K. V. Wright, P. A. Wills, W. Hart, W. L. M. O’Connor, 
Cc. E. Murrell, O. J. Tapper, G. H. Craig, G. N. Darden, Lieut. J. 
Robinson, Major K. M. Beaumont, A. F. Burns, R. Ward, -W.... 
Hay, G. Robson, C. W. Bonniksen, Lord M. Douglas-Hamilton. 

Capt. R. S, Rattray passed the tests for his Aviator’s Certificate 
on Aug. 28. 

Mr. l.. J. Mitchell has passed the necessary tests and been granted 
a “OBS excence; 

The Lancashire Aero Club. 

[Sec.: F. W. Atherton, Woodford Aerodrome, Cheshire.] 

Report for week ending Sept. tI. 

Flying Time 26 hr. 5 min. Instruction 8 hr. 35 min. Soloists 
7 hr. 30 min. Passenger flights 8 hr. 30 min. Tests 1 hr. 30 min. 
Instruction.—With Mr. Brown—Messrs. Johnson, Cohen, Eckersley, 
Weale, Ashworth, Davies, R. G., Serck, Faulkner, Barlow, Taylor, 
S., Miss Baerlein. With Mr. Cantrill—Mr. Faulkner. With Mr. 
Scholes—Messrs. Ashworth, Cohen, Barlow. With Mr. Todd—Messrs. 
Serck, Weale, Taylor, S., Garner, Davies, D. B., Ashworth. Soloists 
(under instruction).—Messrs. Benson, Serck, Weale. Pilots.—Messtrs. 
Tweedale, Michelson, Hall, Mills, Agar, Cohen, Meads, Nelson, Leem- 
ing. Passengers.—19. 

Mr. Benson made a successful height test under rather difficult con- 
ditions. Mr. H. C. Todd is now established as Aerodrome Manager 
and Chief Instructor. Members are asked to see notices in the Club 
House for particulars of a competition to be held on Oct. 6. We 
were very glad to welcome Mr. Joues of the Scottish Club on Sunday. 
This inter-Club visiting seems to be something to encourage. 

The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 

Report for week ending Sept. 2. 

Flying Time 27 hr. 35 min. Instruction 10 hr. 50 min. SEAL. 
Pilots to hr. 30 min. Soloists 10 min. Passengers 4 hr. 50 min. 


Tests © hire, 2s, min. Instruction.—With Mr. J. D. Parkinson—Miss 
Yendall, Messrs. Irving, Sadler, Wilkes, Middleton, Alton, Hayton, 
McLean, Temple, Walker, Miss Slade. ‘ A” Pilots——Mrs. Heslop, 


CAMBRIDGE FROM THE AIR. 
running past the front. 


and Caius the Senate can just be seen. 


The Aeroplane 


In the centre is seen King’s College and 
To the left of the Chapel is Clare and above that is Trinity Hall and beyond 
showing clearly the Great Court, and beyond that again is St. John’s The building resembling a parish church is $ 
John’s Chapel. The tower above the right end of King’s Chapel is Caius and on the other side of King’s Parade is $ 
Mary’s, the University Church, and to the right of that is the Market Square. Between the right end of King’s Chap‘ 
In the bottom right corner is a bit of Corpus Christi. 


—— 
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Miss Leathart, Messrs. Irving, Wilson, Runciman, W. B. Ellis, Tur 
bull, C. Thompson, Percy, Todd, Dr. Dixon, Dr. Alderson. “Sofists, 
Miss Slade. 

Mrs. Irving had her first passenger trip in’a Moth. She e 
pressed her delight and apparently the time is not far distant wh 
Mr. J. D. Irving will become a private owner. 

Mr. George Formby and Co. paid us a visit last Tuesday, and +! 
Co. had 22 joy-rides. 

A forced landing competition was staged on Sunday in whi 
a dozen members competed, The honours went to Mr. Irving aft 
having tied with Mr. C. Thompson. Both landed in the circle, 

Mr. Walters of Imperial Airways called this week om an Avian 
his way to Scotland. 

The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Report for week ending Sept. tI. ; 

Flying Time 4x hr. 22 min. Instruction .22 hr. 30 min. Solo 
14 hr. Passengers 3 hr. 40 min. Tests x hr. 12 min. Instruction. 
With Flt. Lt. Rose, D.F.C., and Mr.’W. H. Sutcliffe——Messts. Morr: 
R. LL. Jackson, D. N. Khatri, C. T. Davis, W. Smith, J. W. Brige 
T. H. Drury, lL. V. Mann, J. Williamson, EK. D. Wynn, 0, 
Richards, R. G. Welch, J. Fitzgerald, Blakeway, S. G. Hall, J, } 
Morton, A. B. Gibbons, J. A. Ridsdale, J. A. V. Cook, J. W. Astle 
R. B. Laidlaw, H. Beamish, Mrs. Leigh Fermor, Capt. J. C. Chayt 
Dr. W. G. Tilleke. Soloists—Messrs. EK. P. Lane, J. R. Guthr 
B. R. King, R. .L.. Baxter, J. sRowley, J.-B: Brees, Ro eeegaeeso 
H. J. Willis, E. L. Hulme, G. Robson, G. €. Jones, O. L. Richarc 
S. H. Smith, R, G. Welch, R. D. Bednall, W. Swann, H. Latte 
S. G. Hall, J. Cobb, E. D. Wynn, A. B. Gibbons, M. A. Murtag 
R. B. Laidlaw, Capt. J. C. Chaytor. Passengers.—io. 

Messrs. R. G. Welch and R. B. Laidlaw made first solos. 

Total flying time for August was 131 br. 13 min., 334 Flights. 

On Wednesday Fit. Lt. Rose flew Lf to Stag Lane for annual ov 
haul for renewal of the C. of A. 

The Hampshire Aeroplane Club. 

[Sec.: II. J. Harrington, Hamble Aerodrome, Southampton.] 

Report for week ending Aug. 31. 

Flying Time 54 hr. so min. Instruction 20 hr. 45 min. “A 
Pilots 19 hr. 5 min. Soloists 9 hr. 20 min. Passenger Flights 
hr. 20 min. Tests r hr. 20 min. Instruction.—With Flt. Lt. Swof 
and Mr. W. H. Dudley—Mr. Makgill, Cdr. Creswell, Lt. Oswald, ) 
Wills, Mr. Curtiss Nuthall, Mr. Parker, Lt.-Cdr. Coveney, Mr. Go 
man, Mr. Berney, Mr. Cambell, Mr. Hall, Lt. Couchman, It, Ri 
kill, Mr. Brewster, Cdr. Hunt, Dr. Bowden, Mr Buckley, } 
Reuther, Mr. Cater, Mr. IT. Martin, Mr. W. Martin, Mr, Rice-Hu 
Mr. ‘YTobutt, Mr. Grahame Gibbs, Mr. Sturge, Miss Melyill, C 


Bell, Mr. Weekes, Lt. Des Graz, Mr. Richardson. “A” Pilots.— 
Heath, Mr. Wills, It. Oliver,: Mr. Michelmore, Mr. Parker, Ca 


its famous Chapel with King’s Parad 


that Trinity 
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“CALCUTTA ”’ 
All-metal Air Liner 
for 15 passengers 
and crew of three. 


(Bristol ‘‘ Jupiter’? Engines.) 
Imperial Airways, Ltd. 


‘* SINGAPORE” 


All-metal Naval Type. 

Recently returned from 

Sir Alan Cobham’s 

flight of survey round 
Africa. 

(Rolls -Royce ‘‘Condor” Engines.) 


ALL-METAL 
FLYING BOATS. 


‘HORT BROS. (Rochester & Bedford), LTD., ROCHESTER. 


Telephone—Chatham 2261. 
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Kirby, Lt. Fagan, Mr. Baynes, Mr. Jopp, Mr. Mellor, It. Heinemann, 
S/Lt. Villard, S/Lt. King, Mr. Fry, Mr. Sanders Clark, Miss Grace, 
Mr. Scott Hall.—Soloists—Mr. Curtis Nuthall, Mr. Sturge, Mr. Watt, 
Mr. Goldman, Cdr. Tower, Mr. Whittle, Mr. Cambell. Passengers.— 
“We regret to record this week an accident to our first ab-initio 
lady “A” Licence pilot, Miss A. B. Grace. In coming to land 
Miss Grace flew the Avian into a 50 ft. flagstaff which had been 
erected by an individual who is apparently under the impression 
that this pole protects his house. The Avian was completely written 
off but by a miracle Miss Grace was not seriously injured. On the 
same day as the accident ome of our younger members, Mr. Cambell, 
made a successful first solo. 

On Friday we had the pleasure of receiving Sir Sefton Brancker, 
who flew down in G-EDCA to meet a deputation of those residents 
jin Hamble who are apparently under the impression, to our sur- 
prise, that we do not discourage low flying. We feel sure that every- 
one who understands flying will realise that the low flying com- 
plained of constitutes taking off and coming into land and that 
nobody is more opposed to deliberate low flying than ourselves. 
The opinion of the Chief Instructor and of the Secretary of some of 
the reports of alleged conversations that have appeared in certain 
daily journals is stated to be unprintable. 

On Sunday last a welcome visitor was Capt. Lamplugh, who 
arrived on a Moth. We greeted him with effusion but we regret to 
say that he didn’t take the hint and reduce our insurance premiums. 
We imagine that his opinion of those who ercct abnormally high 
flagstats in the vicinity of aerodromes would be interesting. 


The Norfolk and Norwich Aero Club. 

[Manager: Basil Young, The Aerodrome, Sprowston.] 

Report for week ending Sept. 2. 

Flying Time 26 hr. 55 min. Instruction.—With Mr. Young—-Messrs. 
H. Ma'colm Smith, Mrs. Cator, C. Ransome, G. Wharton, R. Harvey, 
A. Kirkby, Miss Stuart Wortley, W. S. Rope, F. Rinder, C. Land. 
Soloists.—Messrs. H. Pank, EK. Gough, R. Potter, N. Brett, H. Cator, 
G. Wharton, H. Malcolm Smith, G. F. Surtees, A. V. Harvey, A. G. 
Marshall, D. Corsellis, E. Varden Smith, F. Rinder, A. G. Barrett, 
E. Costa, R. T. Harmer, C. Lincolne Sutton, C. Gowing, H. Neave. 
Passengers.—19Q. 

Twenty members scrambling for one machine, that’s the state of 
affairs this week-end, and a very distracting one too. The trouble 
came about on Thursday, when QX had a slight argument with a 
telescopic ladder being wheeled across her path. Naturally resent- 
ing this she let drive with her left good and proper and laid the 
beastly thing out for the full count, at the same time receiving 
slight abrasions herself necessitating a couple of days in the casual 
ward. However, it’s an ill wind, etc. Top overhaul being due the 
two jobs can be done at once. 

Three more soloists this week who have all put up very good 
shows and should have their ‘“ A’s,’? before the end of the month. 
These were Messrs. F. Rinder G, Wharton and H. Malcolm Smith. 
Here we should mention that particular praise is due to Mr. Mal- 
colm Smith, who now holds the Club record for the least dual 
training, having “gone off” in three hours. He was quite ready 
after two houts, but one has to make quite sure. Certainly he is 
a born airman and handles his craft in great style, making just 
perfect landings. 


On Thursday two of our members, Mrs. J. Dawson Paul and 
A. V. Harvey, came over from Lowestoft. and took off in Zw 
fly back there and get a good view of the Regatta. 

On Sunday afternoon we were honoured with a visit quite y 
expectedly from Sir Sefton Brancker, who was staying with Maj 
Barker-Hahlo, of Langley Park, a member “of the Club. Th 
brought a large party of friends, all of whom had a trip oy 
Norwich. Sir Sefton expressed his pleasure at the progress mad 
We are always glad to have the D.C.A. with us. He is such ; 
ardent supporter of the Club movement and so enthusiastic that | 
is a decidedly encouraging visitor to talk to. When they had finish, 
their joy flights the party had tea in the Club House. ~ 

This has been a week of thrills for on Thursday evening our } 
Engineer Kirkby informed us the top plane of the Moth look. 
suspiciously like falling off. Everybody had a heart attack, y 
rather fancy he wanted an early night because the top plane w 
actually attached good and hefty and the trouble proved to be 
slight disarrangement of the tank which he soon put right in } 
usual expeditious manner. However, if he tells us a machine is ; 
right, it’s all right, but if he says it’s not, either he’s wrong | 
the machine is. We give him full marks And he does know how 
repair petrol tanks that leak (Patent app. for). rae 


The Bristol and Wessex Aeroplane Club. 

[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] 

Report for week ending Aug. 25. 

Flying Time 29 hr. 5 min. | 

Flying hours have been reduced this week by heavy passing showe 
and the absence of many active members on holidays. Sound flyi; 
was done by Messrs. T. H. Clarke and Lynas, who passed “A” te: 
last week, and good progress was made by Messrs. Neale, Peters a: 
Res: Clarixe: 

Our temporary instructor, H. G. Travers (with his wife as p; 
senger), took TV to Stag Lane in 60 min. early on Tuesday’ mornir 
returning by G.W.R. He fetched an apparently new machine (rf, 
senger Mr. Leaver) on Friday morning, Messrs. de Havilland havi 
made an excellent repaint and revarnish job in 2} days. They o 
tainly understand the meaning of ‘service after delivery.” 

Report for week ending Sept. t. 

Flying Time 29 hr. 30 min. Instruction—With Mr, Trave7s—M 
Miles, Messrs. Dutton, Rogers, M. M. Singh, D. B. Singh, R. Clarl 
Putnam, Jaws, Byrnes, Heaven, King. With Mr. Culverwell—\ 
Greenhill. Soloists —Messrs. Keith-Jopp, Hall, Bathurst, Miss Mil 
Messrs. M. M. Singh, Neale, Lynas, Greenhill, I. Hy Clarken 

We have to congratulate Miss Miles, Mr. Greenhill and Mr. M. 
Singh on passing the ‘A’? Licence tests this. week. Mr. Neale, w 
did his first solo, will not be long now before he joins the ranks 
licensed pilots. Mr. Travers, with Mr. Rogers as passenger, made 
cross-country flight on Monday to Sherborne and back. 

The weather in the early days of the week was against much flyi: 
but the last two or three days amply made un for it by being eve 
thing that could be desired. 


The Suffolk and Eastern Counties Aeroplane Club. 


[Sec.: Major P. lL. Holmes, D.S.C., The Acrodrome, Hadlei: 
Suffolk. ] 

Report for week ending Sept. I. 

Flying Time 15 hr. 55 min. Instruction 11 hr. 40 min. “A™~ @ 


“B” Pilots 30 min. Soloists (under instruction) 1 br. 35 min, P 


| 


AN HISTORIC SIGHT.—The Wartburg, an ancient castle in the Thuringian mountains in Germany, where Marti 
Luther translated the Bible about 375 years ago. 
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senger Flights 1 hr. go min. Tests 30 min. Instruction.—With Mr. 
Lowdell—Mrs. Young, Dr. Mildred Yate, Messrs. Welsh, Pettiward, 
Ogilvie, Billinton, J. Marriage, Wedd, Croydon. Soloist (under 


instruction).—Mr. R. Pettiward. “A” and “ B” Pilots.—Mr. R. Brown, 
Mr. Birt. 

Bad weather has kept the flying hours down again this week. Mr. 
R. Pettiward carried out his first solo in a masterly manner. 

ON TO HADLEIGH.—We are holding another On-To-Hadleigh Rally 
on Sept. 15 and shall be glad to see any members of other clubs 
who care to come along either by air or road. 

The air display will start at 10.00 hr. and continue until dusk. So 
far as the visiting pilots. are concerned it is hoped to make the event 
more of an At Home than a serious air meeting. At the same time a 
mild sporting flavour will be intreduced by the On-To-Hadleigh Rally 
and the Aerial Golf Competition. By means of Aerobatics, Joy-Riding, 
Demonstration Flights and other features on the programme it is 
hoped to keep the interest of the general public alive throughout the 
day and to increase ‘‘ airmindedness”? in. East Anglia. 

The two competitive events are as. follows :— 

1. THE Rawwy.—In this event visiting pilots will be required to reach 
the aerodrome non-stop from their stated point of departure as near 
zero hour as possible; zero hour being 11.00 hr. The winner will be 
the pilot who attains the highest number of marks when the distance 
of his point of departure in miles from Hadleigh has been divided by 
the number of minutes before or after zero hotir that the machine 
crosses the finishing line (the road which crosses the aerodrome in 


an approximately north and south direction) in flight. 
2. AERIAL Gou¥.—Competitors will be provided with three bags of 
flour. ‘these must be dropped within five minutes of receiving the 


word go on the ground. The pilot whose bomb is dropped nearest 
to the target will be the winner. 

All visiting pilots will be accorded a-hearty welcome and _ thcse 
wishing to take part in the On-To-Hadleigh Rally are requested io 
apply as early as possible for entry form tothe Club Secretary. 


The Liverpool and District Aero Club. 


[Hon. Sec.: W. F. Davison, Hooton Park Aerodrome, Hooton. ] 

Report for week ending Aug. 18. 

Flying Time 34 hr. 40 min. Dual 28 hr. 50 min. Soloists 5 hr. 
50 min. Instruction.—With Mr. Bentley—Mrs. Vernon, Mrs. Naylor, 


Miss Hackforth, Miss Hill, Messrs: Naylor, Compan, Moulsdale, KE. H. 
Williamson, Thornton, Barber, Barker, Henderson, Allcock, Wilcox, 
Edgar, Greenhalgh, Keniston. With Flt. Lt. J. B. Allen—Miss Hill, Mr. 
Hills. Pilots—Messrs. Crosthwaite, Davison, Leete, Ward. Soloists.— 
Messrs. Benson, McClure, Thornton. Messrs. Lacayo, Goodfellow and 
Mills of the Lancs. Club also flew. Passengers.—g. 

On Thursday, we were visited by Sir Sefton Brancker and Sir 
Alan Cobham en route for Belfast in G-EDCA. Our visitors were 
investigating the possibility of a lLiverpool—Belfast air-line. One 
understands that influential parties are keenly interested and that 
developments may be expected in the near future. Notwithstanding 
our very broad hints, nay, demands, for a thousand or two subsidy 
in recognition of our efforts, our visitors were brave enough to 
return on Sunday, staying overnight and making a very early start 
for London on Monday morning. Mr. Cooper in his Moth MU also 
paid us a visit on Sunday. 

Mr. Thornton was launched on Sunday evening and put up a very 
good show indeed. 

We now have a Clubhouse (and bar) on the aerodrome and one 
hears talk of a “ Stretchers-at-Three’’ party. to celebrate. 

Several of our Lancashire Club friends paid us a visit on Sunday 
evening. Fortunately the bar was open. 


Report for week ending Aug. 26. 
Flying Time 30 hr. 45 min, Dwuali24 hr. 20 min. Soloists 6 hr. 
25 min. Instruction.—With Mr. Bentley—Mrs. Naylor;.Mrs. Vernon, 


Miss Hackforth, Miss Hill,* Miss Hughes, Messrs. Keniston, Naylor, 
Greenhalgh, Cowan, Moulsdale, D. H. “Williamson, Francis, Barber, 
Eil:s, Thornton, Willcox, Spark, Allcock, Henderson, Barker. “Soloists. 
—Messrs. McClure, Benson, Thornton,, Greenhalgh, Moulsdale, Mrs. 
Naylo-. Passcngeis.—9 i 

This has been an eventful week. On Wednesday evening the Auto- 
giro arrived and was demonstrated to a number of the Club Menibers 
who were hazdy enough to turn out 
weather. Everybody~ was most interested and a number of our 
soloists decided that flying will be really a pleasure when the prin- 
ciple becomes universal, 

Mr. Bentley turned out a good crop-of soloists this week; Mrs. 
Naylor (the first woman member to take the air), Mr, Moulsdale and 
Mr. Greenhalgh, who all put up very good shows. Mr. Naylor 
arrived whilst his wife was in the air but did not develop any grey 
hairs. Mrs. Naylor is to be congratulated on beating her husband to 
it. ei 

Mr. McClure gave an interesting display of acrobatics. with the 
aid of XY. When a diagonal stay is fitted the machine will be ready 
to fly again, and the Flying Sub-Committee is meantime thinking of 
having its bye-laws printed in red. 

There will be a party in the shed on Sunday evening, which we 
hope will develop into a very lively affair. Several soloists will no 
doubt celebrate, and luminous latch-keys will be the order of the 
evening. 

Report for week ending Sept. 2. 

Flying Time 38 hr, 55 min. Instruction 26 hr. Soloists 12 hr. 55 min. 
Instruction.—With Mr. Bentley~Mrs.. Naylor, Mrs. Vernon, Mrs. 
Bentley, Miss Hackforth, Miss Hughes, Miss Todd, Miss Lynch, Messrs.’ 
Barber, Barker, Marstrand, Reville, Naylor, Francis, Henderson, 
Willcox, Andrews, Allcock. With Flt? Lt. Allen—Mrs. Vernon, Messrs. 
Pixton, Perkins, Moulesdale.. Soloists—Mrs. Naylor, Miss Hackforth, 
Messrs. Moulesdale, McClure, Francis, Benson, Greenhaugh, Thornton, 
Leete, Brooking, Henderson. Passengers.—6. : 

Another crop of first solos this week. Miss Hackforth, Mr. Francis 
and Mr. Henderson all landing without excitement. Mr. Henderson 
took the air alone after only 4 lr. 30 min. dual. Mr. McClure passed 
his R.Ae.C. tests on Thursday. 


notwithstanding ‘the very kad’ 


This week we were visited by Capt. Rimmer, of the Berksh | 
Aviation, and also by Miss Baerlein and Mr. Hall, of the Lancash 
Club. f 

Hangar Party.—We said an official Good-bye to Lieut. Bentley | 
his wife on Sunday evening at an Hangar Party, when we presen; 
him with a silver plaque for his Moth and also a Drift Indicator: 9| 
Mrs. Bentley with a fitted travelling case. The evening was enjoy, 
by all and the pyrotechnic display by some. : 
very good idea. One hears of a certain member being discoye)| 
seated on the ground in a perfect stranger’s garden at 2.0 a.m. makj, 
a meal of green peas au naturel! >) ae 

[N.B.—Mr. A. L. Nickerson has ceased to be Secretary,—Ep,] 


The Cinque Ports Flying Club. 
[Sec.: R. Dallas Brett, 114, High. Street, Hythe.j e 
Report for weck ending Aug. 18. ; a Sa 
Flying Time 9 hr. 35 min. Test Flights 20 min. Special Journey) 
min. Instruction.—With Mr. Clarke—Mr. Weavege-Smith, Mr. Skinn| 
Mr. Smith, Mr. Sargent, Mr. Swinnard, Mr. Parkes, la 
Soloists (under instruction).—Mr. Skinner, Mr. West. 
Mr. Douglas, Mr. Wright. fey} 
On July 17, one of our members from Ashford, Mr. Skinner, di¢ 
successful first solo after 7 hr. 30 min. dual instruction. He again 
solo the following day, putting up a very good perform 
we hope that he will shortly be taking his tests for his “A 


Hangar Parties are, 


= 


the machine over the Devil’s Kneading Trough at Wye, where | 
Club was holding a Hill Climb. Unfortunately the engine was ;| 
in a specially good condition, so that Mr. Clarke’s exhibition 
not as exciting as it might have been, owing to the need for exer 
ing particular care. at 
The machine will not be available during the week Aug 
it has to go to the factory for renewal of its Certificate of 1 
ness. We hope to have it back early the following week. 


A GOOD EXAMPLE.—The photograph above, which 
has been kindly sent by the Secretary of Det Kongelige 
Danske Aeronautiske Selskab (The Royal Danish Aero 
Club), and was taken by one of the Danish Army) 
pilots, shows the landmark at the harbour of Rodby 
Havn on Lolland at the spot where the air-line machines: 
habitually enter and leave Denmark. A 

The landmark consists of the name of Danmark 1 
letter 10 metres high by 125 metres long. The ground 
in which the letters are cut is whitewashed to make 
them stand out clearly. The idea of this landmark was) 
initiated by one of the members of the Royal Danish’ 
Aero Club and was laid out at the cost of private 
individuals. The care of it has now been transferred to 
the Club. oa 

In future passengers travelling to and from Denmark 
by air will know exactly the time when they are crossing | 
the borders of the country. Similar landmarks on other 
frontiers, especially on a frontier such as that between 
Holland and Germany would undoubtedly be very 
welcome. 
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AONLES. 


a 7 Quick, Simple, Clean, Efficient. 


HIGH PRESSURE 
LUBRICATION. 


Tecalemit is standard 
on Armstrong Siddeley, 
Avro, Beardmore, Black- 
burn, Boulton & Paul, 
bristol, De Havilland, 
Fairey, Gloster, Hand- 
ley Page, Hawker, 
Short, Supermarine, 
Vickers and Westland 
machines, also on 
Bristol Jupiter, Bristol 
Cherub, Bristol Mer- 
cury, Beardmore and 
Cirrus A.D.C. engines. 


> 
Tighter tha Adopted 
Screw down by the 
Grease Cups, Air Ministry, 


TECALEMIT, LTD., 
Lubrication Experts, 
MITRE HOUSE, 
SCRUBBS LANE, 


f “SHORT FLYING BOAT,” — All Short machines are ‘Tecalemit equipped, WILLESDEN, 
; N.W.10. 
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Report for 

Flying Time 3 hr. 
tion).—Mr. Ernest Martin, Mr. 
Edgson Wright. 

On Aug. 19 Mr. W. R. J. A. R. West, of the Guards’ Depot, Canter- 
bury, passed for his “A” licence in excellent style. This is the sixth 
certificate since the Club opened in May. We have had only o1:e 
machine, and have consequently lost much time through overhauls, <tc. 

On the same day, Mr. Ernest Martin, a new member from London, 
flew solo for the first time on the Club machine, although he had had 
previous experience during the War. 

We hear that the long-awaited agreement with the Air Ministry 
is actually in process of being drafted, and there seems to be a 
reasonable hope that we shall be able to provide proper Club room 
facilities for members within the next month. 

On Aug. 26 the machine was flown to Stag Lane for renewal cf 
its Certificate of Air-Worthiness, and we hope that it will return 
before next week-end, looking very smart in the Club colours. 

The Northamptonshire Aero Club. 

[Sec.: W. G. Williams, The Grand Hotel, Northampton. ] 

The Air Ministry -have approved the site for an aerodrome for the 
Northamptonshi¥e Aero Club at Sywell, five miles from Northampton, 
and have issued a licence for flying to start at once. One machine has 
been given to the Club for school work. 

To begin with the Club proposes to affiliate itself with the Midland 
Aero Club, and Fit. It. Rose will fly over to Sywell one or two days 
a week to give tuition. The Club is being officially opened on 
Spt. 29, when a Pageant will be held to celebrate the occasion. The 
De Havilland and Avro firms have promised to send machines on 
the opening day, and it is hoped that a large number of private 
owners will be present. 

The Winnipeg Flying Club. 

Report for week ending Aug. 5. 

Flying Time 52 hr. 43 min. No. of flights 412. Soloists 22 -hr. 58 
min. Dual 24 hr. 22 min. Test 25 min. Passengers 5 hr. 8 min. 
Dual—Miss Bell, Messrs. Cook, Furnival, Antenbring, George, 
Richards, MacFarlane, McMillan, MHaldane, 1 homas, Patterson, 
Grainger, Sutherland, Bertrand, Fraser, Parkhill. Soloists.—Miss 
Magill, Messrs. George, McDougall, Brookes, Frederickson, Parker, 
Nanton, Haldane, Antenbring, Kitchen, Huggard, Straith, Baragar, 
Morgan, Gardner, Alleyn, Crosby. Passengers.—il. First Solo 
Flights.—Messrs. Antenbring, Newart, Kitchen, Dr. George. 

Mr. Bertrand passed the test for a Commercial Licence. Mr, Brookes 
passed the test for a Passenger-carrying I.icence. 

The Club Moth, KB, has had a top overhaul. 

The Aero Club of India. 

The Aero Club of India and Burma has just issued its report and 
accounts up to March, 1928. ‘The inaugural meeting at which the 
Club was founded was held on September 19, 1927, at Simla. Sir Victor 
Sassoon then presided and about 100 Founder Members were elected. 

Here perhaps one may explain that Sir Victor Sassoon is remembered 
by all the o'd hands in aviation as having spent a very large amount 
cf money on useful and interesting aircraft experiments in 1970-11. 
Also it was he who, in 1911, provided the necessary finance to start 
Tur AEROPLANE newspaper. He was compelled, for business reasons, 
to sever his connection with aviation at the end of 1911, but he joined 
the R.N.A.S. at the outbreak of War in rorq and was involved as an 
observer in a very bad aeroplane accident at Dover in 1915 which 
seemed likely at the time to leave him a helpless cripple for life. 
However, his indomitab‘e will triumphed and for the last years of the 
War he did valuable work as liaison officer in Paris. Since the War 
he has been in charge of the great Sassoon interests in India. To 
he general public he is known as the owner of Hot Night, second 
in the Derby last year. 

At the inaugural meeting of the Club Sir Victor advocated strongly 
a vigorous air policy for India and the formation of light aeroplane 
clubs. Largely as the result of his influence, the Central Club already 
has 350 members, and members of associated clubs amount to over 1,000. 

The Patron-in-Chief of the Club is His Excellency the Viceroy and 
the President is His Excellency the Commander-in-Chief, Sir William 
Birdwood. The Vice-Presidents are Sir Henry Moncrieff-Smith and 
the Honourable Mr. V. J. Patel. The Maharajas of Datia, Bikanir and 
Jodhpur and the Jam Saheb of Nawanagar are Patrons. 

The Chairman of the representative Committee is Sir Victor Sassoon. 
Mr 4H. A. Sams, Director-General cf Posts and Telegraphs in India, 
is Vice-Chairman. Major T. S. Impey, formerly R.F.C., is Secretary 
of the Club. 

Subsidiary clubs now exist at Delhi, Allahabad, Karachi, Calcutta 
and Bombay. : 

After some discussion the Legislative Assembly of India has agreed 
to the purchase by the Government of eight aeroplanes and eight 
spare engines to be distributed among the Clubs, and also for a 
yearly allowance of 20,000 rupees to each club. 

As obviously members of the subsidiary clubs 


week ending Aug. 25. 
Special Journey 1 hr. 
Skinner, Mr. West. 


Soloists (under instruc- 
« A?” Pitot.—Mr. 


would devote their 


) 


A REMINISCENCE. 


Moths on King’s Cup Day at Pratts’ Filling Station beside 
at Brooklands. 


————S— 


| 
t 
time and money to their own clubs, the question of the maintenan 
of the Central Club arose and the Government of India has decide! 
to allow the Central organisation 30,000 rupees to start with, in retur 
for which the Central Club will act on behalf of the Government j| 
organising and controlling the flying clubs. This control is assure 
by the fact that before flying clubs can. obtain the Government Pratl 
their organisation must be approved first of all by the Aero cj, 
of India and Burma and next by the Director of Civil Aviation (Lieut 
Col. F. C. Shelmerdine, O.B.E.), who, having approved, appoints th. 
Aero Club to renresent his Department. f 
Steps are being taken to train Indian mechanics in the care an) 
maintenance cf the aeroplanes and engines of the flying clubs. An 
the statement is made in the report that there is likely to be a st; 
bigger demand for trained mechanics as probably the De Havillan | 
Company will open a factory in India on lincs similar to that adopte 
by ‘he firm in Australia. | 
In a final note, the Secretary, Major T. S. Impey, states that ; 
the meeting held on Mar. 23, 1928, Sir Victor Sassoon announced th; 
he would bear the whole of the expenses of the Club from its found: 
tion in 1927 up to Mar. 31, 1928. Thus, thanks to this generous actior, 
the Club starts its second year in a strong financial position, Hj 
many friends of the early days of aviation wil recognise in thi 
a gesture which is typical cf Sir Victor. 


FLYING SCHOOLS. 
The De Havilland School. 

Report for fortnight ending Aug. 26. 

Flying Time 500 hr. 15 min. Instruction.—Dual, 176 hr. 10 min, 
Solo, 248 hr. 35 min. Other Flving 75 hr. 30 min. 

As can be observed by our figures, the School has done an exceller 
fortnight’s work and shows undoubtedly that it is the largest, mo; 
up-to-date and best organised school of flying in the world. 

Our latest achievement lies in the success of elementary pupil 
carrying out cross-country flights in formation on Moth machine! 
Three such flights have been accomplished in first-rate style, to th 
great credit cf both pupis and instructors. 

Mr. Mohammed Roushdy, of the Egyptian Government, made a 
excellent first solo on an advanced type machine, the D.H.oJ, and he 
since done other satisfactory solo flights on this type. Mr. Roushd 
is in all probability the first Egyptian to fly an advanced tyne machin 
and we wish him every success when he takes over his duties wit 
the Directorate of Civil Aviation in Egyont. ; 

Our Indian Gevernment pupils are progressing satisfactorily an! 
three of them have already qualified for “A” Certificates. They wer 
reviewed during the week by Air Vice-Marshal Sir Sefton Brancke 
who was thoroughly satisfied with their progress. 

We have received visits from quite a number of well-known person 
Sir Alan Cobham, Mr. I.evine and Miss Boll came along to fly th 
new Gipsy-Moth and Mr. Levine was so attracted by it that he wante 
to purchase one there and then, but naturally our large contrac 
rendered immediate delivery an impossibility. : 

Two officials of the Rotterdam Aero Club, Mr. Kolff, the Presiden’ 
and Mr. Schmidt Krans, the Chief Instructor, returned a visit mad 
by various De Havilland officials at a recent flying meeting in Rotte 
dam. Both flew slotted and Gipsy-Moths and were greatly impresse. 

Three pilots of the Genoa Flying Club came to take delivery ( 
their first two Moth seaplanes and were thoroughly delighted wit 
the School, in which they were greatly interested. aa 

Flt. I.t. Webster flew to the Continent on a Moth machine an 
carried out demonstrations in various places before keen!y intereste 
spectators. , 

Moths were well represented at the Hadleigh Aero Club Meetin 
held at Clacton on Aug. 24. A Flying Meeting held in England witho. 
a Moth representative would really be unique!!! 

Besides the many Moths which were tested, a new D.H.6r fitte 
with slots underwent its tests, and the slots were found to be high! 
successful. ‘This machine is for use on an Australian Air line. 

The Henderson Flying School. 

[Managing Director: Lt.-Col. G. L. P. Henderson, Brooklands Aer) 
dronre, Byfleet.] 

Report for week ending Aug. 23. } 4 
Flying Time 78 br. 30 min. -Instruction—With Mr, H. D. Davis 


, 


il | 
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Choice of the Experts / 


Great achievements such as 
the Schneider Cup victory 
testify to the excellence of 
Ethyl. 

Wherever exceptional per- 
formance is demanded Pratts 


Lralls 
1 Petrol 


‘ Sane 


a Ne ee Ethyl Petrol may be relied 
a = ‘ upon. 

L = 

° eA Ae Pratts Ethyl Petrol is as safe to use 


as a motor fuel as any other petrol. 
It will not damage your engine, nor 
injure spark-plugs, valves or stems. 


Jistributed by the Proprietors of PRATTS SPIRIT — famous for 30 years 
BSP ae Maca Gy SPS TW NRE BW TAN Sale DS NMA SIND Tat TS ICEL eS Se IRE GOERS BAe OS EE EVD DOSNT SADE SETAE Lie DOSS aE XE eh A 


D.A. 250 


stances 
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1912 “SHORT” No. 38 TYPE BI-PLANE 
figured in Army manoeuvres 1913 and saw Active Service during early part of the war, A machine 
of this type was one of the first aeroplanes to be fitted with a gun and another with wireless. 


16 YEARS AGO. Messrs Short Bros. have always been famous for the 
design and efficiency of their Aircraft, and in 1912 the above machine was the 


latest product of the Eastchurch Factory. For the machines they constructed in 
those days they used as they still do 


CELLON 


Telegrams: “ ‘ : 
JAWB Richmond Surrey Loe Dope of Proved Efficiency” Tishaa tt lined 
50 Cellon (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 
AOUVRAGEEOOUASOUREOAUAACATANEDUO UA OUD OUO AU OAUOANOMAEGEEREENE EOE Eee 
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Messrs. Groner, Courtney-Bankes, Moursi, Austin, Oldmeadow, Hsiao, 


Stewart, Robertson, Du Cane, Dr. Forsyth, Dr. Shiels, Mrs. Scott, 
Mrs. Monkton, Miss Kidston. With Mr. W. F. Davenport—Messrs. 
May, Stewart, Miss Wellby. Soloists.—Messrs. Robertson, Groner, 


Du Cane, Daniels, Knox, Anderson, Oliver. 

Mr. Stewart is now going well ahead and is almost ready to do his 
R.A.C. tests. 

Mr. Courtney-Bankes and Mr. 
their first solo flights. 

During the week 330 passengers were carried in our machines. Lt.- 
Col. Henderson and Mr. Anderson returned from Belfast on Friday. 
A week’s flying was put in at Belfast from Malone Aerodrome and 
a field adjoining. A large mumber of spectators had an excellent 
view of the races from the air. The interest shown in aviation was 
‘considerable and there seems to be every prospect of a Light Aero- 
plane Club being started there shortly. 

Report for week ending Aug. 30. 

Flying Time 36 hr. Instruction.—With Lt.-Col. G. L. P. Henderson— 
Messrs. Austin, Moursi, Hsiao, Taylor, D’Eyncourt. With Mr. H. D. 
Davis—Messrs. Austin, Bankes, Taylor, Preston, Norman, Groner, 
Michel, Austin, Oldmeadow, Dr. Forsyth, Messrs. Hsiao, D’Eyncourt, 
Stewart, Billimoria, Mrs. Monkton and Mrs. Scott. With Mr. W. F. 
Davenport—Mr. May Miss Wellby.  Soloists.—Messrs. Hsiao, Daniel, 
Groner, Oliver, Stewart, Anderson, Hill, Allen. 

Capt. Stewart did his height test, reaching a record of 12 feet and 
down again in 55 minutes [So the report. Was it 1,200 or 12,000 ?— 
Ep.], thus demonstrating the extraordinary efficiency of our Renault- 
Avros. The ceiling of this machine has not yet been ascertained. 

Mr. Hill also did his tests for his ‘‘ A’ Licence during the week. 

Tupils, generally speaking, express great delight at the quietude of 
Brooklands Aerodrome and thoroughly appreciate the fact that there 
is no congestion in the air. 

A number of new pupils joined during the week. 


Austin are now almost ready for 


LOW FLYING COMPLAINTS AT HAMBLE. 


Air Vice-Marshal Sir Sefton Brancker, Director of Civil 
Aviation, visited Hamble Aerodrome on Aug. 31 to inyesti- 
gate the complaints made by certain residents concerning 
the alleged nuisance caused by aeroplanes flying low over 
the village. These complaints had béen embodied in a 
petition addressed to the Air Ministry requesting that steps 
be taken to mitigate the nuisance. 

One of the petitioners, a Mr. Finlay Smith, is the owner 
of the tall flag pole with which Miss A. B. Grace, flying an 
Avian, had collided on the previous day. Mr. Finlay Smith, 
accompanied by Mr. F. Blessley, met Sir Sefton Brancker 
as representatives of the petitioners, and the latter gentle- 
man announced that he intended also to erect a flagpost and 
to ee it by wire to that of his neighbour, Mr. Finlay 
Smith. 

Sir Sefton Brancker pointed out that this would be ex- 
tremely dangerous, and suggested that it might lead to a 
charge of manslaughter if it caused a fatal accident. 

On the general question of the alleged nuisance, the 
Director of Civil Aviation said that the aerodrome was a 
private one, belonging to A. V. Roe and Co. Ltd., and used 
by them for their business. It was also used by the R.A.F. 
and by the Hampshire Flying Club. The Air Ministry’s sole 
concern with it was to issue a licence for it after satisfying 
themselves that it was safe. He would consider the com- 
plaints put before him, but he was afraid that residents who 
disliked the noise of aeroplanes were in much the same 
position as residents at the side of a road who dicliked the 
noise of motor traffic, and that they would have io grin and 
bear it. 


A CANADIAN FATALITY. 


According to a Reuter telegram, Capt. Harold Nase, 


official instructor to the flying club at Granby, Quebec, was 
Two other occupants of his 


killed in a crash on Aug. 30. 
machine were seriously injured. 


FLYING WITHOUT A LICENCE, | 


On Aug. 28, Mr. EK. B. W. Bartlett, of Gadshill, Isle ¢ 
Wight, was summoned at Trelleck (Monmouth) Police Cou: 
for flying an aeroplane without having a pilot’s licence wit 
him. 

Mr. Bartlett was taking a passenger to Blackpool on on 
of the Bristol and Wessex Flying Club’s Moths on July 
when he was forced to land in a field near Trelleck b 
engine trouble. He telephoned to Bristol for a mechani: 
and on completion of repairs sent his luggage, with hij 
pilot’s licence included, back to Bristol by the mechani 

As he was about to fly back to Bristol, a member of th 
local police force asked for his licence, which he was ur 
able to produce, and as he nevertheless flew back, the la 
was set in motion against him. | 

The Chairman of the Bench, Capt. W. Walters, R.N., sai 
that the defendant was apparently not in the habit of flyin 
about without his license, and the ends of justice would b 
met if he paid the costs. | 

[If the Bench was correct in its interpretation of the lay 
then the law should be altered to bring it into line wit 
the Motor Act, under which a driver is not required to carr 
his license with him, but only to produce it within a reasor 
able time (if charged with any offence) merely to show tha 
he possesses a license.—c. G. G.] | 


A GIGANTIC TEST-BALLOON. : 


Under the limitations until recently imposed on Germa 
aircraft it was impossible in Germany to carry on exper 
ment or research at altitudes above 13,000 ft. (4,000 m.). T 
overcome this difficulty the Deutschen Versuchsanstalt fi 
Luftfahrt (German Aeronautical Research Laboratory) ( 
Adlershof, ordered from the Luft-Fahrzeug-Gesellschaft ( 
former builders of Parseval airships), a balloon of enormou 
size, which should be capable of carrying a very comnside: 
able load, to 10,000 m. (33,000 ft.) or more and of remainin 
at such extreme heights for considerable times. 

The purpose of this balloon was to make experiments o 
the effects on human beings of exposure to the pressure an 
temperature conditions at great heights, to carry ont test 
on engines at altitudes, investigate the structure of the atmc 
sphere, and so on. 

This balloon, which has been christened ‘“‘ Bartsch vo 
Sigsfeld,” has recently been completed and has made tri 
flights. It is of the spherical type, has a diameter of 26.3 n 
(86 ft.), a maximum height of 42 m. (137 ft. 6 in.), and. 
cubic capacity of 9,500 cub. m. (334,000 cub. ft.). 

Though the general form of this balloon resembles that « 
the usual spherical type, the details of construction are som 
what unusual. The neck of the envelope is not open to th 
atmosphere, but is closed round a cylindrical trunk, whic 
runs vertically up through the whole envelope and opet 
to the air at the top. A 

This trunk consists of a fabric tube stiffened by rigi 
rings at short intervals and made so that it may be opene 
up or closed up like a concertina. There is in this cot 
certina-like trunk an opening into the gas-space, and th 
level of this opening can be changed by the pilot throug 
a system of central cables. To raise the level of this opet 
ing the upper section of the “ concertina ’”’ is closed, th 
lower one stretched. In this way the pilot may adjust th 
height of the gas-vent into the trunk to any desired leve 
and any gas which escapes as a result escapes through th 
trunk and out of the top of the balloon. ’ 

There is therefore no risk of puffs of gas reaching the cai 

Another peculiarity is the swinging of the basket al 


ANOTHER REMINISCENCE.—Messrs, Stack and Leete filling their Moths with Shell Spirit at Malta on their 


way to India. 
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normally far below the gas-bag. This makes the suspension 
ropes hang nearly vertically, and reduces the tendency of 
the load on the ropes to pull in the diameter of the envelope 
when it is only partially inflated. The inflated section of the 
partly-filled envelope retains therefore an undistorted form. 

According to an article in the Zeitschrift Fiir Flugtechnic 


and Motor Luftschiffahrt, the dead weight of balloon, en- 
velope, rigging and car, is only 2,210 kg. (4,860 lbs.). The 
available lift fully inflated is about 10 tons, at sea level, fall- 
ing to 3? tons at 30,000 feet. This balloon should therefore 


be able to take a total load of about 3,000 lbs. to that 
height. 


THE BIGGEST BALLOON.—The balloon for experiments at high altitudes built by the Luftfahrzeug Gesell- 


shaft. The size of the balloon is shown by the Zeppelin shed in the background on the right. 


HANDLEY PAGE 
AUTOMATIC SLOT CONTROL 


‘‘——When the engine was throttled back suddenly 
during a climbing turn, and the machine was stalled 


on the turn, it was still possible to raise the lower 


wing by normal use of the ‘stick.’ It is this 


kind of climbing turn that, in conjunction with 


engine failure or loss of power, has killed so many 
pilots in the past, and it can be said definitely that 


the automatic slots have reduced its dangers almost 


to vanishing point.” 


“MGRNING?, POSF.* 
8th May, 1928. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 


Trips per Day.—Sunday, 16; Monday, 39; Tuesday, 35; Wednesday, 353 
Thursday, 37; Friday, 42; Saturday, 42. 
IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich; Indon—Ostend—Brussels Cologne 
turn: Machines 100, passengers 912, freight 27 tons. 
AIR UNION: 
Paris—London and return: Machines 62, passengers 301, freight 123 
tons. 
DG BI OE 
Amsterdam—Rotterdam—london and return: Machines 35, passengers 
196, freight 5% tons. 
SABENA : 
Brussels—London and return: Machines 14, passengers II5, freight 
1% tons. 
DEUTSCHE LUFTHANSA A.G.? 
Amsterdam—l,ondon and return: Machines 22, passengers 64, freight 
33 tons. 
MISCELLANEOUS : 
British machines 6, passengers 7. 
Foreign machines 7, passengers 9. 
Total number of trips by British Machines, 
sengers. Foreign Machines, 140, carrying 685 


COMPARATIVE FIGURES. 
Week ending Sept. I. 


and re- 


106, Carrying 919 pas- 


Machines, 246; Passengers, 1,604; Crews, 475; Total personnel, 2,079. 
Corresponding week, 1927: 

Machines, 165; Passengers, 945; Crews, 296; Total personnel, 1,241. 
Corresponding week, 1926: 

Machines, 126; Passengers, 844; Crews, 158} Total personnel, 1,002. 
Corresponding week, 1925: 

Machines, 154; Passengers, 794; Crews, 221; Total personnel, 1,015. 


Corresponding week, 1924: 

Machines, 145; Passengers, 684; Crews, 177; Total personnel, 861. 
Corresponding week, 1923: 

Machines, 139; Passengers, 636; Crews, 222; Total personnel, 858. 
Cerresponding week, 1922: 

Machines, 135; Passengers, 433; Crews, 
Corresponding week, 1921: 

Machines, 104; Passengers, 356; Crews, 
Cerresponding week, 1920: 

Machines, 129; Passengers, 285; Crews, 1543 Total personnel, 439. 

Note.—In addition to the Croydon traffic shown above, K.L.M. have 
during the past week run 12 machines, carrying 42 tons of newspapers 
between Lympne and Ostend. 


245; Total personnel, 678. 


127; Total personnel, 483. 


Croydon Notes. 


Owing to a misunderstanding on the part of the office staff 
of THE AEROPLANE concerning the precise date of the return 
from leave of the regular producer of these notes, contri- 
butions from the gentleman who has so ably acted as under- 
study for the past two weeks ceased a week before contact 
with Croydon could be re-established, and therefore full con- 
firmation of the reports of the past fortnight as to the sere 
and yellow condition of the new aerodrome buildings, and the 
crackedness of Mr. Silas Q. Attaboy (or was it the other way 
round?) must be deferred to another occasion. 

In the meantime it may be recorded that from casual obser- 
vation in transit along the Brighton road last week-end one 
has no fears of any imminent collapse of either the new build- 
ings or of this year’s high level of air traffic intensity. 

As this week’s traffic returns will show, the falling off 
which inevitably sets in at about this period is not as yet very 
pronounced, nor is it particularly likely to become so until 
either really bad weather, or serious autumn mist, becomes 
prevalent. 

Apropos autumn mists, Croydon is now apparently pro- 
vided with a new type of pyrotechnic signal which can be 
thrown to a much greater height, and gives a coloured light 
signal of much greater intensity and longer duration than 
did those previously used. 

Rumours of tests with a new signal mortar and bombs 
which would produce such effects were current a month or 
two back, and during a very heavy rainstorm which enveloped 
the Croydon area one evening last week, a very vivid light 
signal obviously emanating from Croydon was observed from 
a high place some miles away from the aerodrome. 
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TE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


Telephone: THROUGHOUT THE WORLD. Telegrams 
‘, pore Manufactured to Specification 2.V.3 by KINLAND 
4 limes) THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. LONDON. 
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THE GROWTH OF AIR MAIL TRAFFIC. 


An announcement by the Postmaster-General shows that | 
the Air Mail traffic handled by the British Post Olhice is 
increasing steadily. ee { 

Comparing the quarter ending June 1928 with the corre- 
sponding period of 1927 shows that parcels sent by air to. 
Paris increased from 5,000 to over 6,000 Ibs., and letters 
increased 80%. Parcels sent to Germany have increased 
from 9,000 lbs. to 14,000 Ibs., and letters by 50% im the 
same period. | 

On the Cairo-Basra air service over 4,600 lbs. of letters.’ 
were carried in this quarter, as against about 3,000 lbs. in; 
the corresponding quarter of 1927. : 


THE DUTCH EAST INDIES AIR SERVICE. 
The five Fokker F.VII-3m monoplanes (three Armstrong-| 
Siddeley Lynx engines) for the new passenger and air-mail. 
service in the Dutch Kast Indies are now about to be de-| 
livered. They will fly from Amsterdam to Batavia, and it 
has been arranged with the Dutch Postmaster-General that 
they shall start at weekly intervals and carry mails to any 
of their Eastern landing places. 
The dates of departure from Amsterdam are to be Sept. 
13, 20, 27, and Oct. 4 and ir. Arrival at Batavia is scheduled 
for twelve days after the day of departure. ‘lime, | 
On arrival at Batavia the machines are to be used for an 
internal service in the Dutch East Indies, which will pretty 
certainly later be extended to Rangoon, and possibly to Cal- 
cutta. : { 
Ultimately it is hoped to inaugurate a regular mail ser- 
vice over the whole route from Amsterdam to the Hast 
Indies, and the success or otherwise of the five journey 
now to be undertaken will do much to determine the im 
minence of this development. aa 


GERMAN AIR TRAFFIC IN 1927. ES 
A report recently issued by the Deutsche Luft Hansa A.G 
states that in 1927 this company carried 102,681 passengers 
and flew a total of 5,720,000 miles, on 9o regularly operate 
air lines. he corresponding figures for 1927 were 56,268 
passengers and 3,820,000 miles flown, showing an increase of 
about 85% in passengers and 50% in miles flown. ' 


ACROSS THE STATES BY TRAIN AND AEROPLANE. | 

A combined rail and air service to expedite the crossimg 0! 
the United States from coast to coast was opened at the 
end of August. 

The Pennsylvania, the Great Northern and-the Norther: 
Pacific Railroads and the North-West Airways Corporatiot 
are co-operating in this undertaking. 

The air section of the journey is used as a link betweer 
the night journeys by train, the precise details of th 
journey apparently depending on the particular points o 
departure and desired arrival of the passengers. : 

The first West-bound passenger left New York for Chicag 
on the night train on Sept. 1, flew from Chicago to Min 
neapolis, and once more entrained for an unnamed destina 
tion. 7 
The first East-bound passengers left Seattle by a train 0! 
the evening of Aug. 30, emplaned at St. Paul, flew thenc’ 
to Chicago, and took train for New York. f 

A saving of some seven hours on the coast-to-coast journe, 
can, it is said, be made in this way. The scheme appeat 
to be incomplete, for apparently the traveller has one fu’ 
day of train travel at the western.end of his journey. 


DEVELOPMENTS IN EGYPT. 
According to a report in The Daily Telegraph th 
Egyptian Government has drafted a bill for the control ¢ 
aviation in Egypt, and proposes in the near future to cor 
struct two public aerodromes for Civil Aviation. 
One of these is to be at Almaza, near Cairo, and the othe 
at Dekhla, near Alexandria. The latter will be a combine 
seaplane station and. aerodrome. 


The Cairo aerodrome is expected to cost £90,000, and th 
Alexandria station £400,000. : a. 
The same report states that the Egyptian Ministry ( 


Commerce is thinking of purchasing three aeroplanes 1¢ 
experimental civil uses. 
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By courtesy of Newcastle Chronicle, Ltd. 


A Cierva Autogiro leaving Newcastle, 


THE AUTOGIRO HAS 

JUST COMPLETED A 

3000-MILE TOUR OF 
GREAT BRITAIN. 
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The Autogiro cannot 
“For Safety in the Air stall, 1S easy to control, 
oe and ensures safety in 


IRVIN AIR CHUTES flight. 


are the life-saving equipment used by all 
Air Forces of the United States, Great 
oe pueden: Norway, Poland, 
ii, Peru, Si:sm and twenty other 

countries throughout the world. Every- VERTIC AL DESCENT 
where recognised as the most rel able, 

safest and most economical equipment " 
of the kind in existence. Superiority 
of every feature proved by years of 
severe service use and thousands of 


The CIERVA AUTOGIRO Co., Ltd. 


OVER 8,000 SUCCESSFUL “LiVE’ DROPS, 
OVER 30,000 SUCCESSFUL TEST DR.PS. BUSH HOUSE 
’ 


) 
Illustrated literature on request. 
- Irving Air Chute Co, Inc. |Irving Air Chute of pet ce ONL ONG WW C28 


For full particulars apply to :— 


372, Pearl St., Buffalo, N.Y. | Gt. eB ritain, Ltd., Telephone :—CENTRAL 4861. 
| tch th : 
 , Lable Address : 7 hee 2 Herts Telegrams :—CIERVAGIR, ESTRAND, LONDON. 
Irvin Buffalo, N.Y.U.S,A,” “Trvin Letchworth, England.” 
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a “ private? company on Aug. 20, with a nominal capital of £5,000 in 
{1 shares. The objects are to adopt an agreement with Brig.-Gen, 
Sir Charles Délmé-Radcliffe, D.S.0., C.B., C.V.O., to carry on in any 
part of the world the business of surveyors, explorers, photographers 
map makers and designers in all its branches, particularly ‘hy mean 
of aeroplanes, airships, balloons and aircraft of all kinds, printers 
publishers, book and map sellers, etc. oS aay 
‘he subscribers (each with one share) are: Miss F. A. Barker, 22 
Thurleigh Road, Wandsworth Common, S.W.12, secretary. Miss G. A 
Hopkins, 36, Barnmead Road, Beckenham, secretary. ie 
The first directors are Sir Charles ~Delmé-Radcliffe (permanen’ 
managing director) and others to be appointed by the subscribers 
Solicitors: Charles Humphries and Co., 36, Basinghall Street, E.c 
The registered office is at 30, Basinghall Street, E.c.2. ‘ 
AVIATION AND AGENCIES Lrp.—Private company. Registered Aug. 24 
Capital, £3,500 in 3,000 8 per cent. participating preference shares 0 
ér each and 10,000 ordinary shares of 1s. each. To manufacture 
operate, hire or deal in aeroplanes, airships, aircraft, waterplanes 
seaplanes, automobiles and all kinds of vehicles; to survey and t 
prepare maps or plans, etc. The first directors (to number not les 
than 2 nor more than 5) are: J. R. CG. Badham, Sherwood, Markway 
Godalming, merchant. C. F. M. Chambers, 56, Gerrard Road, Barnes 
aviator. Solicitor: R. J. Boning, 44, Bedford Row, W.C.1. Registere: 
office : 356, Grays Inn Road, W.C.I. 


MORTGAGES AND CHARGES. 


HENDERSON FLYING SCHOOL I,rp.—Debenture dated July 10, 1928, t 
secure £2,000 charged on the company’s undertaking and property 
present and future, including uncalled capital. Holder: Mrs, 4 
Henderson, 17, Lincoln House, Basil Street, S.W.3. 


i i 
PERSONAL NOTICES. : 


FORTHCOMING JMARRIAGE. 


VIGERS—VIGERS.—The engagement js announced «between Cap 


i i j i d Mrs. T. V 
AVIAN AGENTS.—In the back seat of this Avian is A WwW. Vigers, M.C., D.F.C., youngest son of Mr. an : 
MY ve ea Vigers, of Montville, Guernsey, and Marjorie Frances, eldest daught« 


Ages eee das Cored Meee Bicect Ae of Mr. and Mrs. C. H. Vigers, of Kippington House, Sevenoaks, 

. *9 9 ’ i 
mouth, S. Devon, who are the sole distributing agents 
for Avro Avians in the counties of Devon, Cornwall, 
Somerset and Dorset and part of Gloucestershire, 
including Bristol. The Agra Engineering Co. have an 


MARRIAGES. _ 
FOWLER—OSWALD.—On Aug. 30, at Bath, Major F. B. Fowle 
A.F.C., to Evelyn Pleasance, elder daughter of Mr. and Mts. Oswal 
of St. Christopher, Combe Down, Bath. a 
RAPER—BENOIST.—On Sept. 1, at Dieppe, Alfred Baldwin Rap 


aerodrome at Little Haldon, oe Teignmouth, which has to Renee Angele Rosalie, daughter of the late M. Hector Benoist ar 
been licensed by the Air Ministry. At it shed accom- Mine Behoist, of Lille Pramee a 
modation and Avian service are available. The demon- ; Hintn . a 
stration Avian is used for school and air taxi work. In ; ; > 

i i i i F PRESLAND.—On Sept. 2, at ‘ Skyros,” Reddons Road, Beckenhat 
the; fromtseat ts Mr. Phil Pike, of P. Pike and Co., who Kent, to Eileen (née MacCallum), wife of Reginald Presland, | 
are sub-agents for Avians in Exeter, Plymouth and Bath. pudanenter 


Both Mr. Parkhouse and Mr. Pike are pilots of long 
experience, the former being in the R.A.F.O. 


THE LIGHT AEROPLANE DURATION RECORD. 
By flying for 24 hours 363 minutes on a Caudron C.109 BO OKS ON 
monoplane (40 h.p. Salmson engine), M. Maurice Finat 


claims to have beaten the unofficial world’s record for dura- AERIAL NAVIGATION ) 


tion on a light aeroplane recently made by Mr. Hubert 
Broad on a De Havilland Moth. 
No Duration Record for Light Aeroplanes is recognised 


by the Fédération Aéronautique Internationale. And the De PRINCIPLES AND PRACTICE OF AIR 
Havilland Co. never advertised Mr. Broad’s flight as a record. NAVIGATION 
He simply flew for 24 hours to show that a Moth could do it. aut EB Dumbleton 12s. 6d. 
Duration flying beyond such a time by light aeroplanes is Ticats ; 
useless, as it proves nothing. PRIMER OF AIR NAVIGATION. | 
AIR TRANSPORT PERSONNEL FOR INDIA. 1S & JE Wimperis, M.A. 8s. 6d. 
_ Operating personnel are wanted by an air transport firm : | 
in India. There will shortly be vacancies for about eight MANUAL OF AIR PILOTAGE, a 
pilots and for seven ground engineers. Pay for pilots will he 
be 800 rupees per month, rising to about 900 rupees if satis- INTERNATIONAL GENERAL AERO- | 
factory at the end of the year with further rises thereafter -NAUTICAL MAP—“ BRITAIN.” 4s. 
as business increases. A certain amount of medical super- 
vision will be provided free. Travelling expenses will be AIRCRAFT INSTRUMENTS. 
paid while on duty and first-class fare to Calcutta. H. N. Eaton £1 5s. 
Ground engineers will start at 4oo rupees a month and a i , 
Supe yicing engineer, vias ee a a ees) is ae GENERAL INSTRUMENT EQUIPMENT 
at 1,000 rupees a month. e machines to be used will 
probably be Avians and D.H.6r1s. FOR AIRCRAFT, 1927. oa | 
Pilots and engineers who are free at the moment, and Air 3 | 
Force personnel who are due to leave within the next AERONAUTICAL METEON 6d | 
month or two, are invited to send a clear statement of their We Ru Gtege, a 
experience, together with photographs, addressed ‘‘ India,” | 
c/o THe AEROPLANE. , THE AIR. PILOT, GREAT ae 
: A CHANCE IN CANADA. ag 
‘here is a good opportunity at present for an enterprising i t post 
and experienced man with Canadian Vickers Ltd. in Mon- Orders to the value ot ot ee 
treal. The firm want a superintendent to take charge of i he added to pilniee srices in these Helmmmee 
their metal shop. He must have experience of the con- pbb AAS ae orders apse £5 : 
| 


struction of metal aircraft, and a good knowledge of_ the 
building of floats and hulls of duralumin is essential. Good ES 
pay and a guarantee of employment will be given to the Supplie a4 


right man. Applicants should apply to Canadian Vickers THE AEROPLANE BOOK DEPT. 


Ltd., Montreal. 
NEW COMPANIES. Cannon House. Pilgrim Street, E.C 4. 


BRITISH CADASTRAL AND TorpoGRAPHIC AIR SURVEY ComMpany.—British | 


Cadastral and Topographic Air Survey Company I.td. was registered as a 


6 Bee \ 
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“TO THEM NO BOUNDS OF EMPIRE I ASSIGN, 


NOR TERM OF YEARS TO THEIR IMMORTAL LINE.” 
(DRYDEN—Virgil’s Zineid.) 


WORKING IMPERIALLY :—The De Havilland Factory in Canada, where Moths and other D.H. types are being 
assembled. This is the second factory established by the De Havilland Company outside Great Britain, the first being 
in Australia, Mr. R. A. Loader, the General Manager, and Mr. E. L. Capreol, the chief pilot, are seen between the 


two machines on the right. 
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ON 
nee the subject of flying the Atlantic was last men- 
ed in this paper, sundry other attempts have been made 
1out success. Two good men have been burned to death 
rying to stagger off the ground on an overloaded machine. 
» others escaped death by drowning, only to be nearly 
en to death amid Greenland’s icy mountains. Also, 
e the subject owas last discussed the news 

been published that Mr. Courtney’s: Dornier Wal 
eh was abandoned in mid-ocean when he and _ his 
panions were picked up by the Minnewaska, has since 
1 discovered accidentally by another steamer and has 
1 brought into port. 
ne fact that the Wal sat in the open Atlantic for four or 
days and then stood towing into port has, of course, 
yinced a certain number of people that an air line across 
Atlantic is forthwith and at once a workable proposition, 
use this incident has proven that if a flying-boat be forced 
light in the open Atlantic it may survive. 
1¢ Surtvival of the Wal was, in fact, rather unfortunate, 
if it had sunk decently after the crew had been rescued, 
particularly silly line of argument would never have 
pened. All the survival proves is that Courtney and Co. 
2 very lucky in having a fine day in which to sit and 
it rescue, and that the boat was lucky in having a con- 
ation of fairly good weather. 
cidentally one might ask why the ship which rescued 
crew did not either rescue the Wal or sink it. ‘The Wal 
ot, in fact, a very large vessel, but her excellent Napier 
ines and the general solidity of her structure are quite 
igh to have knocked a nasty hole in the nose of any small- 
1 steamboat which might have collided with it. There- 
leaving the Wal a derelict was distinctly creating a 
ger to shipping. 
nyhow, arguing that because the Wal survived five days 
he open Atlantic, therefore a flying-boat line across the 
ntic is now a working proposition, is just as silly as argu- 
that because Lindbergh flew the Atlantic without engine 
we, therefore the time is ripe for a trans-Atlantic air 
— by single-engined land-going aeroplanes oi 
Lp. 
1¢ whole point is this that if there had been half an 
ntic gale blowing, Courtney and Co. and the Wal would 
> been at the bottom long before any of the rescue ships 
d have reached them. With about a quarter of a gale, 
Wal might have kept afloat until the crew was taken ofi, 
it certainly would not have survived being towed intc 


1¢ outstanding feature of the rescue of Mr. Courtney 
the crew of the Dornier Wal was certainly the 
Hess functioning of the Marconi wireless apparatus. 
€ a number of Mr. Courtney’s friends had tried to per- 
le him before he started on his voyage to scrap his 
less apparatus in order to carry more petrol. As it turned 
a would not have survived being adrift for days 
Mr. Courtnry’s Account. 


this connection there is much interest in reading Mr. 
‘tney’s own account of the affair, as contained in a lette1 
| Detroit, Mich., written on gs 27-0 Len says 7—— 
ving been running about all over the place I have not had a 
ce to write before. I have only just seen your article on my little 
and aS you seem to be misinformed on sundry important points, 
it me to make the following corrections,—for publication if yo: 
didn’t send off any S.O.S. whilst gliding down. From the time 
v the fire to the time we hit the water was about thirty second: . 
had to land by was the glow of the fire on the white tops of 
ee which I saw from about twenty feet up. This wa: 
aw had put out the last of the fire we ran up our emergency 
oul . Gilmour sent out S.O.S. We got no reply, and 
rt 4 cig an experienced operator, advised waiting until 8 
~ Bos all operators would be on duty.. At eight we sent off 
nowiinad is were immediately answered by the Celtic. 

com 4 na y asked me “ Our position ? Quick ! ae Ts being half 
a y first dose of Seasickness, made a rapid calculation, and 
as sent out. I knew it was only approximate. 


, 5. 


The Editorial Offices of ““The Aeroplane” are at 175, Piccadilly, London W.1. 


Accounts, and all correspondence relating to Publishing and Advertising, should be sent 

to the Offices of Aeronautics, Ltd., Cannon House, Pilgrim Street, Ludgate Circus, E.C.4, 
Telephone: Central 5822. 

Home 3 months, 7s. 6d.; 
6 months, 17s. 6d.; 

Entered as second class matter at the New York (N.Y.) Post Office. 


Telephone: Gerrard 5407. 


6 months, 158.; 


12 months, 30s. 
12 months, 35s. 


Canada, 1 Year, 8¢,. 


see, 
. 


ATLANTIC FLYING AGAIN. 


Tater we took some D.F. bearings on ships, but these were of only 
moderate accuracy owing to our having lost our drogue and_ being 
unable to keep the ship’s head steady. However, with these and a 
re-calculation of dead-reckoning I got what I knew was a satisfactorily 
accurate position of our coming-down. ‘This new position, as after- 
wards checked by the Minnewaska’s captain, was dead accurate. 

Unfortunately, those who picked up our new position took it to 
be the position at time of sending. Meanwhile we had drifted about 
25 miles and had no more juice in our batteries to correct the mis- 
understanding. Meanwhile, Captain Claret, coming to the new _ posi- 
tion, allowed that an aeroplane would drift faster than a ship, with 
both Gulf Stream and wind, and thus found us. 

On every occasion at Horta we took opportunities to test our 
emergency gear, and I claim that, though we know now how we could 
have done better, we put up the most useful demonstration of wire- 
less in aircraft that I know of. 

Our boat was picked up four or five 
heavy weather, and brought into Montreal with about 25 per cent. 
damage, practically all of which was done taking her abroad. I 
know of no better demonstration than this of the value of the flying- 
boat. 

As regards shipping companies, the flying-boat is one day going to 
be of the greatest use to them, and there must yet be many failures 
amongst those who, like myself, try difficult experiments. (No, Sir, 
not silly stunts!) We did take every reasonable precaution, and I 
think we learnt more for aviation than we could have learnt by any 
amount of ‘ success.” I know the shipping companies don’t mind 
trying to help those who did their best to help themselves. 

There is no doubt that properly-built flying-boats and even 
seaplanes can stand an immense amount of sea-going, and 
that human energy is enoraously resistant. Consequently 


days later, having survived 


ADRIFT IN MID-ATLANTIC. 


The burnt-out engine of 
the Dornier Wal, the jury wireless mast, and Mr. Pierce 
on the look-out for a rescue-ship. 
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ADRIET IN MID-ATLANTIC.—A photograph sent to 
‘‘The Aeroplane’’ by Mr. Courtney, endorsed, ‘‘ A life 
on the ocean wave, or why I missed my lunch.” 


there is always a possibility that a seaplane crew might sur- 
vive less good fortune than attended Courtney and Co. 

When the first American attempt was made to cross the 
Atlantic by air, two of the N.C. boats were forced to alight 
on the water and survived very rough weather. ‘That under 
Lieut. Commander Bellinger, now U.S. Naval Attaché in 
Rome, sank after several hours, but the crew was rescued. 
And that commanded by Commander John Towers actually 
navigated for several hours to safe harbour in the Azores 
under her own power, escorted by an American warship. 
But even that is no argument in favour of trying to run a 
flying-boat line across the Atlantic regularly. 


| 

There was a case during the War, as readers of the for 
coming History of Yarmouth Air Station will discover 
due course, of the pilot and observer of a wrecked seapl; 
surviving three days and three nights hanging onto , 
single float which had detached itself from the wreck. A, 
of course, there was the other historic incident, also rela 
in the Yarmouth History, of the late Vincent Nicholl with { 
other officers and two men keeping afloat for three days < 
two nights in one of the old America-type flying-boats, | 
though it was leaking badly and had one of its wing. 
floats washed away. | 

With careful maintenance, such as already exists in 
workshops of Imperial Airways at Croydon, multiple-engi) 
flying-boats might get across the Atlantic ninety-nine tir 
out of a hundred without being forced to alight. And out 
a thousand flights with ten forced alightings, nine of | 
machines might either make good its trouble and get ay 
again or might sit on the water unharmed until picked 
But sooner or later one of those flying-boats would cc 
down in an Atlantic gale and would simply disappear. 
such a thing happened it would simply be so many li 
thrown away because we know very well that no exist 
boat could survive under the circumstances. 

Therefore yet again one pleads with those who are s 
ously concerned for the good of aviation that no more s) 
pathy shall be shown for attempts to fly the Atlantic u 
a definite step forward has been made by designing a flyi 
boat which, in the case of being forced to alight, will 
able to cut loose from its wings and aero-engines and becc 
a properly navigable motor life-boat. | 

As one has said several times in this paper, the idea 
quite old, it is a simple engineering proposition and it 
the only possible way of assuring the safety of trams-Atla1 
aviators. Flying the Atlantic has now ceased to be a gi 
adventure. Future flights can only be either sheer fool: 
ness or a reasonable commercial proposition.—c. G. G. 


THE SUCCESS OF IMPERIAL AIRWAYS. 


The fourth annual general meeting of Imperial Airways Ltd. 
was held on Sept. 8 when the announcement of the impending 
resignation of Sir Eric Geddes, the Chairman of the Board 
of Directors, was made public. 


In announcing his resignation Sir Eric said that he felt 
justified in taking that step as the company was now in a 
most encouraging condition and he had come to the con- 
clusion that he could not afford the time to give adequate 
and increasing attention to the growing affairs of the com- 
pany and its widespread interests. 

The present position of the company is extremely favour- 
able. ‘The first dividend to be paid by the company, one of 
5 per cent., has been sanctioned and at an extraordinary 
general meeting of the shareholders which followed the 
ordinary meeting the new Government agreement for the 
Empire route to India was approved. 

The agreement will enable the company to earn a totai 
of almost £2,500,o00 in ten years as compared with under 
£600,009 remaining to be earned under the existing agreement. 

[Owing to pressure of flying events there has been no pos- 
sibility of dealing fully with this subject this week, But one 
proposes next week to deal extensively with the activities of 
Imperial Airways.—c. G. G.] 


THE STUDY OF FOG-FLYING. 


Believing that the time has now come for further study 
of the problem of fog in aviation, the Daniel Guggenheim 
Fund for the Promotion of Aeronautics is about to establish 
a laboratory on a section of an established airway where fog- 
flying under regular operating conditions can be studied. 
The laboratory will be under the direction of an experienced 
pilot with engineering and scientific training, and the choice 
of the airway will be made after a careful survey of operating 
and meteorological conditions. 

As consultant to the Fund, and owing to his particular 
interest in this problem, Colonel Charles A. Lindbergh will 
act as special adviser to the enterprise. Nobody could be 
more suitable, for Col. Lindbergh is a member of the Cater- 
pillar Club by virtue of having twice saved his own life 
by descending by parachute from mail-machines which he 
had driven so far into impenetrable fog that turning back 
would have been as dangerous as going further into it. 

The project is in accord with the recently announced policy 
of the Fund to concentrate on the fundamental research 
problems of aeronautics. It continues the work begun in 
September, 1926, when the Fund organised an informal com- 
mittee, consisting of the Assistant Secretaries for Aero- 
nautics in the Departments of War, Navy and Commerce, 
Messrs. Edward P. Warner, F. Trubee Davison, and William 
B. MacCracken, respectively, together with Mr. Harry F. 


Guggenheim, to study the problems involved in fog fly 
and to stimulate their solution. 

Since that time much progress has been made in the st 
of the major aspects of fog flying, such as the dissipatio: 
fog; the maintenance of course and the location of lanc 
fields while flying through a fog; the development of 
struments to show accurately the height of an aerop. 
above the ground, replacing the barometric instruments | 
in general use to show the height above sea level; the 
provement of aeroplanes and instruments assuring 4 | 
flying altitude for a plane in fog, and the penetration of 
by light rays. 

Valuable contributions to this development have | 
made by the Army Air, Corps at Wright Field; by the 
at the Navy Aircraft Factory in Philadelphia and the N 
Air Station at Lakehurst and Bellevue Laboratory; by 
Department of Commerce at the Bureau of Standards; 
by the National Advisory Committee for Aeronautics at 
laboratory at Langley Field. In addition, the aeronaw 
laboratories at various universities, *the air-mail opera 
companies, the American Telephone and Telegraph 
pany, and some of the great electrical companies, have 
aided in the research study of this problem. | 

The fund has repeatedly stressed the fact that w 
ordinary conditions the aeroplane is a thoroughly safe 
reliable machine. ‘The purpose of this investigation 1 
make the aeroplane safe under ‘“ extraordinary ’’ conditi 
thus assuring a reliable method of transportation in all k 
of weather. 

On the airway selected, all of the devices that have | 
perfected or may be perfected by the research orgamisat 
mentioned above, or by other organisations or individ 
will be tested and reported upon. ‘The result of these | 
can then be made the basis for further study and ex! 
ment, leading to the final solution of the problem. 
benefit .of the experience and observation of scientist: 
Europe in regard to fog-flying will be available through 
contributions of the various representatives of the Fun 
foreign countries. 


CATAPULTED AIR MAILS TO ENGLA! 


The s.s. Ile de France of the Compagnie Générale TV 
allantique on her present trip from New York is catt 
mails which are to be delivered to Plymouth by catapt 
seaplane. On the previous inward trips on which this met 
of expediting mail delivery has been used, the seaplane 
left the ship off Ireland and has flown direct to Cherb« 
and then to Paris. ‘ 

On this occasion the seaplane after leaving the ship 
call at Plymouth before proceeding to Cherbourg. 
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ERFORMANCE is the ultimate characteristic by which - 

an aeto engine is judged. 

On petformance—combined with reliability—the Napier 
eto engine has built up its high reputation. 


The latest Series XI Napier Lion engine at 2585 r.p.m. develops 
70 H.P. and its weight per H.P. developed is under 1} Ibs. 


t is not an experimental engine—it has been proved in actual 
etvice as well as in passing the official 100 hour British Govern- 
nent type test. 


‘he Fairey III.F. aircraft, which flew from Cairo to Cape Town 
nd back, had these engines. 


‘he De Havilland “‘ Hound” gained three World’s speed records 
vhen fitted with this engine. 


Many ate in daily use in the Royal Air Force. 
‘he Series XI Napier is as reliable as its prototype the Series V. 


Let us send you further details 
of Napiers’ latest products 


NAPIER 


The finest aero engine in the World 


.. D. NAPIER & SON LTD. ae. 


Moneyer, 


_— AGTON - LONDON] W. 3 220 


KINDLY MENTION “THE AKROPLANE ”? WHEN CORRESPONDING WITH ADVERTISERS. 


448 


The Aeroplane 


SEPTEMBER 12, 19 


AUSTRALIA—NEW ZEALAND. 

At 19.11 hrs. (N.Z. time) on Sept. 11 Mr. Kingsford Smith 
and Mr. Ulm left Sydney on the Fokker monoplane 
‘ Sonthern Cross”? (three Wright Whirlwind engines) and 
flew to Christchurch, New Zealand, where they arrived at 
09.15 hrs., having covered the distance of about 1,400 miles 


in 12 hours. 

Shortly after leaving Sydney the New Zealand wireless 
stations began to pick up messages from the machine, and 
a two-way communication was maintained throughout the 
flight except for one break, due to running into a storm. 
The “Southern Cross ’”? passed over Wellington at 07.20 hrs. 
and after circling the city low down continued to Christ- 
church. 

This is the first flight from Australia to New Zealand. A 
previous attempt by Messrs. Hood and Moncrieff on a Ryan 
monoplane having ended in disaster, nothing having been 
seen or heard of the machine after its start. 


ACROSS CANADA. 
On Sept. ro Sq. Ldr. A. EH. Godfrey, VEC ATE Oe, 
R.C.A.F., arrived at Vancouver after having flown from 
‘Ottawa, a distance of 3,300 miles in 32 flying sours. He 
made three stops owing to bad weather and for refuelling. 
The flight was made in connection with the proposed trans- 
Canada air mail service. 

Sq. Ldr. Godfrey made a similar flight in September, 1926, 
when he flew from Montreal to Vancouver in the late Mr. 
J. Dalzell McKee’s Douglas seaplane. This flight was the 
first trans-Canadian flight by seaplane 


PARIS—DUBLIN—PARIS. 

On Sept. 7 Mr. Osmond Esmond, the member for Wexford 
in the Irish Dail, piloted by Capt. Challe, flew from Paris 
to Wexford in a Schreck flying-boat. They left the Seine, 
near Paris, at 10.00 hrs. and arrived at Cherbourg at mid- 
day. ‘They left Cherbourg again at 14.45 hrs. and arrived 
at Wexford at 18.30 hrs. 

On Sept. 8 they flew from Wexford to Dublin, alighting 
in the Alexandria Basin soon after noon. 

On Sept. 10 they flew back to Paris. 

Mr. Esmond stated that the object of the flight was to 
call attention to the favourable position of Wexford as a 
seaplane base for traffic between Ireland and the Continent. 


LONDON—BUCHAREST IN 10 HOURS. 

On Sept. 6 Fit. Lt. E. R. C. Scholefield, AGEL O55 TOCA [o 
chief test pilot of Vickers Aviation Ltd., left Brooklands 
aerodrome at 06.00 hrs. on a Vickers Vivid all-metal long- 
distance reconnaissance biplane (Napier Lion Series XI 
engine) to fly to Bucharest. 

One hour eighteen minutes later he was seen over Brussels 
and at 09.55 hrs. he landed at Nuremburg. After ‘a short 
stay he left for Belgrade, where he arrived at 14.55 hrs. After 
refuelling he continued to Bucharest, which was reached at 
Tass dirs. (B.Sabeys 

The machine carried standard equipment and ordinary 
service capacity tanks. 

The actual flying time was ten hours and the distance 
flown well above 1,300 miles. 

The object of the flight was to demonstrate the Vivid be- 
fore the Rumanian military authorities in competition with 
French, Italian and German aircraft. 

The Avro Avenger single-seat fighter (Napier Lion engine) 
is also in Bucharest in connection with the same competition. 


A GOOD SHOW. 


heavier benzol in the bottom and the petrol in the to 


| 

| 

THE RETURN FROM INDIA. | 

The attempt made by Mr. C. D. Barnard, accompanied 
Mr. BK. H. Alliott, with the Duchess of Bedford as passeng 
to make a flight to India and back in eight days, af 
having been dogged by misfortune in the shape of eng 
trouble on the outward journey, has been redeemed by 
brilliant return journey. 4 
Leaving Karachi at dawn on Sunday, Sept. 2, Bust 
(1,200 miles) was reached that evening. On Sept. 3. strc 
head winds forced a landing in the Syrian desert a li 
short of Aleppo, which town was reached on the follow: 
day. On Sept. 5 Sofia was reached. and on Sept, 6 
machine arrived at Croydon at 20.05 hours after a non-sj 
flight of 1,270 miles. ‘id 
The machine used on this flight was the Fokker F) 
monoplane G-EBTS (Princess Xenia), with a Bristol Jupi 
VI engine, used by Mr. R. H. McIntosh on an attemp 
westerly crossing of the Atlantic, and later, in company W 
Mr. Bert Winkler, for an attempt on the world’s lo 
distance record. | 
The machine left Croydon for India on June to last < 
reached Bushire in three days. Here it was found that | 
engine had been seriously damaged, as a result it is | 
lieved of wrongly blended fuel, and a new engine had to 
sent from England before the flight could be continu 
So Karachi was reached only on Aug. 22. a 
From then till Sept. 2 was spent in awaiting a new ; 
screw to replace the original one, which had develope¢ 
defect. The Duchess of Bedford, being unable to wait ; 
longer, left Karachi by steamer for Marseilles, whence | 
own private Moth is to bring her to England. a 
The alleged cause of the original engine trouble w 
filling of tanks from separate containers of benzol 
petrol, whereby instead of producing a properly blen 
mixture, the two fuels were left more or less separated, - 


tanks. “As a result, towards the end of the stage to 
the engine had to run on almost straight petrol, uns 
this particular engine. Detonation occurred, the | 
overheated, and damage to pistons and cylinders resulted. 

Considerable care is necessary with high-compres 
eines which need a fairly high benzol content in t 
to ensure that this fuel is properly mixed with the” 
and whenever properly blended mixture is not availab! ral 
wise to mix the two fuels and to give them a thoro 
shaking up before filling the tanks. 

The Air Ministry has sent the following telegram 
Barnard :— : eo 

Air Council tender warm congratulations to you and Fig. Off. All 
on successful completion of record flight from India.—(Signe 
Hoare, Secretary of State for Air. : 


LISBON—LOURENCO MARQUES. — 
On Sept. 6 Capts. Pais Ramos and Viegas, Iient 
and Sergt. Manuel Antonio, left Lisbon in two Vick 
paraiso two-seat reconnaissance biplanes (Napier Lion 
gines) to fly to Lourenco Marques, Portuguese East Afri 
The flight has been divided into three stages, 
Bolama, Portuguese Guinea, Bolama—S. Paulo de 
Portuguese West Africa, and S. Paulo de Loanda—Lo 
Marques, Portuguese West Africa. ‘an 
The first two stages follow the west coast line 
S. Paulo de Loanda the route will follow the Benguell 
way to Elizabethville, thence to Broken Hill and th 
River, to Beira and the east coast. 


The Vickers Vivid (Napier Lion engine on which Mr. E. R. C. Scholefield (‘‘ Tiny ”’) flew 
from Brooklands to Bucharest,—1,300 miles in 10 hours. 
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THE ROYAL 


The London Gazette. 


Sept. 4. 

GENERAL DutTIES BRANcH.—Plt. Off. P. N. Seally-Allin is promoted to 
the rank of Flg. Off. (Mar. 17); Wing Cdr. E. R. Manning, D.S.O., 
M.C., is placed on the half-pay list, Scale B (Sept. 1 to 30 inclusive). 

The following Flg. Offs. are transferred to the Reserve (Aug. 22) :— 
Ciass A.—C. H. A. Farman, S. J. Stocks. CLass C.—V. G. H. Gee. 

Plt. Off. E. S. Whitaker resigns his S.S. comn. (Aug. 29); Plt. Off. 
on probation T. Joyce-Clarke relinquishes his S.S. comn. on account 
of ill-health (Aug. 29); the S.S. comn. of Plt. Off. on probation W. E. 
Catling is terminated on cessation of duty (Aug. 20). 

ACCOUNTANT BRANCH.—Plt. Off. on probation J. H. Glenn is confirmed 
in rank and promoted to the rank of Flg. Off. (Aug. 1). 

MEDICAL BRANCH.—The following Flg. Offs. are promoted to the rank 
of Fit. Lt. (Aug. 24):—C. W. Coffey, J. Hutchieson, M.B. 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DUTIES BRANCH.—The fol- 
lowing are granted comns. in Class AA (ii) as Plt. Offs. on probation :— 
M. G. B. Clark (Aug. 311); A. G. Douglas (Aug. 13); E. F. Briscoe 
(Aug. 14). Plt. Off. on probation W. D. Brookes is confirmed in rank 
(Aug. 21). The following Fig. Offs. relinquish their comns. on com- 
pletion of service:—F: James (May 5); M. H. Edmunds (May 5). 
Fig. Off. K. H. Holley resigns his comn. on appointment to a comn. 
in the Territorial Army (April 30). 

AUXILIARY AIR FORCE.—ACCOUNTANT BRANCH.—NO. 603 (CITY OF 
EDINBURGH) (BOMBING) SQUADRON.—The following Plt. Off. to be Flg. 
Off.;—J. L. Jack; M.C. (July 25). 

sept. 7: 

GENERAL DUTIES BRANCH.—The following are granted S.S. comns. as 
Plt. Offs. on probation with effect from and with seniority Aug. 24 :— 
W. S. C. Adams, R. A. Beynon, EK. J. Brighton, D. A. Craik, E. B. 
Grace, G. D. Hoyland, R. Jones, G. S. King, J. Lewis, S. S. Mackay, 
G. R. Montgomery, M. G. Parker, S. P. Richards. 

The following Plt. Offs. on probation are confirmed in rank :— 
H. W. Duffey, C. P. Barker, W. P. J. Thomson (July 27); M. R. Kelly 
(Aug. 8). Plt. Off. R. David takes rank and precedence as if his 
appointment bore date June 19, 1927, immediately following Plt. Off. 
Arthur Edward John Pratt on the gradation list. 


Sq. Ldr. A. R. C. Cooper is placed on the retired list at his own 
request and is granted permission to retain the rank of Wing Cdr. 
(Aug. 22). (Substituted for the notification in the Gazette of Aug. 21.) 


Fit Lt. ¢C. D. Palmer is placed on the retired list at his 
(Sept. 1x). 


own request 


The following Flg. Offs. are transferred to the Reserve :—C.LAss A.— 
K. C. Baker (Aug. 31). Cuass C.—W. N. L. Cope (Aug. 29). 
The following Flg. Offs. resign their perm. comns.:—R. P. H. 


Utley (Sept. 1); R. Scott-Taylor (Sept. 5). 

Fit. Lt. IT. Le G. Pynches relinquishes his S.S. comn. on account of 
ill-health and is permitted to retain his rank (Aug. 31); Flg. Off. 
B. J. J. Nimmo relinquishes his S.S. comn. on account of ill-health 
(Aug. 29); Lt. (EK) K. A. B. Hutson, R.N., Flg. Off., R.A.F., relinquishes 
his temp. comn. on return to Naval duty (Sept. 3). 

MeEpica, BRANCH.—E. J. Mockler, M.B., is granted a S.S. comn. as a 
Flg. Off. for three years on the active list, with effect from Feb. 23, 
1926, and with seniority of Feb. 23, 1925 (Substituted for the notifica- 
tion in the Gazctte of Mar. 9, 1926.) Flg. Off. EH. J. Mockler, M.B., 
is promoted to the rank of Fit. Lt., with effect from Feb. 23, 1928, and 
with seniority of Feb. 23, 1927. (Substituted for the notification in the 
Gazette of Mar. 6, 1928.) Fit. Lt. E. J. Mockler, M.B., is granted a 
perm. comn. in this rank (Sept. 5); Flg. Off. (Quartermaster) F. W. 
Goodread is promoted to the rank of Fit. Lt, (Quartermaster) (Sept. 1). 


AIR FORCE. | 


CHAPLAINS BRANCH.—The Rev. M..K. Macleod, M.A., F.S.A., is gran 
a perm. comn. (Sept. 5). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DUTIES BRANCH.—The | 
lowing are granted comn. in Class A.A. (ii) as Plt. Offs. on probation 
B. A. Clench (Aug. 20); M. F. Ogilvie-Forbes (Aug. 20); J. T. 
Horsfall (Aug. 22). The following Plt. Offs. on probation are ¢ 
firmed in rank :—H. J. Penrose (Aug. 29); L. Currie (Aug. 31). 

The following officers are transferred from Class A to Class ¢ 
Flt. Lt. C. Jackson (July 31); Fit. Lt. C.D. Spiers (Aug. 14); Fig, | 
i. W. Dhres,  iDsk, Ce Aug.to): | 

Flg. Off. J. Gallacher relinquishes his comn. on completion of 
vice (July 28). 


Appointments. 


Week ending Sept. 1 

GENERAL Dutigs BRaNCH.—Group Captain C. D. Breese, A.F.C., 
R.A.F. Base, Gosport, pending taking over command, 3/9. 

Squadron I.eaders F. Fowler, D.S.C., A.F.C., to Home Aircraft De 
Henlow, 29/8. lL. J. Maclean, M.C., to H.Q., A.D.G.B., Uxbridge, 

Flight Lieutenants J. D. I. Hardman, D.F.C., to No. 22 Group H 
S. Farnborough, 27/8. F. G. S. Mitchell, to H.Q., Inland Area, § 
more, 17/8. C. S. Riccard, to No. 45 Sqdn., Middle East, 11/8 G 
Taylor, to R.A.F. Depot, Uxbridge, 3/9. S. B. Harris, D.F.C., AT 
to H.Q., India, 31/8. C. H. Stilwell, to R.A.F. Depot, Uxbridge, 1 
G. C. Bladon, to R.A.F. Base, Gosport, 31/8. V. P. Feather, to Sti 
and Supply Depot, Aden Command, 1/9. 

Flying Officers J. T. Riggs, to R.A.F. Depot, 
H. J. G. EB. Proud, to No. 446 Flight, Mediterranean, 1/9. C. 
Martin, to No. 10 Sqdn., Upper Heyford, 21/8. A. H. Montgom 
to H.M.S. Courageous, 24/8. R. Benham, to No. 12 Sqdn., Ando 


Uxbridge, 1 


17/9. WwW. R. Baird, to No. 460 Flight, Mediterranean, 2 
W. Anderson, to A. and G. School, Eastchurch, 15/8 W. C. 
Bullock, to No. 10 Group H.Q., Lee-on-Solent, 29/8. R. A. A. Cole 


No 14 Saqdn., Middle East, 14/8. W. N. Blain, to No. 39 Sq 
Bircham Newton, 27/8. W. A. Andrews, to No. 41 Sqdn., Northolt, 1 
A. S. Lewis, to H.Q., A.D.G.B., Uxbridge, 1/8. C. H. Roberts, to Nc 
Sadn., Old Sarum, 30/8. L. C. Burcher, to H.Q., Halton, 27/8. | 

Pilot Officers F. W. Murison and G. K. Horner, to No. 60 Sq 
India, 1/8. H. J. Cross, to Aircraft Depot, India, 1/8. The un 
mentioned Pilot Officers are posted to the R.A.F. Depot, Uxbridge 
appointment to S.S. Comns. with effect from 24/8:—W. S. C. Ad 
R. A. Beynon, E. J. Brighton, D. A. Craik, H. B. Grace, G. 
Hoyland, R. Jones, G. S. King, J. Lewis, G. P. Longfield, S 
MacKay, G. R. Montgomery, M. G. Parker and S. P, Richards. 

MeEpiIca, BRANCH.—Flight Lieutenant J. G. Russell, M.B., B.A. 
Central Medical Establishment, 11/9. 

StorEs BRANCH.—Flight Lieutenants H. T. H. Copeland, to N 
F.T.S., Sealand, 27/8. H. E. T. Crocker, to R.A.F. Depot, Uxbri 
27/8. F. J. W. Humphreys, to H.M.S. Furious, 1/9. 

Flying Officer C. I. Fry, to R.A.F. Depot, Uxbridge, 27/8. 


ACCOUNTANT BRANCH.—Pilot Officer M. IL. Jones, to No. 2 Sc 
Manston, 27/8. a. | 
CHAPLAINS BRANCH.—The Rey. J. G. Stephens, B.A., to R.A.F. Dé 


Uxbridge, 27/7. 
The Far-East Flight. 


The four Supermarine Southampton flying-boats (Na 
Lion engines) under the command of Group Capt. H. 
Cave-Browne-Cave, D.S.O., D.F.C., reached Batavia on 5 
9, and will go on to Singapore on Sept. 14. 


THE R.A.F. IN MOSUL. 


A group of R.A.F. Officers taken at Mosul on June 28, 1928. 


Left to right, standing, 


Maj. F. C. W. Taylor (Education Officer), 


Fig. Off. J. O. Parkin, Fig. Off. L. B. McGoverne, Fig. 


Evans, Fig. Off. H. T. J. Jagger, Fig. Off. A. B. Kay (killed 
Griffin, Flg. Off. W. Heron, R.A.F.M.S., Pit. Off. G. Selk. é 
W. E. G. Mann, D.E.C., Fit. Lt. D. Craik, D.F.C. (Cdg. No. 5 Arm. Car Section), Fit. Lt. G. S. Oddie, 


A.F.C., Sq. Ldr. C. H. Keith (Cdg. No. 6 (A.C.) Sqdn.) 


on July 5), Fig. Off. F. S. Hodder, 
Seated, Fit. Lt. F. C. Farrington, M 


M.C., D.F.C., Fit. Lt. G. H. Russell, D.F.C., Fit. Lt. F. C. Chalmers. 


"C., Fits Lt. 
D.F.C., 


, Fit. Lt. A. L. A. Perry-Keene, Fit. Lt. P. J. Clayson, 


Off. C. H. Le. 
Fig. Off. F. Cc. 
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THE WORLD'S MOST RELIABLE 
ENGINE OF LOW POWER 


MARK II: 75/85 h.p.—MARK III: 85/95 hp. 


In World Flights by Famous Pilots, in Air 
Racing, in the daily round of Club Work, for 
Service Training on Land and on Sea, in 
Great Britain, Europe, and throughout the 
whole World, the ‘‘ CIRRUS” engine has given 
PROOF OF THE UTMOST RELIABILITY 
and economy together with an unequalled 
capacity for hard work under all conditions. 


Manufacturers :— 


A.D.C. AIRCRAFT LTD., 
REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 
Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 


econo Ged Constructors of “CIRRUS "' and “NIMBUS” Aero Engines. Telegrams — 
olborn 4073. Constructors of ‘* MARTINSYDE” Types of Aircraft. Airdisco London. 
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A Fatal Accident. 


The Air Ministry regrets to announce that as the result of 
a presumed descent in the North Sea on Sept. 6 of a Black- 
burn aircraft of No. 422 Flight H.M.S. Argus the following 
personnel are reported missing :—Plt. Off. Samuel Hatton 
(pilot), Lieut. Charles Sheldon Booth, R.N., and J.77760 
Telegraphist Edmund George Bourke Grigson. 


R.A.F. Cadetship and Awards. 


The Air Ministry announces that AAs. P. B. Coote (Send, 
Surrey), J. Whitehead (Canterbury), and D. V. Angell (Bourn, 
Cambridge), from No. 1 School of Technical Training (Ap- 
prentices), Halton, and AAs. H. B. Wrigley (Seascale, Cum- 
berland), and I. U. C. Shirley (Bittern, Southampton), from 
the Electrical and Wireless School, Flowerdown, have been 
selected for cadetships at the R.A.F. Cadet College, Cranwell, 
on the result of the examination held on completion of their 
three years’ training as aircraft apprentices. 

Sir Charles Wakefield Scholarships valued at £75 each, have 
been awarded to Flight Cadet G. D. Stephenson (Marham, 
Norfolk), on the result of the recent competitive examina- 
aion for entry into the R.A.F. Cadet College, and to Flight 
Cadet P. B. Coote. The Hyde-Thomson Memorial Prize, 
valued at about £33, has been awarded to Flight Cadet T. U. C. 
Shirley. 


Engineering and Signals Officers. 


Air Ministry Weekly Orders state that extensions of service 
have been approved in certain cases to make good an expected 
deficiency in engineering and signals officers. 

A limited number of qualified officers in these branches, 
retained on temporary commissions to complete time for re- 
tired pay, may be allowed to extend their service on the active 
list up to a retiring age not exceeding fifty years. The only 
officers who will be considered for such extensions will be 
those who are qualified E*, E, S*, or S, in the Air Force Tast, 
or such as are now holding, or may be in future appointed to, 
a post to which a qualified technical officer is allowed by estab- 
lishment. 

The conditions governing such extended service will be 
modified from those under which the officers are at present 
serving, and will be operative from the date of their extension 
of service, that is, the date on which under the present 
conditions of service they would be due to be placed on the 
retired list. 

Officers holding the rank of Flying Officer will be promoted 
to Flight Lieutenant, with effect from the date of their ex- 
tension of service. (The eligibility of officers for promotion 
under normal rules at an earlier date remain unaffected.) 

Only service after the date of extension of service will 
count for increments of retired pay under this scale. 


ment within two years of that date. 


Officers invalided from the Service after the date of t) 
extension of their service will, if eligible for additional dj 
ability retired pay, be granted such additional retired p; 
according to the scale laid down in paragraph 3530 (5), K.) 
and A.C.I. 

Applications for extension of service under the aboye co 
ditions from officers due under their present conditions to | 
placed on the retired list prior to March 31, 1931, should rea 
the Air Ministry not later than March 31, 1929. Applicatio, 
are afterwards to be submitted annually so as to reach t) 
Ministry by March 31 in respect of officers due for reti: 
Applications, when fc 
warded, should be accompanied by remarks as to the su 
ability of the applicant for extension of service. [ 


Inter-Service Training. i 

The Army, Navy and Air Force Gazette is responsible f 
publishing the following statement :— 

It has been decided that the system of voluntary classes for { 
training of certain naval ratings and R.A.F. personnel in the duties 
the sister Service, which was instituted in 1926, shall be discontinu 
Arrangements have been made between the Admiralty and Air Minis 
f> ensure that in every battleship and cruiser carrying aircraft, A 
engine-room artificer and one shipwright shall be capable of perfor 
ing the duties of the fitter (aero engine) or carpenter rigger, R.A. 
respectively, 1f the need should arise. ‘ 

Reliefs for such airmen will normally be obtained from a carr 
or base, and relief by the naval ratings concerned is only to be. 
sorted to when no R.A.F. relief is immediately obtainable, and 
never to be resorted to in time of peace except on occasions of 
treme urgency when British prestige or danger to life are inyolv 
On all other occasions, the proper R.A.F. relief must be awaited. 

When a battleship or cruiser provided with aircraft is about to 
commissioned, the Commodore of the Depét will arrange direct w 
the Air Orficer Commanding, Coastal Area, for one engine-ro 
artificer and one shipwright to be attached to a base of the R.A 
for a period of two months, provided that equivalent ratings w 
similar experience are not already available. | 

Similarly, in order to render ordnance artificers fully competent 
assist in connection with armament fittings in aircraft borne 
WM. ships, one ordnance artificer from each battleship or crui 
equipped with aircraft will be sent for a period of five dé 
immediately before commissioning, to a Royal Air Force Gunn 
School, provided no ordnance artificer with similar experience 
already available. He will there be able to familiarise himself v 
the latest types of aircraft armament fittings. 


Extension of Reserve Service. | 

The service of the following officers of the R.A.F.O, | 
been extended for a period of five years :— 

Cass A.—Flying Officers: F. M. Brownlee, R. We C 


ston, C. S. Kent, W. Ledie, F. J. Letzer, L. O. Moss, M.. 
A. Prescott, H. W. Smith, H. Tullock, R. J. Weaver. | 
Crass AA.—Flying Officer: E. F. Smith. 
Crass BB.—Flying Officer: C. A. Jamblin. 


ARMY CO-OPERATION IN ‘IRAQ. 
right, standing, 


ist Lt. Omer Mouwafaq, Capt. Kasim Shoukki, Major Mahdi Rahhal, Capt. Muhammad Ali. 
Williams, R.A. (Artillery Adviser to the ‘Iraq Army), Major Hussain Fauzi, Sq. Ldr. 


The 1928 Artillery Co-operation course for the Iraq Army. 
Maj. Ismail Hakky, Capt. Mahmoud Shahwani, Ist Lt. Shokut Yumni, Ist Lt. Dawoud Salman, 


From left to 


Seated : Capt. P. 
C. H. Keith, 0.C. No. 6 


(A.C.) Sqn., R.A.F., Major Faik, Fig. Off. J. H. Parkin (Artillery Co-operation Instructor). 
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HE MOTH ‘EMPIRE’ 


ths are used in the 
'ritish Royal Air Force 
oyal Australian Air 
Force 
‘oyal Canadian Air Force 
outh African Air Force 
rish Free State Army Air 


orps ; 
lew Zealand Ministry of 
Defence 

hilian Military Air Force 
‘alian Royal Air Force 
oval Danish Military and 
Naval Flying Corps 


the Governments of 
idia, Sarawak, Sweden, 
Finland, Japan, etc. 


he majority of Schools in 
reat Britain, Australia, 
anada, India, South 
frica, Kenya, Sweden, 
ngapore, Switzerland, 

bain, etc. 


private or commercial fly- 
n all the above countries 


rgentina, Brazil, United 
‘ates of America, Ger- 
my, Poland, Portugal, 
ratt Settlements, Nigeria, 
inganyika, TheBahamas, 
iodesia, New Guinea, 


EVER WIDENING! 


The black areas of this world map indicate 
the most important countries and states in 
which Moths are used either in Military 
or Naval Air Forces, on official Govern- 
ment work or for private or commercial 
~ flying. This universal choice has, naturally, 
not ‘just happened,’ but has been guided 
by the unparalleled successes of the Moth in 
every phase of flying and by its wonderful 
all-round performance. 


CHOOSES GIPSY MOTHS 
for her 


FLYING SCHOOLS 


ee is the next of the great Dominions and 

Foreign Powers to select the services of the 

Moth as a training and tuition machine. Her 

Government will hand over the Gipsy Moths 

she has ordered to the newly established F lying 

Schools, the chief of which are at Bombay, 
Delhi, Calcutta and Karachi 


. PRICE 
Gipsy £650 


THE DE HAVILLA 


Whiteman Street, South Melbourne, Australia. 1001 Federal Buildings, 85 Richmond Street West, Toronto 2, Canada. 
Telegrams : Moth, Melbourne. Telegrams; Moth, Toronto. 


OTH ™ 


For full particulars of the Gipsy Moth write : 
THE DE HAVILLAND AIRCRAFT COMPANY LIMITED, 


Stag Lane Aerodrome, Edgware, Middlesex. ‘ 
Telegrams : Havilland, Phone, Colindale. Telephone : Colindale 6160—6163 


ND AIRCRAFT PTY. LTD. THE DE HAVILLAND AIRCRAFT OF CANADA LTD. 


EL Si eae iar tier cating kT Se Tam ar 
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Crass C.—Flying Officers: H. S. Eaton, J. H. C. Harrold, 
P. Wilson. 

The service of the following officer has been extended for 
four years :—Ciass A.—Flying Officer: W. M. Shoomith. 

The service of the following officer has been extended for 
two years :—Ciass A.—Flying Officer: J. McCosh. ~ 


Special Assessments. 


The following officers and airmen have been awarded spe- 
cial assessments as shown on completion of a course of 
ab initio flying training at No. 4 F.T.S. :— 

Special Distinction.—No. 363672 Cpl. E. C. W. S. Smith. 

Distinguished Pass: Plt. Off, F. W. Murison, Plt. Off. G. 
EB. BE. Singleton, No. 363086 Cpl. R. Harding, No. 335349 
L/AC. G. H. Wright. 

The following officer has been awarded a special assess- 
ment as shown on completion of a course ab initio flying 
training at No. 2 F.T.S.—Distinguished Pass: Pit. ORB: 
D. Nicholas. 

Notations have been made in the official records of these 
officers and airmen. 


The World Duration Record. 


An attempt will be made to beat the World Duration 
Record in the course of the next few months. 

The machine in which this attempt will be made is a new 
Fairey monoplane fitted with a Napier engine. No details 
of the machine are at present available. 

The machine will be flown by two Service pilots—Sq. Ldr. 
Jack Noakes, A.F.C., M.M., and Fit. Lt. EK. V. Major. 

Sq. Ldr. Noakes was born at Margate in 1895 and enlisted 
in the R.F.C. in 1915. He learned to fly at Hendon on an 
I). and P. biplane and his Royal Aero Club certificate, No. 
1092, is dated Feb. 20, 1915. He was given a commission 
from the ranks in January, 1917, and was promoted Flight 
Commander in July, 1917. On the formation of the R.A.F. 
the was appointed to a permanent commission with the rank 
of Flight Lieutenant and was promoted to be Squadron 
Leader in July, 1925. He was awarded the Air Force Cross in 
the King’s Birthday Honours of 1919. After the Armistice 
‘he was appointed to the Experimental Section, Royal Aircraft 
Factory. In February, 1922, he was posted to No. 216 
(Bombing) Squadron, Egypt, and in December, 1923, he was 
posted to the R.A.F. Depot, Middle Hast. In July, 1927, 
he was appointed to command No. 22 Squadron, a Unit in the 
establishment of the Aeroplane and Armament Experimental 
Establishment, Martlesham Heath. Sq. Ldr. Noakes is the 
inventor and original exponent of the art of crazy flying. 

Flt. Lt. E. V. Major is a retired Lieutenant, R.N., who 
joined the R.A.F. with a short service commission with the 
rank of Flying Officer on November 10, 1923. He was posted 
to No. 99 (Bombing) Squadron in June, 1924, with the 
honorary rank of Flt. Lt. In 1926 he underwent a course 
at Calshot and became a Qualified Air Navigation Officer. He 
was posted to No. 2 Flying Training School, Digby, in 
August, 1926. He was promoted to be Flight Lieutenant in 
July, 1928. 


Group Captain C. D. Breese. 


Group Captain C. D. Breese, A.F.C., whose appointment 
to the R.A.F. Base, Gosport, pending taking over command, 
is dated Sept. 3, 1928, was born in 1889 at Carshalton, 
Surrey, and educated at Magdalen College School, the R.N. 
Engineering College, Keynham, and the R.N. College, 
Greenwich. He entered the Royal Navy as an Engineer 
Sub-Lieutenant in 1909 and was promoted Engineer Ljieu- 
tenant in 1911. He learned to fly at Upavon on a Maurice 
Farman biplane, and his Royal Aero Club certificate No. 
654 is dated Oct. 16, 1913. In July, 1914, he was appointed 
to the R.N.A.S. as Flight Lieutenant, and was promoted to 
be Flight Commander in May, 1915, and Squadron Com- 
mander in December, 1916, and Wing Commander in Decem- 
ber, 1917. He served with the R.N.A.S. in’ the Dunkirk 
Area from January, 1915, to December, 1916, and again from 
February to April, 1917. In April, 1917, he went to France, 
where he served until June, 1917. On the formation of the 
R.A.F. he was appointed Lieutenant-Colonel, and became 
Wing Commander in August, 1919. He was awarded the 
Air Force Cross in the King’s Birthday Honours for 1918 for 
distinguished service. After the Armistice he was posted to 
India, and in March, 1921, was appointed to command the 
Aircraft Depot, Karachi. In March, 1924, he was restored to 
the Home Establishment and posted to. H.Q. No. 3 Group, 
Spittlegate. In January, 1925, he was appointed to H.OQ. 
Staff, Halton, for Technical Duties. He was promoted to be 
Group Captain on July 1, 1928. Group Captain Breese was 
treasurer of the R.A.F. Rugby Union from 1925 to 1927. 


Vacancies in the Auxiliary Air Force. 


No. 60r (County of London) (B) Squadron have a few 
vacancies for skilled men in the fitting, rigging and allied 
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trades. ‘There are also one or two vacancies for N.C.O.s 
these trades. If any ex-R.F.C. or R.A.F. N.C:0., or ar 
skilled men in the trades referred to wishes to make i) 
quiries as to joining this Squadron he should communica’ 
either in person or in writing to the Adjutant, Town Hea. 
quarters, No. 54, Kensington Park Road, Notting Hill Gat 

This Squadron is run on the Territorial principle and w; 
one of those which did so well during the recent Air Exercise! 


| 


R.A.F. SPORTS AND PASTIMES. 
The Inter-Services Swimming Championship) 


The inter-Services swimming championships were held | 
Halton on Sept. 4, when the results, were :— 
100 Yards.—Telegraphist Goodman (R.N.), 1; Sapper May (R.E.), 
Lieut. Havers (R.N.), 3. Time, 63 3-5 sec. | 
roo Yards Back-stroke.—B.Q.M.S. Rex (R.A.) (holder), 1; Bombard' 
Barnes (R.A.), 2; Seaman Adams, 3. Time, 1 min. 19 sec. | 
220 Yards.—Lieut. Brown (R.A.), 1; Telegraphist Goodman (R.N.), 
Sapper May, 3. Time, 2 min. 47 1-5 sec. (a new record). | 
Diving.—AA. Watson (Halton), 1; AC. Richards (Uxbridge), | 
Artificer Apprentice Taylor (R.N.), 3- 
440 Yards—Able Seaman Land, 1; Pit. Off. King (Uxbridge), | 
Lieut. Havers, 3. Time, 6 min. 18 sec. (new record). | 
too Yards Breast Stroke.—Pte. Rimmer (Army Service Corps (hold 
1; Able Seaman Wadsworth, 2; Plt. Off. Westwood (Netheravon), | 
Time, 1 min. 18 2-5 sec (a new record). 
Relay Race.—Army, 1; Navy, 2; R.A-F., 3. Time, 4 min. I 4-5 ¢ 
Plunging.—Midshipman Reed, 1; Sjt. Schofield (Royal Tank Cor) 
2; Sit. McGinn (Henlow), 3. 64 ft. 53 in. | 
Water Polo.—Royal Navy 6, R.A.F. 2; Royal Navy 3, Army 1; Ar 
3, Royal Air Force I. 


The Royal Navy won the Cup presented by the Presid 
of the Army Swimming Association by 82 points. The Ar 
were second with 78 points and the R.A.F. third with' 
points. 


1 


The R.A.F. Football Association. 


Fig. Off. D. A. W. Sugden, R.A.F. Depot, Uxbrid 
Middlesex, has been appointed hon. secretary of the R.A 
Football Association with effect from Aug. 1, 1928, and 
correspondence in connection with the association should 
forwarded to him at that address. | 


The R.A.F. Officers’ Golfing Association. 


The autumn meeting and championships will be held 
Sept. 26, 27 and 28 at Hunstanton Golf Club. 

The competitions are open to all officers on the ac 
service list of the R.A.F. who are members of the associa 
and all retired officers who have been members of the a 
ciation and still retain their membership. The R. 
Officers Golfing Association Championship is open to 
members of the association. | 

The entrance fee will be .£r 1s. for the three days. 
ros. 6d. for the first day and 6s. each for the second | 
third days. ° gy 

All entries, together with entrance fees, must reach | 
hon. sec., Sq. Ldr. C. H. Hayward, Yew Tree Lodge, . 
ford, Middlesex, not later than noon on Sept. 19. 


' 
; 


} 


THE EVILS OF POLITICS. 


A warning to young officers not to interest thems: 
in politics is provided by the sad fate of Major Sarmen! 
Beires, one of the best Service pilots in Portugal, who 
tinguished himself by a flight from Lisbon to Macao and 
in 1924 and from Lisbon across the South Atlantic to } 
Brazil, in 1926. : = 

During the latest revolution in Portugal (at any rat 
to the time of writing) which revolved on July 20, 
officer foolishly signed his name to a proclamation ag 
the existing Government. This was doubly foolish s 
that he stood in very well with the said Government. | 
revolution failed dismally, and, knowing that the Gc 
ment would view with disfavour those who had de 
themselves against it, he eloped to Spain in a Vickers 
paraiso where, so far as is known, he still remains, 1 
he has gravitated towards Paris. , 

Thus mis-placed ambition may ruin the promising ( 
of an officer with a brilliant record. Though in this co 
revolutions only occur at intervals of several hundre 
years, there is always a possibility of officers mixing 
selves up in the internal politics of their Service. | Ant 
is very nearly as bad as mixing in national politics. 
best thing an officer can do is to stick to his job and 
promoton. ) 


in 
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ON THE ORLY MEETING, 


On Sunday, Sept. 9, there began at the Orly Aerodrome, 
about half-an-hour by car to the South of Paris, the Competi- 
tion for Light Aeroplanes, organised by the Association 
Francaise Aérienne. This is the great event of the year in 
French Civil Aviation, and one is sorry that it has not been 
supported br larger entries, for the organisers have set 
about their work in such a sporting spirit and with such 
friendliness for all the competitors and with such enthusiasm 
that their meeting deserves to be of greater importance 
than it is in fact. ; 

Entries had been received from Holland and from Czecho- 
Slovakia, but the Czech machines did not arrive, and the 
Pander from the Rotterdam Club came in after 15.00 hrs., 
the closing-time for the ‘‘ presentation ’’ of competing ma- 
chines. There were no Italian entries. So the competitors 
are all French, English and German. Incidentally it was, 
good to see the friendly relations between the Committee and 
the sporting German pilots and their mechanics. 

A MatreER OF CORRESPONDENCE. 

While giving full marks to the organisers of the meeting 
for their enthusiasm and friendliness, one is compelled to 
criticise their office-work. Everyone—competitors and press 
alike—complained that they could not get answers to their 
letters from the bureau of the competition. 

One can confirm this personally, for though THE AERO- 
PLANE wrote weeks ago for passes and badges and so forth, 
nary a word came in reply. But, by way of recompense, 
when one arrived on Sunday (in the excellent care as diplo- 
mat and automobilist of Capt. Cyril Turner, late R.F.C. and 
Bat Co., and now the Fairchild representative in Europe) 
one found the Committee ready to expend all their energies 
for the benefit of foreign competitors and visitors. 

Still, after all, in their slackness over correspondence the 
Committee were no worse than some firms in the British 
Aircraft Industry,—apropos which Mr. Harold Perrin, Secre- 
tarv of the Aero Club, summed up the situation admirably. 
Several of us were talking over this very subject of English 
commercial slackness, when the name of a well-known 
Australian who is over here on business was mentioned. 


“ Well! ’ said Harold the Hearty, ‘‘ You know why he 
came over, don’t you? It was to get the answers to his 
cables.” 


As an antidote to that, perhaps one had better quote a 
quick saying which seems to explain some of the success of 
the de Havilland people. A business man whose experience 
includes most of Europe, as well as the United States from 
the Atlantic to the Pacific, said,—‘‘If you go into St. 
Barbe’s office to sell him something, you come away finding 
that you have left a deposit for a new Moth.” In the words 
of the troops,—that’s the stuff to give ’em. But it is by 
the way—so let us to our meeting. 

Incidentally, H. the H. flew over from London on Satur- 
day evening in an Argosy, which had to land for petrol at 
Abbeville, and arrived at Le Bourgét in the dark, owing to 
a strong South-East wind,—and he enjoyed it. So much for 
those maligners who say that the Secretary of the Royal 
Aero Club does not fly. 

THE COMPETITORS. 

Owing to the lack of such mere accessories as programmes, 

or other lists, the only way of discovering what was com- 


AT ORLY.—Mr. Broad and his Gipsy Moth 


) (Gipsy engine) outside the big shed in which all the competin{ 
machines were stored. The eye of faith may see in the group Mr. and Mrs. Harold Perrin and Capt. and Mrs. 
Cyril Turner. The ‘ parcel of washing ’’ on the side of the machine is a spare airscrew.—(“ Aeroplane ” photograph 


| 
: 


peting was to go round the big shed in which the mac 
were housed and make an inventory of what was t 
Some machines had numbers on them, some had not, | 
were evidently not competing,—at any rate one woul 
sorry for their pilots of they did. But just for joss one 
them all down, as they provide a kind of review of Fy 
light aeroplanes. | 

First on the non-existent programme came a whole | 
of Caudrons.—No. 1, F-AITI, a monoplane with a smi 
cylinder Salmson: No. 3, F-AIPV, a biplane with a b 
5-cylinder Salmson : No. 4, F-AIRA, a monoplane with 
cylinder Salmson: No. 5, F-AIQG, a monoplane with 
cylinder Anzani: No. 6, F-AIUC, a monoplane with 
cylinder Anzani: and F-AHFE, probably going to be N 
a monoplane with its engine wrapped in waterproofs, 

The British representatives were (or are) a mixed 
There was. Fits Lt. Comper’s Felixstowe biplane, wi 
Bristol Cherub. There was Mr. Broad’s Moth, YK, w 
Gipsy. There was Mr. Percival’s Avian, YR, with a C 
There was Mr. Stack’s Avian, AT, with a Cirrus anc 
pilot’s nice new type of cowling. There was an Avian, 
flown by Lady Heath (lately Mrs. Eliott-Lynn), also w 
Cirrus. And there was Flt. Lt. Soden’s Moth, OU, w 
Genet, flown by Fl. Off. Atcherley,—not in the compet 
but flown with marked effect, as will appear hereafter, | 

Germany was represented by two Klemm low-wing r 
planes,—D.1450, with a a-cylinder Daimler engine, | 
D.1357, with a little 9-cylinder (40 h.p.) Salmson. Mac 
of this make were described in THE AEROPLANE last | 
They have put up wonderful performances, thanks t 
skill and daring of German pilots, flying over the Alp: 
all round Europe. And under the conditions of the 
petition they may do well.. But ome cannot consider | 
as serious aerial vehicles,—which is what light aerop 
should be. They are too slow to be useful in bad we 
They are too flimsy to stand regular knocking about. | 
the big span of their low wings makes them awkwa 
handle. 

THE FRENCH MACHINES. 

One of the most interesting French machines is Ni 
which bears the designation ‘‘ Avions Guerchais No, 0,0¢ 
showing that though this is his first effort M. Guerch’ 
ambitious and confident, and sees his products running 
thousands. The machine is a 2-3-seater cabin mono 
with a ply-wood wing,—and looks rather like a baby Fo: 
The engine is a 45 h.p. 6-cylinder Anzani, so one doe) 
think much of its chances. With a Gipsy engine it 7 
do well. a 

Another interesting, if unpromising, machine is the Pj 
Nessler. This is a fairly normal monoplane, but the cd 
surfaces,—ailerons, elevators, and rudder have a kind of 
plementary trailing edge with geared-up control-lever 
that whichever way the main surface goes the suppler 
ary surface goes a bit further, so making a kind of | 
of the whole surface, and so, the designer hopes, £ 
better control. Personally one thinks that the advantag 
any, are not worth the extra weight. The machine | 
3-cylinder Salmson of 12 h.p.,—so it is not exactly. 
powered anyhow, and its chances in the Tour de Francs 
tion of the competition next week-end seem small. ~ 

Another of M. Peyret’s efforts is the “ Triavion Albess 
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which bears the registration letters F-AIKE,—perhaps appro- 
priately. It is very like the glider on which the late M. 
Maneyrol performed so wonderfully at Itford Hill in 1922. 
That is to say, it is a tandem monoplane with the second 
pair of wings aft of the cockpit, and about half way towards 
the quite normal tail-unit. As a flimsy glider, to sit on 
top of a chimney of air blown by half a gale against the 
face of a cliff the arrangement may have its merits. But it 
hardly seems to be a dangerous competitor in this contest— 
at any rate not to other entrants. And, even if it were an 
efficient aeroplane, its 6-cylinder Anzani could not be ex- 
pected to haul it all round France. 

Of all the new French machines the best liked is the 
Albert monoplane, F-AIVA, with the 4o h.p. 9-cylinder 
Salmson. It has a tapered all-wood, wing very like the once- 
boomed Alula, and a split undercarriage of hickory, in which 
the radial sprung struts, which carry the wheels, look like 
stream-lined hockey-sticks. The tiny engine runs like a 
sewing-machine,—but one does not know how long it will 
stay running. And the machine, which -is. very light in- 


deed and would doubtless cause acute mental indisposition . 


to the Stress Department of the Air Ministry, gets off the 
ground like a scalded cat. It seems to be difficult to land, 
but that may have been owing to the strangeness -of the 
pilot. : 

No. 16, F-AFGA, and F-AFGF, both with 6-cylinder 45 
h.p. Anzanis were (are?) aged Potez VIII.s., As one of them 
had a number, presumably they are competing, though there 
seems no good reason why,—as they show no advance on 
the ideas of ten years ago. 

Also in the shed were two small ancient Farman Type 
Sport biplanes (with 6-cyl. 45 h.p. Anzanis), of the kind 
that used to be known as the “‘ David,’’ as opposed to the 
Farman ‘ Goliath.’ One was lettered F-AICP, and _ the 
other had no lettering. They called up tender thoughts in 
the memory of Mrs. Cyril Turner, who as Andrée Peyre, 
Aviatrice, once persuaded one of these little chicken-coops 
up to 14,000 feet (official) in California, and captured the 
feminine height record. One hardly fancies that either of 
these genuine antiques will compete. 

Another unlikely competitor is a side-by-side monoplane, 
about as wide as a Bluebird-and-a-half and just about as 
deep. It looks like a washing-tub with wings and a tail, 
and as it is painted bright blue it seems to be suffering 
from an over-flow of Reckitts. It has a 6-cylinder 45 h.p. 
Anzani, and probably no performance,—which may account 
for its being without either registration letters or a maker’s 
name. 

Finally there is an old and small single-seat biplane with 
“L’Icare ’? painted on its sides and a 3-cylinder Anzani on 
its nose. Its workmanship suggests that its name might 
be justified if anyone flew it. 

Op1ous COMPARISONS. 

Taking them all round one was not impressed by the 
French light aeroplanes. None of them approached our 
Moths and Avians and Widgeons and Bluebirds and Spartans 
in design or construction, and they certainly have not an 
engine to touch the Cirrus or Gipsy or Genet. 

One never knows what may happen in a competition. All 
our machines may be put out by minor troubles, such as 
defective ignition or choked pipes or something equally 


AT ORLY.—One of the three Avros 


The Aeroplane 


SEPTEMBER 12, | 


futile. Most of the French machines may survive al 
tests, including the Tour of France next week-end. Aj 
the system of awarding marks for useful load carrie 
which a very light machine scores in proportion to its 
lightness—one or other of the flimsily-built French aeror 
may get away with all the prizes. But there is no donb; 
builds the best light aeroplanes. i 
It is a great pity that other foreign machines did not , 
or enter. The Koolhoven monoplanes would haye giy 
good impression. One would have liked to see a Poncel 
the new Goudentops machine from the Sabca Works. 
the Avias from Prague would have added interest, Still, 
ought to be some useful information to be got out of th 
or twelve days’ flying which the competitors have to do, 


First. ARGUMENTS. 


Sunday was only the Day of Reception, for the presen; 
of papers relating to the machines, and for the weighi 
them. ‘here was no official flying, but the proceedings 
amusing. : | 

Almost the first thing we heard was that the Irving 
chute, not having been ‘‘homologated”’ by the French 5; 
Technique, no marks would be given for carrying ’chui 
that make. And, as certain English competitors had Ir 
with them, naturally there was the makings of an argu 
But there was the rule, so the Irvingites just had to b 
French parachutes to earn the marks, or go withon 
marks, and either carry their Irvings for safety’s sak 
leave them behind-and carry extra ‘‘ useful ”? load and 
a few marks that way. | 

No marks were allowed by weight for carrying < 
approved parachute, as it was not reckoned as useful’ 
Lead weights were reckoned as useful, as they mig 
reckoned as extra petrol or as an extra fat passenger. - 
sensible thing in the rules was that there had to 
many cubic centimetres of space in the machine for each 
gramme of such useful load carried. That stopped the ( 
ing of marks by carrying chunks of lead when there w 
real room in the machine, | 

So far as one could gather, the French Government e3 
of the Section Technique have no objection to the Irvi 
a parachute. Their quarrel with it is that there is no‘ 
release gadget in the harness, to allow the user to i 
parachute go so as to prevent himself from being dr 
after landing. And apparently our experts argue that 
better to be dragged than to take the chance of pullin 
quick-release lever by mistake before landing. You | 
your money and takes your choice.” | 

KINDNESS AND COURTESY. 

That the Committee were not hide-bound by their own 
was shown by an incident which happened to Fl 
Comper. He took the Felixstowe biplane out for an . 
on Sunday to test his get-off distance, and just after le 
the ground his magneto cut out. He had to do a bump 
ing to avoid running into a paling, and broke an underca 
fitting. The machine could not be got back to the she 
fore 15.00 hours to be officially accepted. But, beca' 
was there earlier in the day, they accepted it, and 
over they weighed it in its damaged condition befor 
other, and then sent it into another shed, together 


(Cirrus engines). The photograph gives some idea of the size of Frenc 
aerodrome buildings, —(“ Aeroplane” photograph.) 


| 
| 
| 
| 


| 


TEMBER 12, 1928 ‘Ehe Aeroplane 45 


Ne) 


F 
Ve 
PURELY Less 

L- 

= 

=: 


ot AiRCRAFT.- ND$ 


has pleasure in announcing 
that it has obtained the 
World’s Rights of 


SIMMONDS 


“CIRRUS - ; 
- SPARTAN 


LIGHT BIPLANE. 


The first production batch 
of machines is now in course 
of construction. 


£620 


SIMMONDS AIRCRAFT LTD., 


DIRECTORS :— Address :— 
O. E. SIMMONDS, WESTON, 
A.F.R.Ae.S,, M.].Ae,E, 
: SOUTHAMPTON. 
Chairman & Managing Director: 
*Phone :— 


Lt.-Col. L. A. STRANGE, 


D.S.O., M.C., D.F.C,, Late R.A.F. WOOLSTON 247. 


MIUUULULLLLLLLLLLLLLLLLLLLLCLOLCLOOCOLOCUOUOOOOOOOO OOOO OO OOOO OOOOOOOCENUHOUOTOTOTOOOT TUT MUTUNUOUOUUTUUUUOUOUOMTUMMMTMTOOOTOOTUMMTTTUNNUNTUNUUNUUOOOOUOMMMMMMMT TT NCUTUNUNMUMMMMMT TTT TOUTE TOUOTUeTTeN OOO CCCCC EL 


Gee TTTTTTTTTTTTTITTTEGHTI COT CCeT CO OCOI COU UUUO NOONE UOT UOOUUO OOOH OOOO UNNI TOOT A UOTATUCOTU TUNED TOOT NOU IOOOT CCCMITO LOCC HOOT Ds 
KINDLY MENTION ‘ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


460° The Aeroplane SEPTEMBER 12, 


THE HOME-MADE AEROPLANE. 


Military sheds and some old Bréguets and Moranes may be seen in the background.—(“ Aeroplane ” photograph.) 


workmen and tools to help Fit. Lt. Comper to repair it in 
time for the flying tests on the Monday. 

_ The officials were as keen as any of us to get the job done 
in time and were most sympathetic over the mishap. Their 
attitude was, one imagines, like that of a charming Anglo- 
Frenchwoman, who said how sorry she was for “ the nice 
man with the home-made aeroplane.”’ 

An AFFAIR OF CUSTOMS. 

Incidentally, why do English pilots going to Paris take 
such queer routes? Flt. Lt. Comper, starting from Lympne, 
landed at Abbeville, which is not’a regular Customs station. 
So much time was taken in getting douaniers out from the 
town that he had to stay the night there. Mr. Broad chose 
to land at Berck, an emergency landing ground for air-liners 
and a permanent ground-base for thousands of consumptives. 
He arrived at Orly about midday on Sunday. 

Lady Heath (lately Mrs. Eliott-Lynn), ignoring suci 
ordinary things as Customs, flew direct to Orly on Saturday. 
So on Sunday morning, after a lot of telephoning, she had 
to fly to Le Bourget to get her machine and belongings past 
the Douane. The Customs people were really very good over 
the incident, because they might justifiably have confiscated 
the machine and have held it up till a fine had been paid. 

And all the time there is that nice little aerodrome at 
St. Inglevert, sitting on the top of the hill between Calais 
and Boulogne, where any aviator from this side can clear 
the Customs and be free thereafter to land anywhere in 
France. It is so simple, as Mr. Drage says. 

SHOWING How. 

During the early afternoon Mr. Atcherley gave a treat to 
the few hundreds of people who had come to see the machines 
accepted. He brought out Flt. Lt. Soden’s Genet Moth and 
proceeded to do a little Pageant flying, rolling low down 
several times and then doing an outside loop. Twice the 
machine failed to get over the top of the loop, and, after 
hanging vertically tail-down for an emotioning second or 
two, fell over sideways with a flick that must have shaken 
the fittings fairly well. The third time it came over the top 
right side up, and the crowd, composed entirely of people 
who really knew about fiving, cheered enthusiastically. 

Few there, except the English, who knew the regular 
performance of the C.F.S. Moths, had ever seen such flying, 
and the French were generous in their expressed admiration. 


I 


Fit. Lt. Comper and the Felixstowe C.L.A.4 (Cherub engine) at Orly. The Fre 


{ 


M. Detroyat, the best acrobatic pilot in France since 


death of the lamented M. Fronval, came along afterwards 


+ 
| 


our old friend M. Bajac as interpreter, and had a long 
about it with Mr. Atcherley. He was particularly imtere 
in the harness which the Moth pilots use to keep themse 


from falling out when doing the outside loop. 


| 
Actually Mr. Atcherley’s performance was not up to his’ 


form, for the engine has done a heap of flying lately, | 
was in fact only at Orly on its way back from Spain, whi 
it had taken Flt. Lt. Soden and Mr. Atcherley and bag: 
on a holiday tour. The machine is the very first G¢ 
engined Moth ever made, and has not a performance e| 
to that of the C.F.S. Moths. So altogether it was b| 
than it looked,—and to a stranger it looked pretty start 


Mr. Walter Varney, who runs the Varney Air Mail Line} 


\ 
eh 


Seattle to Salt Lake City (one of the first air lines to 1 


a profit in America) happened along at Orly on Sunday 
like the old lady who saw the giraffe for the first time, 


that he didn’t believe it. And he is a pretty good judg 


flying too. 


Incidentally, Mr. Varney says the air-mail lines in 
States are doing great business, as the American public 
now wide awake to the value of the air services. Ome qu 
to him the remark of a correspondent in the States, wh) 


a letter which came last week, said that the air mail 
tractors are making so much money that they all feel 


i 


they ought to be in jail. .He would not admit that bus 


was quite as good as that, and he seemed like a man 
a clear conscience. 
THE WEIGHING-IN. 


I 
1 


Soon after Mr. Atcherley had done his show the sky b) 
clouding over, after a blazing hot morning, and im qu: 


short time a storm of wind and rain swept over the 
drome, and that put an end to any more joy-riding 


afternoon. Everybody retired into the big shed for the se’ 
job of weighing-in the machines. The result was }} 
hilariously funny, and if the officials of the Associ 


Francaise Aérienne had not been so extraordinarily 


‘\ 
‘ 


natured there might have been something like a Tow 

The weighing was done in three pushable, if not ex 
portable, platform weighing-machines, of that kind w1 
balance-weight which slides along a horizontal lever! 
Planks were put across two of them, and the wheels 0 


A NOVELTY.—The neat little Albert monoplane (Salmson engine). The overgrown Nissen huts in the back 


ground are airship sheds. —(“ Aeroplane ” photograph.) 
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lanes were rolled up onto these planks. Then the tail 
e machine was lifted and the third weighing machine 
pushed under it, with an oil-drum standing on the plat- 
to carry the tail-skid so that the whole tail of the 
ine would be clear of the lever-arm. Then the weights 
ated on all three weighing machines were added up, 
he weights of the planks and the oil-drum were deducted 
the total and the result was the weight of the machine. 
st of the machines were well under weight, so accuracy 
, did not matter much except for purposes of marks in 
on to useful load carried. But the two Avros piloted 
fr. Neville Stack and Lady Heath were over weight. 
e pilots and mechanics promptly set to work to get 
it off. They removed the stub exhaust-pipes, and some- 
discovered quite a lot of bits and pieces which appar- 
they could do without,—though one imagines that de- 
rs of aeroplanes do not put anything into the machines 
1 they consider dispensable. 
en all these bits and pieces were stripped off the 
ines they were weighed in again. Then it was found 
one of them which had been 5 kilogrammes (about 12 
over weight was now 7 kilogrammes (about 16 lbs.) 
r weight. So the Avro crews began wondering how by 
ing about 12 lbs. weight of oddments off the machine 
had made of difference of 28 lbs. in the weight. 
o the Avro representatives were certain that the machines 
neen weighed in pounds before they left England and 
then well under weight. Somebody suggested that the 
rules which were used in translating pounds into kilo- 
mes must have been out of adjustment. Somebody else 
‘sted that the weighing-machines needed oiling. Some- 
else suggested that the sudden change in temperature, 
d by the storm which was then raging, must have in- 
ed the density of the metal in the machines and so had 
ased the weight. Another genius suggested that the 
ish air in the tyres must be heavier than the French air. 
> pilot, to get the last ounce of weight out of his machine, 
it out in the rain and ran the engine so as to pump all 
il out of the oil tank. Popular opinion seemed to be 
he had accumulated far more weight of rain in the 
it and on the planes and fuselage than the weight of 
at he had got out of the tank. 
on there was all the fun of pushing the various machines 
to make room for the other machines to get at the 
ling machines. Everybody helped. And, of course, 
body got everybody else’s machine into everybody else’s 
But everybody was good-tempered, and really the 
e handling the machines were quite skilful in the way 
dodged wing-tips over rudders, and insinuated tail- 
s between the wings of biplanes, while the owners of 
her machines stood with their tongues sticking out with 
ty. 
wever, at last the great task was accomplished and 
_ of us, including Harold the Hearty and Mr. Broad, 
ned to Paris over half-dried slippery roads skilfully 
d by Cyril Turner in his Buick, he having apparently 
1one of his old skill and address as a pilot since the 
when he did startling things on a Bat, and thereafter 
ered the graphic art of skywriting. 
gencies of the press compelled one to return to London 
onday morning. But one hopes that the further doings 
ly will be collated from various sources.—c. G. G. 


& s . 


A LATE-COMER.—The Rotterdam Club’s Pander biplane ( 


ROUND THE EDGE OF GREAT BRITAIN. 


Between Aug. 5 and Aug. 19, Col. the Master of Sempill 
made a 3,o00-mile holiday trip round the coast of Great 
Britain and Ireland on a Blackburn Bluebird seaplane. 

For some days prior to the start the Bluebird had been 
moored out on the Thames opposite the Houses of Parlia- 
ment in company with the Short Calcutta. 

On the first day Hartiepool was reached after a stop at 
Yarmouth for fuel. A sum of 3s. 2d. was paid to the harbour 
master at Hartlepool as ‘‘ dock dues for entry into Hartle- 
pool,’ this entitling the Bluebird to remain for 28 days. 

On the following day the flight was continued up the coast 
over the Farne Islands and round North Berwick to the 
Firth of “Forth and Musselburgh. Here the Bluebird was 
turned inland to the Gladhouse Reservoir some 800 ft. up in 
the hills north of Peebles, quite close to the house of the 
Lord Elibank. 

From this base a series of flights was made mainly as visits 
to friends, the adjacent locks providing safe and convenient 
moorings for the Bluebird. 

From Peebles the flight was continued to Aberdeen, where 
it was found that the harbour dues had increased to 3s. 6d. 
As far as Aberdeen Col. Sempill had been accompanied by 
his wife. But from here northward he flew alone, as the take- 
off in, the prevailing wind was awkward. 

From Aberdeen he flew to Thurso by way of Wick, 
Duncansby Head and John o’ Groats. At Thurso a heavy 
swell was running which forced him to await until the next 
day before proceeding further. 

From Thurso he flew round Cape Wrath, the extreme north- 
westerly point of Scotland, and down the wild and rugged 
west coast to Strome Ferry. 

The next stage was from Strome Ferry to Belfast by way 
of Oban. At Belfast the Tourist Trophy Race was viewed. 

From Belfast Col. Sempill flew to Wexford down the east 
coast of Ireland. From Wexford he flew across the St. 
George’s Channel to St. David’s Head, where the course was 
set for Lundy and Newquay, which was reached at dusk. 

From Newquay the flight was continued across Cornwall 
over Truro to Falmouth, where all the ships and the town 
were lit up. This assisted in the alighting after dark. 

On Aug. 19 Falmouth was left at 13.00 hrs. and after a 
detour in the direction of Land’s End a course was set up the 
Channel against a head wind. Gravesend was reached at 
dusk and at Woolwich it was dark. After passing Chelsea 
the Bluebird was climbed to’ 2,000 ft. before leaving the river 
at Barnes to strike north to the Welsh Harp, where an 
alighting was made by the lights of the Wembley bye-pass. 

The total distance covered was approximately 3,000 miles 
in just under 50 flying hours. 

The Bluebird seaplane and the Genet engine gave no 
trouble whatsoever. A Fairey metal airscrew was fitted and 
this showed its advantage over the wooden, type, particularly 
at Thurso, where the take-off was made in a heavy swell with 
water breaking over the floats and into the airscrew. 

So far few facilities for seaplanes exist round the coast so 
that various ways of mooring and handling had to be im- 
provised. Sometimes the Bluebird was moored fore-and-aft 


in a quiet portion of a busy harbour or sheltered creek of 
some Highland loch and sometimes in a more conventional 
manner, but the assistance that was needed to deal with 
these special conditions was always available. 


Oa 


Walter engine), which arrived too late to be accepted 


for the Competition. —(“ Aeroplane” photograph.) 
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A SPANISH SPORTSMAN’S TOUR. 


On July 18 Senor O’Gara, piloted by Lieut. Haya, of the 
Spanish Royal Air Force, left Croydon on an Avro Avian 
(A.D.C. Cirrus II engine) which he had purchased for Madrid. 

They reached Madrid on July 20 having flown by way of 
Paris, Tours, Bordeaux, Biarritz and Vittoria. 

On July 29 they left Madrid for a toux of Europe under a 
veil of the most profound secrecy, and it was not until they 
arrived in London on what was practically the completion of 
the tour that anything was known about it in this country. 


THE SPANISH AVIAN TOUR.—Lieut. Haya of the 

Spanish Military Air Service (in the cockpit) and Senor 

O’Gara, with the itinerary of their tour painted on the 
side of the Avro Avian. 


THE SPANISH AVIAN TOUR. 


The Avro Avian (A.D.C. Cirrus II engine) on which Senor O’Gara and Lieut. 
Haya flew round Europe. Senor O’Gara is standing in front of the nose, with Lieut. Haya on the right against 
the wing. ’ 


From Madrid they flew by way of Barcelona and Marsej. 
to Nice, a distance of 720 miles in 9 hrs. 10 mins. | 
On July 30 they flew from Nice to Pisa and on the follow 
day from Pisa to Rome, and on Aug. 2 from Rome 
Naples, where they stayed for several days. : 
On Aug. 8 they flew to Brindisi, on the following day fr 
Brindisi to.Salonica, and on Aug. 10 to Constantinople, 
‘On Aug. 18 they left on their return journey, flying 
successive days to Sofia, Belgrade, Bucharest and Vienna, 
On Aug. 24 they flew to Prague and Berlin. ae | 
They left Berlin on Aug. 31, and flew to Dessau, wh 
they went over the Junkers works, and on the follow 
day flew from Dessau to Amsterdam. | 
On Sept. 2 they flew from Amsterdam to London. Here 
Cirrus Il engine was taken down for inspection more a 
matter of routine and curiosity than necessity. — | 
When they called at THE AEROPLANE office, with a 
F. P. Scott, of the Avro firm, the pilot, Lieut.) Higa 
had obtained special leave of absence to make this trip, Hi 
very highly of the machine and engine and _ reported 
trouble whatever throughout the trip. | 
Senor O’Gara, the owner of the machine, is of Ty 
descent, his ancestor being an O’Hara,—and he looks like 
He took a certain amount of dual instruction during | 
voyage and actually made his first landing at Amsterdam 
Sept. 1. On Sept. 7 they left London-to fy to iams | 
Madrid. 
On behalf of British Aviation one congratulates Spar 
Aviation on having such fine sportsmen as Senor O’Gara | 
Lt. Haya to put up so fine a performance.—c. G. G. 


A BRILLIANT AFRICAN FLIGHT. 


On March 2, 1928, MM. Mauler and Baud, accompanied) 
M. Cohendy, a cinematographer, left Le Bourget on a Canc) 
128 biplane (120 h.p. Salmson engine) to fly to Cape T) 
and back. 

Their route followed the west coast of Africa by way 
Rabat, Casablanca, Dakar, to St. Louis, at the mouth 
the Senegal River. Thence they followed the Sen’ 
River down to the Ivory Coast. 

From here they again followed the Nigerian and Fre: 
Equatorial African coast to Boma at the mouth of the Cor 
At Boma, the cinematographer left the party to attach 1 
self to the entourage of H.M. the King of the Belgians. 

MM. Mauler and Baud continued their journey by fol; 
ing the course of the Congo River to Albertville, wh« 
they flew by way of Broken Hill, Bulawayo, Johannesb' 
and Port Elizabeth to Cape Town where they arrived: 
July 3. 

On July 21 they left the Cape on their return journey : 
covered a different route by way of Port Nolloth, Beng 
and S. Paulo de Loanda to Boma. They then flew to Li’ 
ville, Forcados, Accra, Grand Bassam, Bamako, and Daka’ 
Casablanca. 

There they applied for official perniission to fly | 
Mauretania, but in view of the attitude of the natives, | 
at the moment are holding as hostages two French p) 
who had been unfortunately forced to land on the Spa‘ 
African coast, this permission was refused. Neverthe: 
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BY AP INTMENT 
TO HIS MAJESTY THE KING 


INDIA TO ENGLAND 
IN 4: DAYS 
Record Flight on 


CASTROL 


Capt. C. D. Barnard landed at Croydon at 8.10 p.m. on Thursday, September 
6th., having left Karachi at dawn on the previous Sunday. His Bristol 
“ Jupiter”-engined Fokker monoplane “ Princess Xenia” was lubricated with 


Wakefield CASTROL. 


The fastest previous flight between England and India was made by Mr. Bert 
Hinkler in February, whose 
“Cirrus”-engined Avro “Avian’’ 
also was lubricated with Wake- 
field CASTROL. He reached 
Karachi in seven days in the 
course of his wonderful 154 day 
flight to Australia. 

So continues the unbroken run 
of CASTROL achievement! 
Follow the example of the 
Experts and safeguard your 
engine by using Wakefield 
CASTROL, as 


RECOMMENDED ae record Iq 

by over 230 Leading Motor all records for 
Manufacturers. 

C. C. WAKEFIELD & CO., LTD., SECOND 


All-British Firm, 
Wakefield House, Cheapside, 
LONDON, E.C.2. 
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Sept. 2nd. 


Sept 3rd. 


Sep. 4th 


Sept. 5th- 


Sept. oth. 


INDIA _ ENGLAND. 4700 Miles. in 4% days -56 hours 
flying time. 


We left Karachi on Sunday September ona at dawn and 
arrived Bushire at nightfall after 14 hours flying 1256 mile 
Even at 4000 feet the heat in the Persian Gulf was excessiv 
put the oil temperature remained normal, and the running of 
the engine wae in no way affected. 

On the next days flight from Bushire to Aleppo We were 
compelled owing to nigh winds ana thick ganda storms to my 
with almost fuk throttle, and finally landed after dark i 
the desert 200 miles from Aleppo. This journey of 1096 mi 
4o0k 13 hours. The engine started at the first attempt 
continuation of our flight next morning. 

After taking off from Aleppo for Sofia (1000 miles) the 
Taurus mountains nad to ve Re: our load of 20 hé 
petrol was no easy matter. It meant the use of almost | 
ehrostie in tne eRe por quite thre’ amas as the Lowest 
neignt necessary to cross this range is 10 ,000 feet. 5 
was reacned in 12 nours. 

We left on our Longest "nop" of 1350 miles at dawn, art! 
croydon after 15 hours flying. With the exception of tt 
from Bushire t+o Aleppo each days flight has been non-3? 


the engine 6@v° us npsolutels anxiety qnatsoever | 


C | 


| 


: | 
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DIA TO ENGLAND IN 4; DAYS 


WITH A | me 


JUPITER ENGINE 


--Jupiter machine with which the flight was made. 


“The fastest previous air journeys between England and India 
were those of the American airmen, Brock and Schlee who, in 
September, 1927, flew from London to Karachi in seven days, and 
of Mr. Bert Hinkler who covered the distance in the same time last 
February. By a fast mail steamer the journey occupies three weeks.” 

DAILY MAIL, Sept. 7th, 1928, 


istol” Jupiter is designed and manufactured by 


Flying 
RISTOL AEROPLANE CO, EAU) « Captrce Ins Bee 
I—BRISTOL,. Barnard. | Alliott. 


ee 
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they left Casablanca on Aug. 29 at 06.30 hrs. and flew direct 
to Malaga in Spain, where they arrived at 13.10 hrs. 

On Aug. 31 they flew from Malaga to Barcelona and on the 
following day, reached Toulouse after a stop at Perpignan for 
Customs clearance. Thence they flew to Paris in easy stages. 

The expedition was promoted by the Paramount film com- 
pany and the Petit Parisien newspaper. No effort was made 
to-break records or even to adhere to a strict itinerary. The 
route followed was one new to African air travellers, as natur- 
ally they desired to touch at as many French African pos- 
sessions which are grouped down the West Coast, as pos- 
oe The total distance covered was approximately 21,750 
miles. 

This is a particularly brilliant flight. It was done in a 
machine of only 120 horse power, and followed a route that 
is not plentifully besprinkled with aerodromes. It was 
sensible in that, though it involved danger, it was not sense- 
lessly dangerous. And it was useful, as it showed thousands 
of people in Africa the practicability of air transport, while 
at the same time proving to the millions of readers of the 
Petit Parisien how easily the French African possessions can 
be reached. 

MM. Mauler and Baud deserve the acclaim of their country- 
men far more than do those aviators who have been made 
heroes for useless and dangerous flights. And they deserve 
the gratitude of all concerned with practical air transport. 


AUSTRALIA—ENGLAND. 
On Sept. 9 Mr. Keith Anderson left Sydney on a Bristol 
Tourer biplane (Siddeley Puma engine) in an attempt to 
fly to England. 


AN IMPENDING REORGANISATION IN 
FRANCE. 


The death of M. Bokanowski, Minister of Commerce and 
Secretary for Aviation, in an aeroplane crash at Toul on 
Sept. 2 has been made the occasion for much public criticism 
of the present state of French Aviation, both Military and 
Civil. 

This very regrettable accident has so invigorated the 
agitation which has for some time been carried on in favour 
of the institution in France of a separate Air Ministry that 
the Cabinet at a meeting held on Sept. 5 decided to create 
such a ministry. 

Various rumours as to the choice of the head of the new 
Ministry are current. Naturally the names of M. P. H. 
Flandin and of M. Laurent Eynac, each of whom has acted 
successfully and for long periods as Under Secretary of State 
for Air, have been mentioned as possible Air Ministers. In 
addition the names of M. Tardieu and M. Dumesnil have 
been suggested as probable occupants of the post. 

At the moment, however, the only definitely ascertainable 
fact is that M. Leygues, Minister of the Marine, has been 
appointed acting Director of Civil Aviation. 

The scheme which has now been adopted is said to provide 
that the Minister for Aviation shall have sole and complete 
control of all matters affecting Civil Aviation, and shall be 
responsible for the organisation of aircraft supplies for the 
Army and the Navy. The scheme thus provides for a_body 
which corresponds rather more to the British Air Board 
which preceded the formation of the Royal Air Force and 
the Air Ministry than to the present British Ministry. 


ANOTHER EMIGRANT. 


The D.H.61 (Bristol Jupiter VIII engine) 
been supplied to Western Canada Airways, being tested at Rochester prior to despatch to Canada. 


The Ministry of Aviation is apparently to have some sor 
of say about Army and Navy expenditure on Aerial Services 
and for this purpose will have military and naval officer 
attached to it. Unless it is given fairly complete contro 
over the organisation of the actual Air Services, however, i 
is difficult to see that the new arrangement amounts to yer 
much more than the erection of a separate ministry to con 
trol the Service Technique et Industriel de V’A éronautique 
which at present plays the part in France of our own A.L.D 
and Airworthiness Department on behalf of both the fightin; 
services and Civil Aviation. 

Under the existing system there has undoubtedly bee: 
a total lack of co-ordination as between the Army and th 
Navy over aircraft supplies, and the Service Technique ¢ 
Industriel de VAéronautique, which is neither directly re 
sponsible to either service nor directly interested in th 
actual use of the matériel passing through its hands, appear 
to have caused vast annoyance both to the builders and th 
users of aircraft. ; a 

It is, however, very doubtful whether the admittedly ur 
satisfactory condition of the French Aviation Services, mil 
tary and civil, in regard to matériel, is due less to the bodice 
responsible for the original production and inspection « 
aircraft than to the very haphazard methods current i 
France for the maintenance of machines and engines 1 
service. If the new Air Ministry does anything to improy 
French standards of maintenance it will justify its existenc 

MR. HARRY SPENCER. 


On Sept. 9 Mr. Harry Spencer, the senior member of th 
firm of Spencer Brothers, balloonists and balloon manufac 
turers, was killed by falling from the roof of a house a 
Rugby. 

Mr. Percival Spencer, son of the deceased, made a balloo 
ascent from the grounds of the Hospital of St. Cross, as pat 
of a festival for the raising of funds for that institutiot 
After being in the air for a few minutes, the balloon, weighe 
down by water from a heavy shower of rain, fouled the roc 
of one of the houses of Rugby school, and its rigging becam 
entangled with the chimney pots. / 

Mr. Percival Spencer was uninjured, and with the aid 
the police was able to descend safely to the ground. H: 
father then ascended to attempt to disentangle the balloo 
and salve it, was apparently overcome by gas, slipped, rolle 
down the roof and fell to the ground, and was instant! 
killed. 

The Spencer family have long been prominent in Briti 
ballooning. Mr. Harry Spencer has been concerned with tt 
making of balloons and balloon ascents for at least the la: 
35 years, and at one period attempted to build airship 
About 1902, together with a Mr. Gaudron, he produced @ 
elongated balloon with a small motor slung below it, whic 
might be claimed to be the first airship built in Britar 
though in fact it was never controllable and merely drift 
like any other balloon. Also, shortly before the War 1914-1 
a more or less dirigible balloon, for which he was maif 
responsible, made a trip from Hanley to North Wales. | 

During the War Mr. Spencer was employed in the man 
facture and inspection of airship envelopes and other fabt 
work at the Airship Station at Kingsnorth, where his expe! 
ence of this class of work was of value. | 


fitted with Short metal floats, which has | 


—( Aeroplane ” photograph.) 
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The Boulton & Paul “Partridge” single 


seater fighter of all-metal construction. 


Boulton & Paul All-metal “Sidestrand” 
Day Bomber. Chosen recently after exhaus- 


tive tests as a Royal Air Force Service 
Machine. 


BOULTON & PAUL LTD 
ponte: NORWICH rte zines 


LONDON OFFICE: 135-137, Queen Victoria St., E.C.4 


‘Telegrams: ‘Boutique Cent, London.” Telephone: Central 4642. 
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THE DE HAVILLAND INVASION 


The De Havilland Aircraft of Canada Ltd. was established 
in Toronto under the direction of Mr. R. A. Loader, in March 
of this year as an assembling and distributing branch of the 
English parent company. The firm is to be congratulated 
on the fact that in the first six months of its operation 
it has done very considerable business. 

The plant of the company is located at Mount Dennis, on 
the Trethewey estate, on the north-west outskirts of Toronto. 
This position was chosen as offering the best aerodrome site 
in the vicinity of the city. 

The aerodrome itself is 700 yards by 450 yards, the longer 
side being in the direction of the prevailing wind. It is per- 
fectly flat and the surroundings are eminently suitable. The 
site has historic connections as it was from this locality 
that the late Comte de Lesseps made the first flight in the 
province of Ontario in 1909, and later the Wright Brothers 
and their contemporary, Lincoln Beachey, gave flying exhi- 
bitions here. 

On the aerodrome itself a combined hangar and assembling 
plant has been erected which has accommodation for twelve 
Moths with wings folded. Close to the aerodrome, about 400 
yards away, and alongside the railroad track, is a large ware- 
house which is being used as stores, receiving and despatch 
departments and workshops. Aircraft are received here in 
a ‘‘knocked-down”’ state from England and are partially 
assembled. With the undercarriage attached the machines 
are towed to the final assembly shops on the aerodrome where 
they are completed and flown on test prior to delivery. 

In addition to assembling, distributing and ‘‘ servicing ”’ 
Moths and other types of D.H. aircraft, the Canadian branch 
has opened up a school of instruction and it is undertaking 
the advanced instruction for Light Aeroplane Club instructors 
as well as primary instruction to Moth owners. 


Formerly refresher courses for Club instructors were given 
at Camp Borden by the R.C.A.F., but by special authority 
from the Department of Defence all future training will now 
be given by the De Havilland Company. 

The chief pilot of the company is Mr. KE. Leigh Capreol, 
who was formerly an instructor at the Royal Canadian Air 
Force Training Base at Camp Borden. He joined the com- 
pany in April and since then has been kept fully occupied 
testing three or four Moths per week, making demonstration 
and delivery flights, instructing various Moth owners, and 
conducting special classes on C.F.S. lines for club instructors. 

He is a pilot of exceptional ability, for, apart from pos- 
sessing the qualities necessary to demonstrate aircraft to 
their full advantage, he is an excellent instructor. 

The first machine to be assembled at the works was a Moth 
which had been presented to the Toronto Flying Club by Sir 


STAG LANE, CANADA. 


On the left, Mr. R. A. Loader, Manasing Director of 
Canada Ltd., and Mr. E. Leigh Capreol, the chief pilot, and on the right, Canadian Flying Club Instructors who © | 
have done a refresher course at Mount Dennis. From left to right: Mr. W. L. Sanderson of London, Ont., Mr. 
L. H. Reid of Halifax, N.S., Mr. E. L. Capreol, the D.H. Instructor, and Mr. E. L. Maynard (late 25 Sqdn., 
R.A.F.) of Ottawa. 


OF CANADA. 


Charles Wakefield. This machine was handed over to thé 
Club on April 28. Sir Charles has more recently presented ; 
Moth seaplane to Major-General J. H. McBrien, th 
President of the Canadian Aviation League, for his own per 
sonal use. 

Well over 100 Moths have now been sold in Canada, an 
a large proportion of them has been delivered through th 
Canadian branch. In addition three D.H.61s have been sold 
One has gone to the Ontario Provincial Air Service, who wil 
use it for tree-dusting and later for expeditionary work i; 
the far north of the Province and also fire suppression duties 
and one to Canadian Vickers, Ltd. Another has been sol 
to London Air Transport Ltd., a small but extremely actiy 
concern which maintained a 100 per cent. mail service be 
tween Leamington and Pelee Island in Lake Erie last winter 

GOVERNMENT ENTERPRISE. 

While dealing with the De Havilland Aircraft Co. and it 
establishment in the Canadian market the opportunity i 
provided to outline the growth of popularity of the Moth i 
the Dominion. 

The Ontario Provincial Air Service was responsible for th 
introduction of the Moth into Canada and by so doing it in 
vited serious criticism from certain quarters by its optimisr 
in expecting a machine of such diminutive size with onl 
a fifth of the horse-power of its predecessors to undertake th 
strenuous work of forest conservation and protection. 

The result of this enterprise on the part of the Provincia 
Air Service was entirely successful. .An example of the wor 
done, by the first batch of Moths delivered to the Air Ser 
vice is shown by the performance of one machine G-CAOL 

From July ro-Oct. 16 this machine flew 303.35 hours whic 
represented 3.09 hours’ flying per day. On no occasion di 
this machine fail to do the duty assigned to it and it mair 
tained a patrol efficiency of 99.96 per cent. and a setvic 
efficiency of 99.82 per cent. It flew through all kinds c 
weather and spent most of its inactive life riding at moot 
ings. 

The result of the experiment was to establish the Moth i 
Canada as a practical and economical flying machine, an 
this type will now replace the older and heavier types no 
used by the Provincial Air Service as they become obsolete 

The first Moth purchased by the Canadian Goyernmen 
was used by the Hudson Strait Expedition to select bases fo 
the Hudson Strait air patrol which is now in operation. Be 
tween July 27 and Aug. 25 this machine operated in ver 
unfavourable weather including thick fog and storms an 
on the day following the selection of the third and last bas 
it was wrecked in a sudden storm: It fulfilled its purpos 
admirably and saved the expedition a very great deal of time 
labour and money. 


the De Havilland Aircraft of 
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The 
WAPITI SEAPLANE 


“LANDPLANE AND SEAPLANE TOO: The Photograph shows the 
Westland Wapiti, Bristol ‘Jupiter VI’ Engine, fitted with floats. 
The two types of undercarriage are interchangeable. The machine has 
recently passed its tests as a seaplane at Felixstowe, and is reported 
to handle very well indeed.”’ 


—" Flight,’ Aug. 9ih. 


The Westland Wapiti is a general purposes aircraft, suitable for reconnaissance, 
photography, wireless, advanced training, etc, Fitted with Handley Page 
automatic slot gear. Supplied in both wood and all-metal construction. 


Enquiries are solicited for all types oy atr- 
craft including the Westland Waidgeon, a 
two-seater high performance, light aeroplane. 
The ideal machine for the private owner. 


WESTLAND AIRCRAFT WORKS 


Branch of Petters Limited, 
(Manufacturers of the World Famous Oil Engines) 


YEOVIL, ENGLAND. 


Telegrams: ‘'Aircraft, 141, Yeovil.” Contractors to the Air Ministry. Telephone: Yeovil No. 141. 
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A PACE-MAKER. 


Aeroplane 


The D.H. Moth G-CAOU outside the shed of the Ontario Provincial Air Service at Sault 
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Ste. Marie, Ont. This particular machine flew 303.35 hours in 98 consecutive days on forest patrol work during 
the latter half of last season with an efficiency of over 99 per cent. 


CANADIAN CLUB STIMULUS. 

Following on this came the establishment of the Light 
Aeroplane Club movement. Under this scheme, which differs 
from the English one in several respects, the Canadian 
Government presents two D.H. Moths to each recognised 
club. In September, 1927, provision was made to establish 
five clubs and in the 1928-29 estimates it was proposed to 
establish ten more, the full quota of fifteen clubs to be 
in operation this summer. Plans are now being formulated 
for the establishment of a further fifteen, all to be equipped 
with Moths. 

This naturally has resulted in the Canadian Government 
purchasing a large number of Moths. It has in all bought 
fifty. Twenty of these have been acquired by the R.C.A.F. 
for forest fire protection, transportation and general pur- 
poses and training—ten of these being seaplanes, and those 
for training use at Camp Borden being fitted with Armstrong- 
Siddeley Genet engines. 


COMMERCIAL SUCCESS. 

The Ministry of Marine, the Laurentide Air Services, 
Western Canada Airways, Dominion Airways, General Air- 
ways, and Great Western Airways among others have all 
purchased Moths for general transportation use and there 
are now over twenty actual private owners with many poten- 
tial private owners awaiting delivery of Cirrus or Gypsy- 
Moths. 


CANADIAN PRIVATE OWNERS. 


Three Moth owners at Mount Dennis. 
Mr. Frank L. Trethewey (late R.N.A.S.), owner of the property on which the D.H. aerodrome is situated and of © 
the machine in the picture, and Mr. Leigh Sheppard, a mining engineer, the owner of a Moth seaplane. 


It might be pointed out here that strange as it may see 
the freight charges for aircraft components to Canada < 
actually nearly 273 per cent. more than those to Austra 
although the distance to Canada is only a third of that 
Australia. a 

The enterprise of the De Havilland Aircraft Co. Ltd. 
much to commend it. One hears so much of the activities a 
business abilities of the American commercial aircraft 
structors that it is refreshing to see the progress of o 
British firm which, judging by the demand for its produ 
in Canada, is able to supply certain of the needs of t 
Dominion. . 

Admittedly America is just now producing a type of « 
craft which we do not at present produce but America can: 
be given the credit for producing this type for foreign c 
sumption. ‘The 200-400 h.p. five—six-seat commercial ae 
plane is a type which have been produced solely for Americ 
needs such as the Moth was produced for British needs. 

America is just over the fence from Canada yet in all | 
time they have been there they have not supplied anythi 
like one-half the number of aircraft that have been suppl: 
by the De Havilland Company in six months. This dema 
is not likely to fall off as the De Havilland Company is 0 
abot to produce another machine which is likely to augm« 
their present range of commercial aircraft suitable 
Dominion use.—t,. B. 


Left to right: Mr. Phillip Garrat, 
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ROLAND" 


Ny, 
My A 


If one engine fails, what——-——? 

Most aeroplanes equipped with two engines, 
or three, would be compelled to make a 
forced landing in this case. 

Forced landing, that means: late arrival, 
perhaps danger to passengers, pilot and craft. 


The Aeroplane 


There is only one three-engined all-metal 
aeroplane in the world which maintains 
straight level flight (under full load) with 
only two engines running: 


THE “ROHRBACH ROLAND.” 
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THE CIRRUS MARK III ENGINE. 

The Mark III Cirrus engine, which has just been intro- 
duced by A.D.C. Aircraft Ltd., is a development of the 
famous Mark II engine of the same name. It has been 
_ designed not so much to take the latter’s place as to pro- 
vide an alternative and interchangeable engine for use when 
rather more power is desirable than is provided by the earlier 
type,—as for instance in light seaplanes when an extra rapid 
take-off and climb are needed, or in tropical climates. 

To a large extent the components of the Mark II and 
Mark III Cirrus engines are identical, the weights are the 
same, and the general lay out and arrangements of the two 
engines are distinguishable from the exterior only on account 
of the difference in cylinder-heads. 

The essential features of the Mark III are the said new 
cylinder-heads and, it is understood, the connecting-rods. 
These latter have been redesigned for higher speeds of rota- 
tion, and higher working pressures than those of the Mark II. 

The cylinder-heads are modified to accommodate larger 
valves, to give a higher compression ratio, and to take a 
somewhat modified valve-gear. At the same time these new 
heads give even better cooling than is given by the original. 

The effect of these changes is to increase the output of the 
Mark III type to 84 b.h.p. at 1,800 r.p.m., the normal speed 
of the Mark II type, which gives 78 h.p. at that speed. 
At the same time the normal speed of the Mark III has been 
increased to 1,900 r.p.m., at which the engine develops 85 
h.p.,—an overall gain of ro b.h.p. 

As the Cirrus Mk. III has so many of its main features 
in common with the well-tried Mk. II. engine it may con- 
fidently be expected to give the same reliability in service 
as its forerunner. This expectation finds confirmation in 
such performances as the engine has had time to put up. 

The engine’s first public appearance was in ‘the King’s 
Cup Race of this year when two Cirrus Mk. III engines, 
one in a Moth, the other in an Avian, flew the course of 
just on 1,100 miles in two days, running at full throttle 
during the whole time, without the least sign of distress. 

The second public appearance of the Mk. III engine was 
at the Halton meeting on July 26, when the machine fitted 
therewith carried off the first prize and Challenge Cup. 

The Cirrus Mk. III passed the Air Ministry Type Test 
without untoward incident at its first attempt, and A.D,C. 
Aircraft Ltd. are able to offer immediate deliveries of the 


new engine at the same price as the Mk. II type. 
SPECIFICATION OF THE CIRRUS MarK III ENGINE. 

Typr.—Four-cylinder, vertical, air-cooled. 

CYLINDERS.—Bore 110 m/m., stroke 130 m/m. Compression ratio 5.4/1. 
Cast-iron barrels with integral fins. Removable aluminium alloy 
heads, each held by four long studs running to crankcase. Two 
bronze valve seats inserted in each head. 

Pistons.—Aluminium alloy castings with three 
floating gudgeon-pins. 


C.I. rings and fully 
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THE CIRRUS MARK III ENGINE.—Airscrew-end and exhaust-side views of the latest product of A.D.C. ‘Aireraft 
Ltd. This engine, which gives 85/95 h.p., has been produced as an alternative to, and not a replacement of, the 
: Mark II engine. ae 
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CRraNKSHAFt.—Normal four-throw type, running in three white-metaj] 
bronze-bushed bearings and two roller bearings (one at each be 
A separate airscrew-shaft 1s bolted to a flange on the end of th 
crankshaft and is located by a ball thrust race. ; 

CRANKCASE.—In two sections, of cast aluminium alloy. ‘The upp 
section carries the cylinders, crank and camshaft bearings, ‘7; 
lower half serves as an oil sump. Pe 

VaLvrE GEAR —The camshaft is carried on starboard side of the cran’ 
case and is spur-gear driven from the rear end of crankshaj 
Three plain bronze and one ball journal bearings are provide 
The overhead valves are operated by tappets, butt-ended push-ro 
and rocker arms. The rocker arm brackets are easily remoyah 
and replaceable. 

LUERICATION.—The lower half of the crankcase will contain 3 Im 
gallons (7 litre) of oil,—enough for 5 hours’ run. A drowned , 
pump (gear type) in the bottom of this oil container feeds ; 
oil gallery on the port side of the crankcase and oil is suppli 
thence direct to the three plain crankshaft bearings. The big-en 
of the connecting-rods have oil-collecting scoops, and other par 
of the mechanism are splash lubricated. : 

CaRRURATION.—One Claudel Hobson R.R.C.H. carburettor suppli 
mixture to a four-branched manifold of welded sheet steel. 

IGNITION.—T wo: B.T.H. magnetos, type G.A.4, are mounted in tande 
at the rear starboard side of crankcase. One magneto is fitted wi 
an impulse starter coupling. e: 

STARTING GEAR.—A hand turning gear can be fitted if required. 

WEIGHT.—280 lbs (127 kg.). 2 

PERFORMANCE.—Normal output 85 b.h.p. at 1,900 r.p.m. Maximum 
b.h.p. at 2,100 r.p.m. Petrol consumption 0.6 pint (0.34 litre) p 
h.p. hour. Oil consumption .o18 pint (.oo97 litre) per h.p. hour 

OVERALL DIMENSIONS.—1.1615 m. (45.8 inches) long, 0.916 m. (36.2 i 
high, 0.480 m. (18.9 inches) wide. Bearer centres 0.540 m, (2 
inches). i 


A USEFUL ALLIANCE. 


Congratulations (belated) to the Chance Vought Corporati 
and to Major Temple N. Joyce on the appointment of tl 
latter as sales manager to the former. Before the tribal di 
pute in Europe some 14 years ago Mr. Joyce was a sal 
engineer in the steel business, but as soon as America can 
into the War he joined the U.S. Army Air Service and w 
one of those excellent American aviators who came to tt 
country and trained with the R.F.C. He won for hims 
quite a high reputation, both here and in France, for | 
skill as a pilot, and in 1919 was promoted captain in t 
U.S. Army Air Service. He left the army shortly aft 
wards, and in 1923 was promoted major in the Reserve. 

One has tender recollections of a singularly cheerful eve 
ing spent with sundry of the bright spirits of U.S. Ar 
and Navy Aviation in Major Joyce’s private room in t 
hotel at Baltimore on the eve of that abortive Schnei¢ 
Trophy meeting, at which the U.S. Navy so sportingly : 
fused to claim a walk-over in the absence of foreign co: 
petitors. One was then greatly impressed by Major Joye: 
knowledge of international aviation, and one judges that 
will be a valuable asset to the Vought outfit.—c. G. G. 
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“‘c/o Eastern Express Co., Ltd., 
Karachi, India. 


Messrs. The Vacuum Oil Coe itd:; 
Caxton House, 
London, S.W.1. 


Dear Sirs, 


Having been engaged on my present 
expedition for over four months and having 
now arrived in India, it occurs to me that 
possibly it may be of interest to you to hear of 
the results that I have obtained from the 
Vacuum Oil which I have been using on the 
Siddeley Puma engines. 


As anticipated the oil has proved extremely 
satisfactory in every way. Despite the fact that 
much of the flying has been carried out in tem- 
peratures of over 100°F and in some cases over 
110°F and that no special oil coolersare fitted, the 
oil has maintained its body in excellent fashion. 
The engines have now both completed over 160 
hours running and are receiving a top overhaul. 
The bearings are in wonderfully good condition 
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Regd. Trade Mark 


on the 


VINCENT-NEWALL FLIGHT 


and appear to be just as tight as when they were 
originally fitted. 


These results are only what I expected. 
What has however, surprised and imp essed me 
very much is the fact that all along the North 
African Coast, in Egypt, Palestine, Iraq, Persia 
and India it has always been possible to obtain 
supplies of Vacuum Mobiloil without difficulty or 
previous arrangement. Had I been using any 
other/brand of oil I should certainly have had to 
make special arrangements to have stocks of oil 
laid down for me, as no other firm of lubricating 
oil manufacturers appear to have anything 
approaching such a complete system of distribu- 
tion as you havein the countries above mentioneds 


I should also like to take this opportunity of 
thanking through you all your agents through 
whom I obtained supplies and who in in all 
cases showed me much kindness and rendered 
valuable assistance. 


Yours faithfully, 
(Signed) JOHN S. NEWALL.” 


The oil for reliability in the air— 
obtainable all over the World 


Announcement of the VACUUM OIL COMPANY, LTD,, Caxton House, Lonpon, S.W.1 
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ON INFORMATION FOR PILOTS. 


Somewhere in 1924 or thereabouts, the Department of 
Civil Aviation produced a publication known as The Aur 
Pilot: Great Britain. This publication gave, for the bene- 
fit of civil pilots and for such Service pilots as might go 
to the trouble and expense of getting it, a mass of in- 
formation about the rules and regulations for cross-country 
flying both in the British Isles and on the Continent, under 
the International Convention of Air Navigation. It dealt 
with such diverse things as International ground signals, the 
indication of meteorological information, the organisation of 
wireless telegraph service, and details of stations, call signals, 
hours of watch and so forth. 

Further it contained very well drawn and well printed 
maps from the Ordnance Survey, 1923, giving the precise 
location of every aerodrome which then existed in England 
and Ireland. It also contained information about the con- 
ditions governing the use of Government air stations by 
civil pilots. 

It gave full information about the registration of aircraft; 
certificates of air-worthiness; the responsibility of air authori- 
ties; the licensing of pilots, aerial navigators, ground en- 
gineers and aerodromes; the constitution of log books; what 
to do in case of accidents; insurance conditions; passport 
regulations; swinging of compasses; recognised air routes; 
legalised places of entry and exit in various countries; air 
pilotage marks; and all sorts of things which a civil pilot 
ought to know and generally does not. 

Since then a series of supplements has been issued, 
generally at monthly intervals, the latest being No. 
46, dated August, 1928. In the course of these forty-six 
monthly supplements, which altogether have a bulk equal 
to about three times that of the original Air Pilot, a great 
deal of the original is cancelled or amended, phrase by 
phrase, in such a way that no human brain could remember 
the amendations and emendations and recommendations, and 
they are so many, that if the alterations were written in ink 
on the pages of the original Air Pilot, there would probably 
be more ink than print on those pages. 

Furthermore, the weight of the complete outfit is such 
that if it were carried in a modern light aeroplane, as it 
certainly should be by any truly conscientious pilot, it would 
deprive the pilot of a weight of petrol equal to about twenty- 
five miles’ flying. 


A RECOMMENDATION. 


In view of these interesting, if somewhat lamentable, facts, 
one suggests most respectfully to the Department of Civil 
Aviation that it is quite time that a second edition of the 
Air Pilot should be produced, in which all the alterations 
notified in the forty-six monthly supplements have been 
made in the text, and to which all the fresh information in 
those supplements has been added. 

Certain enthusiastic owner-pilots have written to THE 
AEROPLANE pointing out the impossibility of working with 
the existing Air Pilot and its supplements. Possibly a very 
careful and painstaking pilot who started with the original 
publication and has kept it up-to-date, on a sort of card- 
‘index system, may be able to make sense of it in its present 
condition. But certainly no newcomer to the game could 


possibly absorb all the information which it contains jp 
present muddled condition without doing an amount of x 
reading and note-making which, if applied in other qj 
tions, would probably pass him commendably high ont 
the Staff College. 

One of these correspondents suggests that surely for 
price of 32s. 6d. a pilot has a right to expect an up-to- 
publication, and that though he would not mind correct 
one or two supplements, expecting him to read, mark, lc 
and inwardly digest forty-six supplements accumulated 
four years is trying him a bit too high. 


AN EXCUSE. 

On the whole one agrees with the afore-mentioned po 
of view. But most human beings find as old age cre 
upon them that there is a good deal to be said for 
official point of view in most matters, and one confe 
that in these days when one reads an attack on officiald 
or on any official action, one is a little apt to think 4 
of all what may be the official reason for being apparently 
bone-headed. After all, perhaps a skull full of solid fh 
may have something to recommend it as superior to 
cranium filled with amorphous fluid or, alternatively, y 
sawdust and broken bottles. 

In this case one does well to remember that there 
mighty few air pilots in the United Kingdom and that 
these few, still fewer are so happily placed as to be abl 
pay 32s. 6d. for a copy of a publication which, in any ¢ 
they are never likely to be able to find time to read. Na 
ally, therefore, the circulation of the Air Pilot must be 
small, and the cost of merely producing, editing, setting 
and printing a volume which weighs a good many pou 
must be quite a lot more than 32s. 6d. per copy. 

All the loss incurred between producing this solid b! 
of information and the price received from the sale of 
has to be borne by the long-suffering British tax-payer. ; 
even the most reckless of bureaucrats would hesitate al 
adding to the tax-payer’s burden by bringing out a : 
edition once a year or even once in two years for air pi 
whose number is so small as to be politically insignifica 

One does not doubt for a moment that for their own sz 
in using their own copies, the officials of the Departn 
of Civil Aviation would love to be allowed to produce a ; 
edition of the Air Pilot. But where the question of sct 
ing money out of the Treasury arises, time is always 
much less value than money. 

From the Treasury’s point of view, there is truer econ 
in forcing the officials in the Department of Civil Aviat 
and the actual users of the Air Pilot, to spend hundred: 
man-hours a day wrestling with its pages (which, i 
dentally, are in loose-leaf form without a pack) than tl 
is in forking out the money which would be needed fc 
completely revised new edition. 

For the consolation of those who already have copie: 
the Air Pilot, one may suggest that the number of sup 
ments is not very likely to incerase in the fut 
as this enormous bulk of the forty-six supplements is p 
ably the result of the constantly changing conditions of 
pilotage. As the art of flying becomes more and more 


and dried, doubtless fewer alterations to its rules and re 
And anyhow one cannot fail to 


lations will be needed. 


REJUVENATION.—Lieut. Bentley’s D.H. Moth on which he flew to the Cape and back, which has now been 


fitted with the A.D.C. Cirrus Mark III engine and new cowling designed by Mr. Stack, who is seen beside it. 


—( Aeroplane” photograph.) 
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KING’S CUP 1928. 


THE WINNING MACHINE 
a D.H, MOTH piloted by Capt. W. L. Hope 


WAS COATED WITH 
“TITANINE” LIGHT AEROPLANE DOPING SCHEME. 


20 Machines out of 24 
which took part in the Race 
were coated with 


TITANINE 
DOPE. 


TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


TELEPHONES , telegrams and Cables :— Works: Hendon (Lomden), 
Regent 4728, Tetrafree, Piccy, London." New Jersey (U.S.A.), 
Gerrard 2312, Codes: A.B.C. 5th Ed. and Bentleys. Milan (Italy). 


KINDLY MENTION “ THE AEROPLANE ” W HEN CORRESPONDING WITH ADVERTISERS. 


The Aeroplane 


SEPTEMBER 12, 1 


SOAS 


THE SIMMONDS SPARTAN.—The latest version of the Simmonds Spartan now fitted with an A.D.C. Cirrus 


Mark III engine being flown at Croydon by Mr, T. Neville Stack.—(“ Acropiane” photograph.) 


that when he has bought the original Air Pilot and the forty- 
six supplements, the owner has got an awful lot of book 
for 32s. 6d. 

Nevertheless, consolation or no consolation,.one does sug- 
gest that the Department of Civil Aviation ought to produce 
a new edition of the Air Pilot completely revised and brought 
up-to-date. Even in its abridged and amended form no 
ordinary brain could absorb and memorise all the informa- 
tion in it. But, at any rate, if modernised, a fairly intelli- 
gent person might be able to find his or her way about in 
it, which is impossible at present, and so might save him- 
self or herself from fines and/or imprisonment owing to 
some unwitting breach of some unnoticed law which might 
be made quite clear in a new edition.—c. Gc. c. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec. Harold E. Perrin, 3, Clifford Street, London, W.1.] 

Report for week ending Sept. 0. 

Flying Time 80 hr. 55 min. Dual Instruction 53 hr. 5 min. Solo 
Flying 27 hr. 50 min. Instruction*.—A. O. Wigzell, A. J. Farfan, 
G. R. S. Charles, Dr. Cook, A. M. Leonard, Mrs. Cook, J. F. Wood, 
E. I. Puddy, A. C..Thomas, J. W. P. Chalmers, A. D. Blumlein, 
J. W. Radbone, Miss James, E. K. Blyth, J. E. Edwards, J. S. Whit- 
borne, R. C. Woodcock, Miss Fletcher, H. Sutton, H. R. Presland, 
Miss Hicks, H. C. Bergel, B. Carey, R. K. Koratkar, E. T. Symmons, 
A. J. Richardson, C. J. Pool, T. Clarkson, S. Blythe, J. Harrison, A. 
Courtald, C. W. Bonniksen, G. R. Mack, Mrs. Thatcher, W. W. 
Briscoe, E. Davis, R. S. Rattray, L. W. Gibbens, G. F. Roberts. 
Soloists.—C. Campbell, P. H. Wills, J. D. M. Robinson, J. J. Hofer, 
P. W. Hoare, T. Hider-Hearne, W. L. M. O’Connor, W. Mart, (Org. 
Tapper, C. W. Bonniksen, Lord Douglas Hamilton, E. T. Symmons, 
A. D. Blumlein, H. Sutton, W. T. Hay, J. H. Safrey, A. F. Burns, 
C. E. Murrell, J. W. P. Chalmers, B. B. Tucker, G. H. Craig. Pas- 
SENZETS.—I4. 

Notes.—The following did first solos: 
Blumlein, H. Sutton. 

[* The names of the pilot-instructors are not given in the Club 
report. Presumably they are being kept on the Secret List because 
so many good Club Instructors have been, or are being, bought by 
organisations over-seas or mere commercial firms at home.—ED. ] 


The Lancashire Aero Club. 

[Sec.: F. W. Atherton, Woodford Aerodrome, Cheshire.] 

Report for week ending Sept. 8. 

Flying Time 24 hr. 50 min. Instruction 12 hr. 10 min. Soloists 8 
hr. 10 min. Passengers 2 hr. 50 min. Tests xr hr. 40 min. Instruction.— 
With Flt. Lt. Todd—Messrs. Serck, Weale, Goss, Hardy, Davies, 
D. B., Ruddy, Taylor, S., Barlow, Garner, Ashworth, Foote, Allott, 
Hardy, Fallon, Caldecott, Eckersley, Fatlkner, Greg, Mills, Hartley, 


JeoaW. Ps (Chalmets; A Ds 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


THROUGHOUT THE WORLD. 


Telephone: Telegrams: 
BISHOPS - < 2 VICPLY 
GATE 5641 Manufactured to Specification 2.V.3 by KINLAND 
4 limes) THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. LONDON. 


and Rodman, Miss Baerlein. With Mr. Cantrill—Messts. Faulk: 
Eckersley, Serck. Soloists (under instruction).—Messrs. Weale, Se: 
Pilots——Messrs. Cantrill, Hardy, Cohen, Caldecott, Michelson, Ruc 
Agar, Nelson, D. Lacayo, Mills, Meads. Passengers.—With Flt. 
Todd, Mr. Meads, Mr. Hall, and Mr. Lacayo.—to. 

Notes.—Several of the Lancashire Club members who visited 
Liverpool Club last week were delighted by the last issue of ‘ 
ABROPLANE. Mr. Leeming is in future landing at Sealand—he s 
he can take a hint. 


The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 

Report for week ending Sept. 9. | 

Flying Time 26 hr. 50 min. Instruction 13 hr. 50 min. A Pi 
9 hr. Solo Training 15 min. Passengers 3 hr. 25 min. Test 200 
Instruction.—With Mr. J. D. Parkinson—Miss Slade, Miss Yendall, } 
Kish, Sir Joseph Reed, Messrs. Irving, Griffiths, King, Humble, L 
son, Sadler, Temple, Tomkins, Middleton, Walker. A Pilots.—) 
Heslop, Messrs. Irving, W. B. Ellis, Leech, Runciman, Wilson, R. 
Thompson, C. Thompson, Wardle, Turnbull, Horn, Dr. Dixon, 
Alderson. Solo Training.—Miss Slade. 

Notes.—We regret that we are losing our Instructor, Mr. J. 
Parkinson, who is going to Canada to International Airways of Can 
Ltd. He has been with the Club just over two years and has tur 
out many pilots. Club members and his many friends in the no 
wish him every success in his new appointment. 

Flg. Off. Thorn called this week. with Fokker J. 7986, and sta; 
overnight. ‘The machine was greatly admired on the aerodrome. 

The Club House and aerodrome will be closed from Sept. 17 
two weeks on the occasion of the Staff’s annual holiday. 3 

[Everybody will wish well to Mr. Parkinson in his new activit 
And Canadian Aviation will be brightened when those two inveter 
rivals, Sparkes and Parkinson, meet again in some contest of 


future.—ED. ] 
The Midland Aero Club. 


[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Report for week ending Sept. 8. ; 

Flying Time so hr. 23 min. Dual Instruction 27 hr. 35 min. S00! 
18 hr. 50 min. Passengers 2 hr. 35 min. Tests 1 hr. 23 min. Instr 
ticn.—With Flt. Lt. Rose and Mr. W. H. Sutcliffe—T. W. Wild, J. A. 
Cook, R. G. Welch, R. B. Laidlaw, D. N. Khatri, C. T. Davis, 
Williamson, L. H. Lee, L. V. Mann, S. Duckitt, T. H. Drury, J. 
Morton, P. M. Patel, J. Fitzgerald, J. W. Astley, M. Blakew 
J. Ridsdale, H. Coleman, A. E. Coltman, G. P. Haylock, H. HE. Eva 
J. R. Guthrie, G.. Savage, M. Turner, Major D. Thomson, Dr. W. 
Tillike, Mrs. Leigh Fermer. Soloists—J. Cobb, R. G. Welch, RB. 
Bednell, R. L. Jackson, E. P. Lane, R. B. Laidlaw, M. A. Murtai 
R. C. Baxter, L. H. Lee, J. Rowley, J. R. Guthrie, H. J. Wilkes, 1. 
Mann, J. Williamson, E. L. Hulme, G. Robson, A. B. Gibbons, 
Duckitt, E. D. Wynn, S. H. Smith, W. M. Morris, T. H. Drury, 
Savage, J. W. Astley. Passengers.—7. 

L. V. Mann and J. W. Williamson made first solos. 
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HAWKER AIRCRAFT 


**Aerob'ane’’ Photograbh. 


The Hawker ‘‘ Hawfinch” is a new single-seater machine 

for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


THE? H.: G. 
HAWKER ENGINEERING Co., LTD. 


Specialists in Military Aircraft. 


Norks: KINGSTON. 
\erodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cab'es: HAWKER, KINGSTON. 
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the machine is 


Mr. J. R. Guthrie of Melbourne passed all tests for his * A’ Licence. 
This week’s total of flying hours beats our previous best for two 
machines in one week. 


The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, Hamble Aerodrome, Southampton.] 

Report for week ending Sept. 7. 

Flying Time 56 hr. Dual Instruction 23 hr. 40 min. A Pilots 15 hr. 
50 min. Soloists 12 hr. 35 min. Passengers 1 hr. 55 min. Tests 2 hr. 

Total Flying Time for August 181 hr. 15 min. Dual 88 hr. 55 min. 
Soloists 17 hr. 10 min. A Pilots 4r hr. 20 min. Tests 6 hr. 5 min. 
Passengers 27 hr. 45 min. 

Instruction.—With Flt. Lt. Swoffer and Mr. W. H. Dudley—Cambell, 
Bradley, Turner, Mrs. Gordon Smith, Reuther, Lt.-Cdr. Coveney, Scott 
Hall, It.-Cdr. Creswell, Milford, Tobutt, Buckley, Lt. Couchman, 
Courtney, Weekes, Walker, Sturge, Miss Melvill, Evans, Lt. Des Graz, 
Brodrick, Evershed, Lt. Coode, Richardson, Mattock, Cdr. Bell, Lt. 
Donner, Hall, Lt. Oswald, Craske, Makgill, Sq. Ldr. Bradyll-Johnson, 
Endacott, Whittle. A Pilots——Capt. Kirby, Michelmore, Lt. Heath, 
Parker, Wills, Lt. Oliver, Lt. Kimmins, Sanders Clark, Bradley. 
Soloists.—Cambell, Sturge, Goldman, Lt.-Cdr. Coveney, Curtis Nuthall, 
Wells, Fig. Off. Holmes, Flg. Off. Hughes, Cdr. Tower, Whittle. 
Passengers .—20. 

Notes,—This week four members passed for ‘‘ A’? Licence—Messrs. 
Goldman, Cambell, Curtis Nuthall and Sturge. Lt.-Cdr. Coveney did 
a successful first solo on Saturday. 

Owing to shortage of Club aircraft, Lt.-Col. Strange of the Isle 
of Purbeck Club kindly consented to the Simmonds Spartan being 
used at our Bournemouth branch on Wednesday for instruction. Mr. 
Grahame Gibbs, the Chairman of the Bournemouth Section, states 
that everyone was pleased with the Spartan and that they kept Mr. 
Banting busy all day. 


The Bristol and Wessex Aeroplane Club. 

[Sec.: Capt. C. F. G. Crawford, Filton Aerodrome, Bristol.] 

Report for week ending Sept. 8. 

Flying Time 25 hr. 15 min. Instruction—With Mr. Travers—Messrs 
Greenhill, Hibbert, Keeling, Neale. With Mr. Bartlett—Messrs. 
Keeling, Neale, Miss Miles, Messrs. D. B. Singh, R. Clarke, King, 
Putnam, Hughes, Hibbert, Amory, Heaven, and Hon. C. Dutton. With 
Mr. Tratman—Messrs. Heaven and Greenhill. With Mr. Culverwe?l— 
Mr. Keeling. Soloists under instruction—Mr. Amory and Mr. Neale. 
A Licence soloists—Messrs. Lynas, Hall, Keith-Jopp, Greenhill, Miss 
Miles, Capt. Brewer, and Mr. M. M. Singh. 

On Tuesday last Mr. A. H. Downes-Shaw returned from a tour on 
the Continent in his private Moth G-EBST. He had visited Belgium, 
France, Holland and Germany. We have not yet heard the details 
of his trip, but hope that a full account will be given later. He left 
on Thursday for Cornwall. 

Some sixty women applicants for the Air League Scholarship are 
to be entertained by the Club at Filton on Saturday, Sept. 15. The 
Selection Committee will welcome the assistance of any pilots from 
other Club who would visit us on that day. 


The Suffolk and Eastern Counties Aeroplane Club. 

[Sec.: Major P. L. Holmes, D.S.¢., The Acrodrome, Hadleigh, 
Suffolk.] 

Report for week ending Sept. 8 

Flying Time 17 hr. 15 min. Dual Instruction 10 hr. 55 min. A and B 
Pilots 1 br. 10 min. Soloists under instruction 3 hr. 5 min. Pas- 
Sengers I hr. 45 min. Tests 25 min. Instruction.—With Mr. Lowdell— 
Mrs. Young, Dr. Mildred Yate, Messrs. Pettiward, Jolly, T. Marriage, 
Ogilvie, Croydon, Welsh, Billinton, and Wedd. A and B Pilots.—Dr. 
Sleigh, Flg. Off. Birt, and Mr. R. Brown. Soloists under instruction.— 
Messrs. Pettiward, Jolly and Ogilvie. 

Mr. Jolly passed for his “A” Licence with flying colours; and Mr. 
Ogilvie, who is 17 years old and still at Rugby, did his first so.o 
successfully. It is hoped that he will get his “A” Licence before 
term begins. 


THE SIMMONDS SPARTAN.—A front view of the machine showing the attitude of the split undercarriage 
in the air.—(“ Aeroplane” photograph.) 
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HADLE 


A large number of machines are entered for the ON TO H. IT 
on Saturday, and the Display looks as if it will attract many vis 


aircraft. Members of other clubs will be admitted to the encli 
Lee: d ; 
The Norfolk and Norwich Aero Club. 
[Manager: Basil Young, The Aerodrome, Sprowston.] ee 


Report for week ending Sept. 8 B 
Flying Time 19 hr. 45 min. Dual.—With Mr. Young—M = 
Meadows, G. Wharton, C. Land, J. Luddington, W. S. Coates, 
Cator, Messrs. C. Ransome, A. Kirkby. Soloists.—Messrs. R. W. Mi 
A. G. Barrett, W. P. Cubitt, G. Gough, A. G. Marshall, R. T ke 
D. Corsellis, R. F. Potter, N. Brett, H. Cator, H. Pank, N. Lin: 
Passengers.—12. oe 
Notes.—Flying holidays are becoming quite common in these 
; 


Lin 


One member has been staying here for a fortnight and y 


- 


VIEWS AND REVIEW: 


THE WAR IN THE AIR.: Volume II. 
H. A. JONES. (Official History). Post free, 18 


“The facts set forth in this volume, so far as they go, cannot — 
be disputed. ‘They are the result of much research throu2h 
official documents of all kinds, from Cabinet Minutes down” 
to the Combat Reports of inconsiderable flying men.” Eo 
Cc. G. G. in The Aeroplane of June 27, 


THESZEPPERINS: S 
ERNST A. LEHMANN & HOWARD MINGOE 
; Post free, 18) 


‘« | a good book and one that should be read by all those 
in the R.A.F, who desire to widen their knowledge of the 
recent war...’’—C. F. S. G. in The Aeroplane of June 20. | 


AIRMEN OR NOAHS. ae 


Rear Admiral MURRAY F. SUETER, C.B., R.N” 
M.P. Post free, 25 


‘Admiral Sueter has attained his objective in that he has | 
confounded ‘Neon.’ He has exposed that writer’s fallacies, 
denied his claims and refuted his arguments.” : 

C. M. McA. in The Aeroplane of June 20, 


BUILDING AND FLYING MODEL 
AIRCRAFT. 
PAUL EDWARD GARBER. Post free, 9) 


“One does not say that no better book could be written on the 
subject but one does say that no better book exists.” | 
C. G. G. in The Aeroplane of June 20. | 


THE AEROPLANE BOOK DEPT. 
Cannon House. Pilgrim Street, E.C.4. 
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possible day. He is trying to keep his record for priceless landings 
cand has managed so far not to break anything. 

Another member who has been used to “53's”? has his machine in 
dock so bought a kite with 1,000 feet of cord and proceeded to demon- 
strate how a kite should be flown. Unfortunately there were wires 
in the vicinity in which the P.M.G. takes an interest, and the cost 
of that solo will be one new wire plus time. Machines which fly 
below the wires are not half so risky. 

The weather this week has been splendid, so of course we have 
only had one machine in commission most of the time. Now we have 
two the weather changes and what we need to-day is a swimming 


pool. 
The Isle of Purbeck Light Aeroplane Club. 
[Sec. : Lt.-Col. Louis Strange, D.S.O., M.C., D.F.C., Worth Matravers, 
Dorset. ] 
Report for week ending Sept. 8. 


Flying Time 12 hr. 20 min, 

On Monday the Spartan returned from Croydon with the Cirrus 
Mark III engine. She is now as virtuous in getting off as in pulling 
up, and as for climb-—well, we are all studying astronomy. 

On Wednesday we lent the machine to the Bournemouth section 
of the Hampshire Aeroplane Club who would otherwise have had a 
blank week. We were glad to see our aeronaytical discernment so 


enthusiastically endorsed by the Bournemouth members. 
The Liverpool Flying Club. 
[Hon. Sec.: W. F. Davison, Hooton Park Aerodrome, Hooton.] 


The Liverpool Correspondent of The Morning Post reported on Mon- 
‘day as follows :— 

“The Liverpool Aero Club was to-day admitted to the Air Ministry’s 
scheme of financial assistance. 

“Since it inception, the Club has made strenuous efforts to qualify, 
and its members have been putting in more flying hours per month 
than any other club in the country, except that of I.ondon.” 

[Doubtless the Club was so overcome by the good news that it was 
unable to send in a report of its doings for last week.—Ep.] 


FLYING SCHOOLS. 
The Henderson Flying School. 

[Managing Director: Lt.-Col. G. L. P. Henderson, Brooklands Aero- 
‘drome, Byfleet.] 

Report for week ending Sept. 6. 

Flying Time 45 hr. 5 min. Dual with Lt.-Col. G. L. P. Henderson.— 
Messrs. Billimoria, d’Kyncourt, Garthwaite, Banks, Taylor, Thomas, 
‘Oliver, Egston, Forsyth, Preston, Brooks, Moursi, Daniel, Rogers, 
Bennett, Elton. Dual with Mr. Davis.—Messrs. Austin, Banks, Hsiao, 
Dr Taylor, Messrs. Daniel, Norman, Groner, Garthwaite, Grierson, 
Preston, Oldmeadow, Mrs. Scott, Mrs. Monckton. Dual with Mr. 
Davenport.—Messrs. May, Garthwaite, Groner, Grierson, Kerr, Daniel, 
Mrs. Monckton, Miss Wellby. 

On Sept. 5 Mr. Courtney-Bankes failed to notice a fence across the 
aerodrome when landing and broke the undercarriage and airscrew, 
but was flying again within 48 hours. 

The school is very busy and several pupils are ready to take their 
tickets. 


SIR PHILIP SASSOON’S CRUISE, 


Sir Philip Sassoon, the Under-Secretary of State fo 
will leave towards the end of this month on a fly 
of the Mediterranean in the Blackburn Iris flying: a 
Rolls-Royce Condor engines). The exact itinerary 
flight is not yet known but it may include an extensio 
Africa along the Nile or towards India. 


A FALSE START. 


On Sept. 4 Sergeants Assolant and Leféyre, or the 
Regiment d’Aviation, left Le Bourget on their Bernat 
plane (Hispano- Suiza engine) with the annoja ite 
of flying to New York across the North Atlantic : 

After their humorous attempt of the previous 
they failed to leave the ground because they forg 
on the petrol, they made an apparently brilliant ¢, 


Later the same day they landed at Casablanca on 
coast of Africa with a broken oil pipe. There the 
was made that the reason for the excellent tak 
Bourget was that they had a comparatively ligh 
petrol on board, insufficient, at any rate, for a 
the Atlantic. 


This revelation has very’ naturally incensed 
press and also all those who have an interest in 
These two non-commissioned officers had succeeds 
ting the machine and engine presented to th 
makers, and they had also succeeded in raising 
500,000 ‘francs, the majority from. the son of a wea 
proprietor in Paris. They apparently had repu 
pilots and it appears that they have traded on this r 
to obtain the necessary material and financial su 
flight which they ultimately found to be ontside 
scope. 

It is regrettable that there are still people who are y 
to give financial aid to such ridiculous exploits as At 
flying, While aviation needs the assistance of wealthy p: 
it has now reached a point where it should be able to « 
between those who desire to see some good result from 
munificence and those who merely desire personal pub 

If it were possible to eliminate the latter such inc 
as the Assolant-Lefévre affaire de bétise would not aris 
the meantime one sympathises with French aviation i1 
it should be annoyed by such silly and pointless affairs 
it is so much concerned with matters of much great 
portance in putting its aeronautical house in order. 


BRISTOL “ BULLDOG’”— 


BRISTOL “ JUPITER ”—CELLON DOPS 


HE excellent workmanship and high finish of BRISTOL Aircraft 
are famous throughout the world. Ever since early flying days 
when they were bui!ding Box Kites, the BRISTOL AEROPLANE Co. i 


Ltd., have used CELLON DOPE. 


CELLON 


Telegrams: 


AJAWB Richinend: Surrey. 


f) 47-45 


“The Dope of Proved Efficiency ” 


Cellon Richmond: Ltd., Cellon Works, Petersham Road, Richmond, Surrev. 


Telephone: 
Richmond 2211 {4 line 
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1 the field of AIRCRAFT 


As in Motoring, Motor-cycling, Cycling 
and Commercial Transport 


‘DUNLOP’ 


3S Aaname synonymous with satisfac- 
tion. Dunlop Tyres have proved their 
reliability and Dunlop Aeroplane 
Tyres, on Dunlop Wheels and well- 
base rims, are approved by the Air 
Ministry for use by the 


ROYAL AIR FORCE 


| DUNLOP RUBBER COMPANY LIMITED 
| FORT DUNLOP - - BIRMINGHAM 
| Branches throughout the World. 


ETAL emesicres] SHbER MA MARINE : C 


a ee rr me ec 


PS IABL ISH) (01) aia 
| Sourrxampron:ENGLa wD. a 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 14; Monday, 35; Tuesday, 38; Wednesday, 34; 
Thursday, 33; Friday, 37; Saturday, 36. 
ImprrimL, AIRWAYS LYD.: 
London—Paris—Zurich ; 


London—Ostend—Brussels—Cologne and _ re- 


turn: Machines 93, passengers 802; freight 32 tons. 

AIk UNION: 
Paris—London and return: Machines 53, passengers 300, freight 12 
tons. 

Kenly eviews 


Amsterdam—Rotterdam—London and return: Machines 24, passengers 
163, freight 5%} tons 
SABENA ; 
Brussels—London 
13 tons. 
DrutscHEp LurrHansa A.G.? 
Amsterdam—Ioondon and return : Machines, 24, passengers 57, freight 
3 tons. 
MISCELLANEOUS : 
British machines 8, passengers 7. 
Foreign machines 8, passengers 4. 
Total number of trips by British Machines, 101, carrying 809 pas- 
sengers. Foreign Machines, 126, carrying 614. 
COMPARATIVE FIGURES. 
Week ending Sept. 8: 
Machines, 227; Passengers, 1,423; Crews, 397; Total personnel, 1,820. 


and return: Machines 17, passengers 90, freight 


Corresponding week, 1927: 

Machines, 144; Passengers, 941; Crews, 266; Total personnel, 1,207 
Corresponding week, 1926: 

Machines, 167; Passengers 657; Crews, 193; Total personnel, 850. 
Corresponding week, 1925: 

Machines, 136; Passengers, 607; Crews, 184; Total personnel, 7oI. 


Corresponding week, 1924: 


Machines, 137; Passengers, 572; Crews, 165; Total personnel, 737. 


Corresponding week, 1923: i 
Machines, 138; Passengers, 549; Crews, 223; Total personnel, 772. 
Corresponding week, 1922: 
Machines, 121; Passengers, 411; Crews, 215; Total personnel, 626, 
Corresponding week, 1921: 


Machines, 96; Passengers, 224; Crews, 120; Total personnel, 344. 
Corresponding week, 1920: 

Machines, 115; Passengers, 285; Crews, 142; Total personnel, 427. 

Note.—In addition to the Croydon traffic shown above, K.I,.M. have 
during the past week run 12 machines, carrying 4 tons of newspapers 
between Lympne and Ostend. 


Croydon Notes. 

The event of the week—Mr. C. D. Barnard’s arrival from 
India after four and a half days’ flying—at 20.12 hrs. on 
Thursday evening scarcely attracted as much public atten- 
tion as it deserved. Doubtless it would have attracted 
greater attention had the Duchess of Bedford returned in the 
Princess Xenia. 

Apart from requiring a good clean up, the Princess Xenia 
looks in perfect condition. Mr. Barnard, however, flew it 
down to Bristol on Friday afternoon, where the engine will 
be given a thorough inspection. 

The Avro Avian on which Lt. Haya and Senor O’Gara have 
made their successful tour of Europe has spent most of the 
week at Croydon Aerodrome, and its general condition has 
been a subject of remark. It looks more like a machine 
prepared for exhibition than one that has been engaged on 
an extensive tour. 

Imperial Airways are for a time short of one Argosy, 
which came to grief taxying at Le Bourget on Monday. Her 
tail hit a couple of bumps, and thereafter descended into a 
deep ‘‘ pot-hole,’’ which arrested the tail-skid while the 
greater part of G-EBOZ went on, with serious consequences 
to the after section of the fuselage. It is fortunate that this 
accident should have occurred at the end of rather than 
in the middle of summer, as the machine will be out of 
some time while the fuselage is being 


commission for 
rebuilt. 


2 yaaa 


; PASSENGER SALOON, 
Silver Wing Service de Luxe. 


IMPERIAL AIRWAYS LIL 


The 
Telephone—Croydon 2046. 


THE BRITISH AIR LINE TO THE CONTINENT 


On ‘Thursday of this week Mr. Dismore, pilotin; 
Handley Page W1o G-EBMR, left Croydon at 07.15 } 
and reached Zurich at 11.01 hours, with stops at : 
Basle. He left Zurich at 11.28 hours and returned to (¢ 
don, where he arrived at 19.28 hours. The distanc 
Zurich is a little over 600 miles, and the over-all time 
the return trip was only 12 hrs. 13 mins., which is py 
good going. 

A.D.C. Aircraft Ltd. have recently fitted a Cirrus MET 
Lt. R. R. Bentley’s Moth, and have provided this mac 
with a spinner and an entirely new type of cowling. 
certainly looks extremely neat, and is said to have not 
increased the speed of the machine. A spinner improyes 
look of the Moth quite appreciably, and after having 
this example doubtless quite a number of Moth owners 
be wanting a similar arrangement on their own machine 


AGENCY BUSINESS. 


What is claimed to have been the first sale by an accrec 
Moth agent in Canada is that of a slotted Moth to Me 
Greenfield and Pickering, pioneer mail carriers and freigl 
of the Yukon, made by Dominion Airways of Vancouver, 

The Moth will be equipped with heated cockpits and i 
changeable wheel, float and ski undercarriage. 

That sales of aircraft should now be made by agents, 
like automobiles and cycles, is the best possible sign 
aviation is becoming a commercial proposition. 


A RUSSO-ITALIAN STUNT. 


Statements have been made that the Italian Govern: 
will abandon the construction of airships after the cor 
tion of the ship now being built at the State Airship Fac 

This airship is being sold to Russia and there are rum 
that it will be used on a Polar Expedition to be le 
General Nobile. % 


MORTGAGES AND CHARGES. 

AusiEr Irp.—Debenture charged on the company’s undertakins 
property, present and future, including uncalled capital dated Au 
1928, to secure all moneys due or to become due from the cor 
to Barclays Bank Ltd. ca 


PERSONAL NOTICES. 


DEATHS. ing 

ALDRIDGE.—On Sept. 2, at Great Olen, Leicester, as the result 
flying accident, George Herbert Aldridge, Plt. Off, Auxiliary 
Force. ae 

FLETCHER.—On Aug. 31, at Amman, Palestine, as the result 
flying accident, L-AC. Frederick William Fletcher, RAF. 

JOHNSTONE.—On Aug. 31, at Grantham, as the result of a} 
accident, Edward I.eod Johnstone, Plt. Off., R.A.F. 

RIESS.—On Aug. 30, at Nocton, Lincolnshire, as the result 
flying, accident, James Graydon Reiss, 2nd Lt., 20th London 1] 
‘Tr atid) Pits (Of a Reach 

SAUNDERS.—On Aug. 31, at Amman, Palestine, as the result 
flying accident, Sjt. Victor Robert Saunders, R.A.F. 

STEVENS.—On Aug. 29, at Abu Sueir, Egypt, as the result 
flying accident, IL-AC. Sydney Charles Stevens, RAF, . 

FORTHCOMING MARRIAGE. 

BARLOW—ANDERTON.—The engagement is announced of 
Off Richard Hugh Barlow, R.A.F., elder son of Col. Sir Hilary V 
Barlow, Bart., C.B., C.M.G., and Lady Barlow, of Thruxton, Ant 
to Rosamund Sylvia Anderton, younger daughter of the late Mr. 
Anderton and Mrs. Temple, wife of Lieut.-Col. R. D. Temple; D 
of Hyde Hall, Great Waltham 

j Birtus. 

DAWSON —On Sept. 6, at The Manor House, 
Télicité, the wife of F. G. T. Dawson—a son. 

LAMBIE.—On Sept. 4, at “ Conniscliffe,” Darlington, to Shelley. 
of Fle. Off. J. Lambie, R.A.F.—a daughter. 

O’MALLEY.—On Sept. 5, at 27, Welbeck Street, to Althea 
Faulks), wife of Fit. Lt. C. J. S. O’Malley, R.AE., Medical Bra 
a daughter. 


Hamble, 1 


DAILY SERVICES: 


LONDON and the CONTINENT 
BRUSSELS PARIS COLOGNE 
BASLE ZURICH OSTEND 


AIRWAYS HOUSE, CHARLES STREET 


LOWER REGENT STREET = S.W. 
Telephone—Regent 7861-5 ‘Telegrams—‘' Impairlim.” 
AIR PORT OF LONDON, CROYDON 


Telegrams—' Flying Croydon.” 
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INCORPORATING AERONAUTICAL ENGINEERING 


Registered at the G.P.O. 
as a Newspaper. 


Vol. XXXV. No. 12, SIXPENCE WEEKLY. 


“, .. . THREE OF YOUR ARGOSIES 
“ARE RICHLY COME TO HARBOUR SUDDENLY.” 


(SHAKSPEARE—Merchant of Venice.) 


_A DIVIDEND-EARNER :—One of the three Armstrong-Wh tworth Argosies (Armstrong-Siddeley Jaguar engines) of the 

. fleet of Imperial Airways Ltd., which firm has just unexpectedly declared a dividend. The ma hine is here seen disgorging 

passengers and freight at the London Terminal Aerodrome at Croydon. A catalogue of the fleet of Imperial Airways Ltd. 
is published as a note to a speech by Sir Eric Geddes which appears in this issue. 
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Hoyt Métal Co., Ltd. 


Bar twisted and hammered cold to shew teughness. — Sis Deodar Road, Putney. 
OVER 92% TIN. ABSOLUTELY THE HIGHEST QUALITY. London, Siwy. 


Factories: tl : : Net a erent 312 
Hendon (London,NW.9) Regent 4726. 
New York (U.S.A) Telegrams & cables 


— TITANINE- EMAILLITE, urp..175, PICCADILLY, LONDON.W.1,___feusi¢e-Peeylondon” 
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A Dive shh ts by Avro is safer, more economical and has 
made more first class pilots than any other means. 
Training by Avro is standardised and recognised all 
over the world as the best, surest and quickest method 
of teaching flying. 


Training by Avro has survived the test of ten years. 
Don't experiment. Adopt the proved machines. 


Send for details to: 


A. V. ROE & CO., LTD., MANCHESTER. 


London Office & Export Dept.: 166, Piccadilly, W.1. 
Experimental Works : Hamble, Southampton. 


BEST TRAINING MACH INES 
in the World 
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ON IMPERIAL AIRWAYS. 


1ite one of the most important steps forward in the 
ory of British Aviation has been the declaration of a 
dend by Imperial Airways Ltd. for the year ending 
ch 31, 1928. There are many conflicting ways of looking 
ritish Civil Aviation, and figures can be wangled to show 
hing that one likes, but sound conservative business men 
the directors of Imperial Airways Ltd. do not declare 
vidend for the fun of doing so, and they do not pay out 
ey which their firm has not got and has not earned. So 
may assume safely that our one and only air line is now 
e considered among the regular commercial assets of the 
ire. 

‘course the dividend could not have been paid without 
Government subsidy. ‘That is to say, the £72,567 4s. 6d. 
‘h appears in the balance-sheet as profit for the year, and 
ides the £23,682 16s. 2d. which is consumed in paying 
less income tax on the firm’s capital, really means that 
sad of spending all the Government subsidy the firm 
aged to run from March, 1927, to March, 1928, on a net 
represented by the difference between the Government 
idy (which is not shown in the balance-sheet issued by 
Board) and the £72,000 odd aforementioned, which is 
vn as a profit. 

ya matter of fact, the whole thing is considerably more 
plicated than even this appesrs to be, because that 
000 odd is only a sort of secondary profit after deducting 


the 


in 
Middle East, reserve for obsolescent aircraft and engines, 
and depreciation of premises, plant, etc., from the sum of 
£132,550 os. 6d., which is the profit on a Trading Account 
which is not published either to the public or to the_share- 


directors’ fees, insurance, inauguration expenses 


holders. And it is this unpublished Trading Account which 
contains all the really interesting things about the firm’s 
transaction. 

SuBSIDY AND PROFIT. 


The reasons for not publishing it are quite sound. 
Although Imperial Airways Ltd. is a public service, and 
therefore the property of every citizen of the United 


Kingdom, because it draws the Government subsidy, and 
although as a private company shareholders would seem to 
have a right to know how their money is spent, the future 
success of the Company as a genuine commercial under- 
taking depends very much on keeping its competitors from 
knowing how it manages to run its machines at a profit. 
Every business has its trade secrets, and the trade secret of 
Imperial Airways is knowing how to run economically. 

The actual subsidy paid to Imperial Airways was £137,000 
for its European work and £93,600 for the Middle East 
section, making £230,600 in all. Deducting from that the 
£132,550 which is classed as profit on trading, and neglecting 
the odd sixpence, one discovers that the actual loss on run- 
ning expenses must have been £98,050. 


COME TO HARBOUR.—One of the Imperial Airways Argosies (Jaguars) at 


Croydon, disgorging her load of 


passengers.—(“ Aeroplane ” photograph.) 


, 
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That represents the difference between actual receipts in 
the form of passenger fares, freight charges, special charters 
and all other sources of ordinary commercial income, and 
the actual expenditure in petrol, oil, wages and all over- 
head charges,—other than those shown in the published 
profit and loss account. 

One has no inside knowledge of any figures, but that 
£98,050 might very well be absorbed in over-head charges and 
so it is fairly certain that most of the firm’s machines have 
been during the year 1927-8 carrying loads which have at 
any rate paid for their petrol and oil and overhauls. And 
thus we see that we are getting quite near the time when 
the firm will be able to run without subsidy as an ordinary 
commercial undertaking. 

SYSTEMS OF SUBSIDY. 

In principle one has always been opposed to spending 
public money in subsidising private commercial ventures. 
But there are certainly circumstances under which such sub- 
sidies are justified. For example, we should not even yet 
have our high-speed ocean liners if it were not for the 
enormous Government subsidies paid in the form of mail 
contracts to such lines as the Cunard, the Union Castie and 
the Peninsular and Oriental. 

The system of subsidising steamships is certainly very 
different from that under which Imperial Airways Ltd. is 
subsidised. The Government buys from the steamship com- 
panies, at an agreed price, so many cubic feet of space in 
their ships. And the Post Office either fills that space with 
mail-bags or leaves it empty, according to the amount of 
mail matter which the public happens to send on any par- 
ticular voyage. And one does not imagine that the amount 
of space bought has ever come anywhere near being filled. 

As one remarked by-the-way in THE AEROPLANE last week, 
a correspondent in the United States has said that the air- 
mail contractors in that country are making so much money 
out of the Government that they feel that they ought to be 
in jail. The system under which these contractors are paid 
is another method of subsidising a private concern doing a 
public service. 

The American air mail contractors are paid so much a 
pound for mail matter actually carried, so that they do in 
fact only get paid for work actually done. But, as one firm 
carries a letter over one section of a route and another firm 
carries it over another section and yet another firm carries 
it over another section, the Government actually pays three 
times over for carrying one letter which covers the whole 
route, and the supplementary fee which the sender of the 
letter pays for air transport is not enough in most instances 


to cover its own fraction of the three fees paid by 
Government. 

That is to say, supposing the contract price with each 
line is a dollar a pound for mail matter, which is about 
average, the Government actually pays three dollars 
carrying one pound of mail say from New York to Sea 
or New York to Los Angeles, as three different lines 
concerned. The standard supplement for air mails is 
cents per ounce, which is eighty cents per pound, anc 
the Government loses something over two dollars on e 
pound of air mail carried. Which represents quite a lo 
dollars in the year’s working, considering that the w 
great American nation is now wide awake to the benef 
air mail lines, even though it is not doing much in passer 
carrying. 

The Germans and French and Italians subsidise their 
lines, one believes, purely on a basis of miles flown 
machine, regardless of load or power. This gives sin 
so much money per machine-mile. 

We vary that by subsidising Imperial Airways Ltd. o 
basis of miles flown multiplied by the horse-power in 
machines, or what is known as horse-power-miles. That 
the effect of encouraging the building of big machines w: 
are capable of carrying a large load, and has produced 
Armstrong Whiteworth Argosies and the De Hayil! 
Herculeses as the result of co-operation between the airc 
designers of those firms, as representing the technical 
of design, and the engineers of Imperial Airways Ltd. 
representing experience in the maintenance of aircraft 
in the qualities which constitute a good carrier of freight 
passengers. 

WHat SUBSIDIES PRODUCE. 

Our method of subsidising steamships has resulted in 
having the finest steamship service in the World. 
American method of subsidising air lines has resultec 
quite an appreciable amount of good work done in . 
moting the internal commerce of the United States an 
the development of good reliable mail-carrying aircraft 
engines. Also it has done an enormous amount to awe 
the population of the States to the all-round value of 
transport. 

The German and French methods have produced s 
good aeroplanes and have kept in service a lot of bad « 
which ought to have been burnt years ago. Because tl 


countries are so large and there are so many air lines - 
ning all over them, these aircraft, good and bad alike, ! 
accustomed the populations of those countries to the ide. 
air transport. i 


AN IMPERIAL AIR WAY.—Sir Eric Geddes, the retiring Chairman of Imperial Airways Ltd, (with his coat 


over his arm), and his brother, Sir Auckland Geddes, with their families and party, about to embark in the Short 


Calcutta (three Jupiters) for their trip to the West of Scotland (described elsewhere). 


Mr. Bailey (pilot) and Major 


Brackley (Air Superintendent of I.A. Ltd.) are on the left of the picture. 
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Reliability, efficiency, speed—the Napier 
acto engine has proved its amazing superi- 


ority in these directions. No other engine 
has been so consistently successful. 


The following are Press comments on the 
Napier—the tried and proved engine: 


s ig! Pkg “Its reputation is based on the fact that 
(S Lal l ily the Lion is now recognised as unsur- 
fe 


passed for reliability by any engine in 
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the world.” 
Aeroplane, 7 Dec , 1927 
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@ The Napier engine must be very nearly 
Clency the most efficient piece of motive machi- 
; nery the mind and skill of man has yet 


evolved.” 
Pirmirgham News, 25 Feb., 1928 
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2 46 
The Napier Lion aero engine is per- 
pee fliitys ite haps the most well-known of 12-cylinder 
engines, and the amazing speeds that 
re have been attained both on land and in 
the air with this engine testify to its 
excellent balance and high power weight 
ratio. It is little to be wondered at, 
therefore, that these Napier aero engines 
are in wide demand throughout the 
world.” 


presed 


Cars and Motor Cycles, 28 June, 1928 


Foraircraft, where reliability, eficiency 
and speed ate the main considera- 
tions, the Napier is the first choice. 
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Also the bad aircraft or bad piloting or bad maintenance 
of some of these subsidised Continental lines have 
accustomed the people of the countries in which they crash 
to being killed in aeroplane accidents. This latter is an 
important point, because no method of transport ceases to be 
an adventure and becomes a common way of travelling until 
people have become accustomed to being killed in the 
vehicles which are used. Even bicycles did not become 
vehicles in common use until being killed in a bicycle acci- 
dent ceased to be interesting. To that extent, perhaps, the 
French and German methods are justifying themselves. 


OUR SUCCESS. 

Our system of subsidising Imperial Airways Ltd. has re- 
sulted in our producing aircraft which can carry enough pas- 
sengers and goods to pay their way as commercial vehicles. 
In this we are ahead of the World. 

Also, thanks to the extraordinarily skilful organisation of 
the engineering section of Imperial Airways, and thanks to 
the high level of its general business organisation, we have 
learned how to run an air line with the greatest degree of 
economy. Here also we are ahead of the World. 

To that extent the public money which has been spent in 
subsidising Imperial Airways Ltd. can be justified. 

Unfortunately, because of our geographical situation, our 
one and only air line covers only about seventy miles of our 
own country and so it does little to popularise aviation. And 
because our aircraft are run with the safety and regularity 
of our railways, their doings are of no interest to the ordinary 
newspapers. Perhaps if we killed more people the popula- 
tion would become more accustomed to the idea of flying. 
But, because the machines of Imperial Airways Ltd. have not 
killed a passenger for three years (touch wood), the people 
of this country hardly know that Imperial Airways Ltd. exist. 

When one tells persons who are not interested in aviation 
that for some months past over two thousand people have 
been crossing the Channel by air every week, they merely 
look goggle-eyed and slightly incredulous. The average 
person seems to think, if he or she thinks at all, that the 
figure is much nearer two hundred passengers per week 
across the Channel. It is not until in a fit of enthusiasm 
the man-in-the-street tries to book a passage on an Imperial 
Airways’ liner to the Continent that he realises that those 
who are already enthusiastic have booked all the available 
accommodation for about a fortnight hence and that if he 
really wants to go by air he will have to take his chances 
in a French machine. 


IMPERIAL AND FOREIGN AIRWAYS. 

The sadi thing about Imperial Airways is that the majority 
of their passengers are not English. More and more English 
people are travelling by air, but a year or two ago there 
was too much truth in Mr. Handley Page’s jest that our air 
line existed for the sake of paying about {9 a head to every 
American who flew to France. 

On the whole it is rather difficult to justify the existence 
of the European lines of Imperial Airways at all. We only 
run from London to Zurich, via Paris, and to Cologne. 
Most of the people who use those «ines only do so 
as a form of joy-riding, though an increasing number of 
people uses them as a definite way of saving time on busi- 
ness journeys. The real justification of those lines is that, as 
aforesaid, they have taught us more than any other country 
knows about how to build commercial aircraft and how to 
run them commercially. That knowledge will not attain to its 
full value until we run a real Imperial air way from England 
to Australia and from England to the Cape. 

Obviously the difficulty about running such an Imperial 
air way is that we cannot get to any of our possessions over- 
seas without flying over foreign countries. And there is 
nothing which the essential Englishman hates so much as 
being under an obligation to anybody. He never minds pay- 
ing for what he gets. But he prefers taking what he wants 
by force of arms without paying for it. 

We cannot very well at this stage of the development of 
civilisation and in the face of the League of Nations and the 
Peace Pact conquer a line of aerodromes through France to 
the Mediterranean, or even through disarmed Germany and 
Austria to the Adriatic. So, even if we are prepared to pay 
for the privilege, we must still be under an obligation to 
France or Germany before we can get within flying distance 
of Malta and Egypt—and Egypt is not really a British 
possession. 

The proper route for an Imperial air way is from London 
to Marseilles by land machine with a stop at Paris, and 
thence by big flying-boat by way of Malta and Cyprus, 
branching off either to Alexandria for the Cape or to Jaffa 
for Baghdad and the Hast. 

One of the difficulties about running a line across France 
is that although we can run passengers straight through 
from Tondon to Marseilles, just as we run through to 
Zurich, we are, one gathers, forbidden to pick up passengers 
in France, for example at Le Bourget, for transport to 
Marseilles or Zurich as the case may be. Quite reasonably 
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the French insist that internal air traffic in France 
be conveyed by French air lines. And equally reago 
we on our part do not feel like taking the respons 
sending our passengers on the Imperial air way 
France in French aircraft. 4 

THE GOOD TIME COMING. 

However, some day we shall get over all these di 
including the difficulty of getting across Persia. 
Imperial air way to Australia with a branch to the 
just as inevitable in the development of the World a 
our great steamship lines. And because we have gone 
our development steadily and slowly, we shall even 
have the best air line in the World, just as we hay 
best railways and the best steamship lines. —_— 

The directors of Imperial Airways Ltd. have been h 
abused by all kinds of people. They have been abuse 
not buying more machines, and for not buying dif 
types of machines, and for not running perfectly useles 
lines all over the British Isles, and for not spendin 
British tax-payer’s money recklessly in developing air 
in overseas dominions which can perfectly well afford tc 
sidise air lines on their own accounts. But in spite | 
the abuse and intrigue, the directors have stuck stead: 
their policy of slow and sure development. And than 
the able general management and engineering manage 
over which they have worked they are now very close t 
point of reaching commercial success. 2 

The year 1927 was not a good year for flying. The Wwe 
was consistently bad and the increase in passenger 
freight traffic was quite small compared with what 
been during the past six months. Consequently 
reasonably look forward to a vastly better showing 
balance-sheet for 1928-29 is produced. 

In the meantime the directors deserve to be cong: 
on the good work which they have done up to the py 

Stir ERic GEDDES. 

At the fourth Ordinary General Meeting of the Con 
on September 7, Sir Eric Geddes, who has been Chairn 
the Company for the past four and a half years, anne 
his resignation. Though he did not say so, the ge 
pression is that he desires to devote his energi 
further improvement of the condition of the 
Company. g 

His resignation will certainly be deeply regretted 
who have worked with him in Imperial Airways. I 
have had such great tasks laid upon them as has 
since those days when he left the North-Eastern Ri 
became Mr. Lloyd George’s ‘‘ push-and-go man ” 
Government departments during the War 1914-18. 

Like all strong men he has made enemies. 
made a number of firm friends. And where h 
made friends, he has, at any rate, earned the 
and esteem of people who have been forced, oft 
their will, to recognise the fact that he has su 
every task which he has undertaken. peo 

He has that talent which is so necessary, either 
merce or in war, for recognising when a man um 
a good man and giving that man a free hand to 
in his own way. And, as those who read his spe 
General Meeting will perceive, he does not gru 
to those who are worthy of it. One can only 
having acquired so much valuable experience of ¢ 
aviation during these past years he will not lose 
flying but will at some future period again apply 
ability to the further improvement of commercial 1 

Although the proceedings at the General Meeti | 
the Extraordinary General Meeting which followed it 
already appeared in print in the public Press, one 
that for purposes of historical reference those proceé 
must be placed on record in THE AEROPLANE atid so 
will be found following these notes. | 

All who realise the importance to the British Emp: 
the development of Commercial Aviation will join in 
gratulating the directors and the management of Imperié 
ways on the good work which they have done ai 
doing.—c. G. G. : 


THE MEETINGS OF IMPERIAL AIRWA 


Imperial Airways Ltd. was formed in April, 1924, 4 
result of the Hambling Committee which sat in 1923 
quire into and recommend to the Government the best t 
of developing Commercial Aviation. Sir Eric Geddes, 
now resigns the chairmanship in order that he may 81V 
undivided attention to the Dunlop organisation, has 
chairman since the company’s formation. 

The financial results for the four years have bee :— 
year, £15,000 loss; second year, £20,000 loss; third 
£11,000 profit; fourth year, £72,500 profit. 

The percentage of scheduled flights completed ha 
creased from 75 per cent. in the first year to 93 per c@ 
the fourth year. ‘ 

The passengers carried during the four years have bet 
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First year, 11,170; second year, 11,529; third year, 16,807; 
fourth year, 25,313. 

In over three million miles flown there has been only one 
fatal accident amongst those 64,819 fare-paying passengers 
carried. 

Hereafter follow the speeches made at the Ordinary General 
Meeting and at the Extraordinary on Sept. 7 :— 


The Chairman’s Speech at the General 
Meeting. 

Ladies and Gentlemen,—May I explain how I propose to deal with 
the business before the Meeting, and the Extraordinary General Meet- 
ing which follows, in the speeches which I shall make? 

I propose first to deal with the Accounts and other matters which 
come before the General Meeting and to invite you to pass the 
Accounts. 

I then propose, at the Extraordinary General Meeting, to explain 
the new proposed Agreement with the Government to give some idea 
ot the future which we can envisage from its operation, and to invite 
you to pass the necessary alterations to the Articles of Association 
which in fact will, when confirmed, be your ratification of the Agree- 
ment we have negotiated. 

Ladies and Gentlemen, I assume that you have all received a copy 
of the Accounts which have been published, and, with your approval, 
I propose to adopt the usual procedure of taking these as read. 

Apart. from the great improvement in the trading of the Company, 
about which I will speak to you later, .I am sure you will feel 
gratified at the vastly improved financial position of your Company. 
The accounts are made up strictly on our usual sound and conservative 
basis. I will now take you briefly through them. 

BALANCE SHEET. 

On’ the asset side of the Balance Sheet you will see that aircraft 
and engines—less cost of units written off, stand at about £250,o0o— 
nearly £6,000 less than last year’s Accounts. ‘There is no physical 
deterioration, and Obsolescence is taken care of on the other side of 
the Balance Sheet in the Obsolescence Reserve of £91,565. 

During this year no units fell due for replacement, and the draft 
upon the obsolescence reserve for units written off amounts to only 
£4,886. In previous years the write-off has been heavier. 

Your plant, machinery and equipment have been depreciated on the 
same basis as last year; the large addition during the year of £24,800 
in this item is mainly accounted for by the capital expenditure for 
your Middle East service and by certain additions modernising your 
engineering plant and equipment on the European services. 

The valuation of stores and spare parts has been carried out on our 
usual conservative basis. 

The Sundry Debtors amount to £31,000, the small increase of about 
£5,000 being due to the greatly increased turnover. 

LIquip CASH POSITION. 

You will notice that the Cash and Investments stand at over £230,000, 
compared with £152,000 last year. Your Middle. Kast service has been 
completely capitalised, and a comparatively small expenditure of capital 
will be required for the continuation to India, about which I will tell 
you later on. 

I should point out that the item of Cash and Investments includes 
the obsolescence reserve of over £90,000, for which, as usual, no specific 
investment is earmarked. 

There is still no necessity for the Board to call up the ss. per share 
outstanding, and I would again assure you that the Call will only be 
made when your Directors are satisfied that it can be profitably em- 
ployed in the development of your Company. 

You will notice that, in addition to extinguishing the £24,171 debit 
standing in the Profit and Ioss Account, we have written off one half 
of the items standing against Preliminary Expenses and Underwriting 
Cemmission, absorbing £20,663. I hope that these two items  wiil 
disappear next year, and that we shall be able as time goes on to 
accumulate some prudent Reserves. 

I point out also that there is no item for Goodwill in the Balance 
Sheet, and the value of this must be considerable in view of the 
world-wide reputation of your Company and the greatly extended 
security of tenure provided by the new Agreement concluded with 
His Majesty’s Government. 

You will notice that the Inauguration and Survey Expenses of your 
Middle Kast Route are again written off at the same rate as adopted 
last year. As we survey and inaugurate other new routes, however, 
this item will have further charges added to it, and it may be desir- 
able to reconsider this basis of extinction in future years. 

If you will look at the other side of the Balance Sheet you will 
notice a satisfactory decrease in Sundry Creditors, which amount to 
just over £44,000. The Obsolescence Reserve, as I have said, stands at 
£91,500, of which over £40,000 is attributable to the year under review. 

PROFIT AND J.0SS ACCOUNT. 

Turning to the Profit and Loss Account, you will notice that a credit 
balance of over £132,000 is brought forward from the Trading Account 
as compared with £54,000 last year. ‘This satisfactory improvement 
represents great progress, because it means that the gross profit on 
which the operations of your Company are being carried shows con- 
tinuous improvement; in fact, it has slightly more than doubled this 
year. I told you last year that this was a most hopeful sign for the 
future of Civil Aviation, because it meant that the existing fleet could 
cater for additional traffic independently of, and without any subsidy 
on, the additional miles flown; and, in fact, during the year under 
review, your Company carried out nearly 33 per cent. more unsub- 
sidised flights than in the previous year. 

The investment income is that derived from the investments shown 
on the Balance Sheet, and, in passing, I draw attention to their 
excellent character, and remark that they stand at slightly below 
their market value on March 31, 1928. 

Bank and other interest and transfer fees are items which call for 
no comment. 

On the other side of the Profit and Loss Account you will notice that 
the Directors’ fees amount to £5,500, although they are entitled under 
the Articles of Association to £6,500. Those of you who may compare 
this with the last vear’s figure for this item will doubtless remember 


The Aeroplane 


SEPTEMBER 19, 1 


that we waived a large sum on this account during a period whey 
results of the Company were unfavourable. With the increased 

perity of the Company and its still better prospects and its wide- 
activities, I am sure you will agree that the really arduous labon 
your Board should be more suitably remunerated. It is only by 

increasing attention to your affairs that the favourable results att; 
can be still further enhanced. 

Aviation and General Insurance amounts to £8,700 odd, and is 
little more than last year in total, although it covers the flying o 
tions of your Middle East fleet for a whole year as compared wit! 
inclusion of only a small portion of the Middle East operations ir 
year’s accounts. : 

Your Directors believe that no other Air Transport Compan 
the world enjoys such favourable insurance. 

The item of £2,466 odd, “ writing off a portion of the inaugur 
expenses of the Middle East Route,’? I have already dealt with. 

Obsolescence, as I mentioned when speaking of the Balance s 
amounts to about £40,000. The rate for this obsolescence, alth 
calculated on the same conservative basis as your last year’s acco 
is lower than it will be when the Company is in a position to tak 
advantage of the terms of the new Agreement with the Govern: 
which I will explain fully at the Extraordinary General Meeting y 
immediately follows this one. Under that Agreement a la 
accelerated obsolescence rate is to be applied to your aircraft s 
to allow us to take quicker advantage of the continued developmen 
the science of aircraft design. Financial provision has been > 
for doing so. This does not mean, however, that aircraft so rep 
will be unfit for further service; on the contrary, they will be . 
able for the development of other services, such as ‘‘ feeder” 
etc., free of their heavy burden of obsolescence. 

The depreciation of premises, plant, etc., shows a considerabl 
crease over last year, due to the larger capital value of the 
necessary for the proper development and to the advantageous pre: 
which we have acquired in Paris. 

The sum expended under the item of maintenance of our 
amounted to £78,174, compared with £57,800 last year. The incre: 
due to the fact that the Accounts under review include a full 
operation of the Cairo-Basra service and a further increase oye 
previous year in ton-mileage carried in Europe. i 

Your Board have, with your approval, consistently adhered to 
policy of the highest possible standard of maintenance. The cc 
maintenance of the fleet per ton-mile continues to improye r 
theless, although, as would naturally be expected, not at the 
rate as was achieved during the early days of reorganisation. 

The balance of profit for the year carried to the Balance She 
you will notice, £72,500 odd, compared with £11,400 odd last ye 
result which I am sure will give you great satisfaction. ‘ 

And this brings me to the end of my review of the Accounts \ 
are before the Meeting. 

We recommend the payment of a dividend of 5 per cent. upor 
ordinary shares of the Company, absorbing £23,682. 

I would remind you that it has been done after extinguishin: 
debit to Profit and Loss Account, substantially writing off Prelim 
Expenses, Underwriting Commission, and Inauguration and § 
Expenses, and providing liberally for Obsolescence. ES 

These items together amount to the substantial sum of £87,300, le 
us with a carry-forward of £4,049, and this after we have taken < 
and generous care of all depreciation. 

I feel sure you will share the Board’s satisfaction and pride at 
result. : : 

Having said that, however, I do not feel that I have cori 
represented the position to you in its fully satisfactory state wi 
reminding you of what I said last year—that the change from opet 
at a nett loss to a gross profit was a most important turning: 
in the progress of commercial aviation. Not only has the turnit 
that point been maintained, but, as I have already said, the 
profit on which the operations are being carried out has sli 
more than doubled in the year under review compared with the pré 
year; and in recommending you to pay this dividend, I may say 
we look forward more hopefully to the future. 

So much for financial results; and I now come to operations. 

TRAFFIC AND OPERATION. 

The remarkable regularity of our European services continu 
improve, in spite of the unfavourable weather conditions of the 
and in the Middle East, during the whole of the year under r¢ 
your service has only once failed to make the advertised conn¢ 
with the mail steamer, and has never failed to complete a seéfv 

A little more than two years ago it was estimated that the 
of traffic increase on your European services, based on past exper 
was in the region of 10 per cent. per annum. I am glad to say 
this estimate has been greatly exceeded, due to our excellent sé 
and high reputation, and the traffic revenue on the European sé! 
is now 60 per cent. higher than when we met here two years < 

During the year under review, two interesting experiments 
undertaken. I refer first to the inauguration of the “ Silver W 
de luxe services, which are now known all over the world. Thi 
volved reducing the paying load of several of your largest al! 
on certain services, to accommodate a steward and a small b 
The results have proved that this was a wise sacrifice, and these 
tional comforts have played no small part in increasing the tra 

Towards the end of the year we tried another experiment oD 
Paris route and introduced a ‘‘ Second Class” service with a rec 
fare—second class only in that it leaves at a less convenient 
of the day: the designation does not apply to the aircraft emp 
on the service. 

Coupled with certain other reductions in the passenger fares 
traffic during the past winter season was kept far above the 
of the previous winters, and your fleet was kept more occupied dur 
time which will always be a slack season, due to the climatic condi 
prevailing in the winters of Western Europe. J 

Your Compauy’s record of safety continues to be one of which 
may feel justly proud. No transport organisation in the worl 
road, rail, sea or air—can expect to be entirely free from accid 
but the record of your Company for safety and regularity plac 
in the highest rank in the world. 
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FLEET. 

As you will see from the back of the Directors’ Report circulated to 
you, your Company has under construction three large aeroplanes for 
use on your European operations, and one new flying-boat, which, 
together with the two other flying-boats that will be taken over 
from His Majesty’s Government under the new Agreement, form part 
of the fleet required for putting that Agreement into operation. 

[The complete fleet of Imperial Airways (which has never before 
being published) is made up as follows :— 

Three Armstrong Whitworth Argosies, each with three Armstrong 
Siddeley Jaguar engines giving 1,188 h.p. per machine. These are 
G-EBLO, City of Birmingham, -LF, City of Glasgow, and -OZ, City of 
Wellington. 

Five De Havilland 66s (Hercules), each with three Bristol Jupiter 
engines, giving a total of 1,275 h.p. per machine. These are G-EBMW, 
City of Cairo, -MY, City of Baghdad, -MX, City of Delhi, -MZ, City of 
Jerusalem, and -NA, City of Teheran. 

One Handley Page Hampstead, three Bristol Jupiters, 
G-EBLE, City of New York. 

Three Handley Page W.10s, each with two Napier Lions, giving 
88) h.p. per machine, G-EBMM, City of Melbourne, -MT, City of 
Ottawa, and -MR, City of Pretoria. 

One Handley Page Hamilton, two Siddeley Pumas and one Rolls- 
Royce Eagle VIII, giving all together 845 h.p., G-EBIX, City of 
Washington. 

Two Handley Page W.8s, each with two Rolls-Royce Eagle IXs, 
giving 710 h.p. per machine, G-EBH, Prince George, and -BI, Prince 
Henry. 

Two De Havilland 50s, one Siddeley Puma each, giving 240 h-p., 
G-EBFP and -KZ. 

One Supermarine Sea Eagle, one Napier Lion, giving 440 h.p., 
(G-EBGR. , 

’ Two Short Calcuttas, each with three geared Bristol Jupiters, giving 
1,455 h.p. per machine, G-EBVG and -VH. One of these is probably 
-called the City of Alexandria. 

In addition there are under construction three Armstrong Whitworth 
Argosies, each with three geared Armstrong Siddeley Jaguar engines, 
-giving 1,260 h.p. per machine. These will be named City of Edinburgh, 
‘Citys of Liverpool and City of Manchester. 

[The Short Calcuttas will be used on a Mediterranean service, and. not 
in the Persian Gulf, as commonly rumoured.—c. G. G.] 

RELATIONS WITH GOVERNMENT AND OTHER AIR COMPANIES. 

I am happy to tell you that the relations between your Company and 
the Air Ministry continue to be of the most friendly nature, and I 
wish to acknowledge the broadminded and receptive manner in which 
the Secretary of State for Air, Sir Samuel Hoare, and his colleagues 
have received and considered our proposals. 

I am pleased to say that our relations with foreign companies, 
whether working in co-operation with us or in competition, continue 
to be friendly, and continuous improvement is being made in regard 
to connections to distant places by co-operation with foreign lines. 

HONOUR WHERE DUE. 

To Mr. Woods-Humphery, your General Manager, and his officers and 
staff, we owe a special tribute and thanks. Our pilots are magnificent, 
our technical personnel second to none. ‘They are a splendid, able 
and devoted team. Your interests and those of civil aviation are always 
the sole guiding factor in this work. I wish here, on account of what 
I shall subsequently announce, to add my personal thanks for and 
appreciation of this work. No Chairman could have been better 
served, nor have been in happier relationship with his executive officers 
than I have been, and I wish publicly to thank Mr. Woods-Humphery 
and them for their invaluable assistance and co-operation. 

I do so because I regret deeply to say that after most careful con- 
sideration, I have felt obliged to notify my colleagues on the Board 
that I have decided to resign my directorship of your Company in 
the near future. I have come to the conclusion that I c&nnot afford the 
time to give adequate and increasing attention to the growing affairs 
of the Company and its more widespread activities. This very 
geographical remoteness alone makes this an impossible task for me. 

Had the present satisfactory report not been possible, I would some- 
how have arranged to have continued at the helm, but I feel your ship 
is set upon a straight course and that fair weather is ahead. The 
voyage is a long one; the ship must have a Captain who can, take the 
bridge on short notice at any time. I cannot do that, as my other 
obligations are heavy; so with much regret I must say ‘‘ Good-bye,” 
and thank you very sincerely for your kindness to me in the anxious 
days which are now over. 

The results of this year are, so far, better than the results of the 
year under review, and I see no reason why those results should not 
continue. I hope and believe that the conservative policy which has 
brought about the steadily improving results, both operational and 
financial, will be continued. Many are the enticements and urgings 
of air enthusiasts to depart from that policy—to take a chance ‘and 
risk something,” but in the policy of this Company such counsels 
‘spell disaster. In ‘‘ Safety ? Imperial Airways must take no “ chances,” 
nor ‘Commercially ® in unfigured risks. Your Board has firmly 
refused to be led by argument or urged by criticism into gambles of 
-any kind, and I challenge our record and reputation as second to none 
in civil aviation to-day. But the public and press must recognise that 
~we are a commercial undertaking, though admittedly with an Imperial 
Mission. Sometimes the commercial side is forgotten by our critics. 

The new Agreement with the Government, if ratified by you, as I 
have no doubt it will be ratified, is, in my judgment, a noteworthy 
‘milestone on the road to the commercial independence and success 
of civil aviation. Civil aviation will come truly into its own when 
London to the Cape and London to Australia by air are accomplished as 
regular commercial services. We are to-day laying the foundations of 
that structure soundly and well, and we are building the first story. 
That the other top stories will follow I have no doubt, and they will 
-stand all square upon the foundations we have laid. 

IY have no doubt others will be tempted by our success to try build- 
ing top stories too, but if they forget sound foundations they will 
fail. We have paid heavily for our foundations, and from now on we 
shall reap the reward of our labours. The results which have been 
achieved by Imperial Airways are due to continuous study of civil 
aviation since the end of the War, first by the constituent companies 
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which formed Imperial Airways, and later by the most carefy 
ordinated study of the old and new data at our disposal, and ch 
cost analysis over a number of years; study by an organisation y 
is an established machine, working smoothly, with enthusiasm 
loyalty among its staff; and in the past, with dogged continni| 
purpose, turning deaf ears to the croaker and to the sceptic. 
The pioneers and enthusiasts in air matters do not necessarily pc 
the qualities successfully to develop civil aviation from a com 
point of view. The organisation to do so cannot be built in a de| 
a year. Personally—and I can look back upon a pretty lois i 
experience of transport, from the time I was 18—I have never: 
countered a transport problem so full of pitfalls for the inexperie 
and I have the greatest conviction that the Government 
extremely wise in recognising, as they have so clearly demonst | 
by our extended Agreement, that at this stage in civil aviation a ¢ 
concern, with boundless enthusiasm and vision, but with inadec 
experience and backing, is not so capable as we are of develc| 
thi, new and wonderful service. A 
Many a heart-burning and much loss of money will be avoide| 
the sound judgment of Sir Samuel Hoare, and I speak with very se’, 
conviction when I say that one of the most valuable assets v 
Imperial Airways possesses to-day is the accumulated knowledge 
experience which we can now place at the service of the Go 
ment and of civil aviation. | 
In saying ‘‘ Good-bye’’ to you I feel that you are through your ni) 
early difficulties. I again thank you from the bottom of my 1h 
for your kindness and support to me at these meetings and throug) 
the years between them. I wish to acknowledge the helpful kin: 
and consideration throughout my Chairmanship of Sir Samuel Hi 
Sir Sefton Brancker and everyone at the Air Ministry. 
To my colleagues on the Board I also owe a special debt of grati| 
Our relationship has been throughout most cordial. On no n) 
question of policy have we differed, and I have throughout enj| 
the unfailing kindness and support of each one of them in my cor 
of the business of the Chair. I leave their councils with great re: 
You will see from the Directors’ Report that the Board has co-c| 
as a Director my old colleague of the strenuous days of i015} 
1916, Viscount Chetwynd. Lord Chetwynd, I am sure, needs no i} 
duction to you. He has a wide and varied experience, boun} 
energy and enthusiasm, and sound judgment, and a great recor! 
achievement, and we are fortunate in that he is prepared to di) 
a considerable portion of his time—as much as is necessary—to Imp! 
Airways. = 
Lord Chetwynd, in accordance with the Articles of Association, 
mits himself to you for re-election to-day, and I feel sure he | 
be unanimously re-elected. 
Sir Herbert Hambling, Bart., seconded the resolution. 
The retiring Directors, Sir George Beharrell, D.S.O., and the Visc: 
Chetwynd, C.H., were re-elected. 
The Auditors, Messrs. Whinney, Smith and Whinney, | 
re-elected. 
[The Chairman’s Speech at the Extra-Ordinary General Mei 


i 


which followed will be published next week.] | 


SIR ERIC GEDDES' TOUR. © 

The Short Calcutta flying-boat G-EBVG (three Br| 
Jupiter engines), chartered by Sir Eric Geddes from Imp| 
Airways Ltd., and carrying a party of ten, left Wools 
Southampton, on the morning of Sept. 14. Major H.. 
Brackley, Air Superintendent of Imperial Airways, and | 
Bailey, of the company’s Southampton—Guernsey Ser) 
were the pilots. 
The Calcutta alighted at Tenby for lunch about noon | 
on Loch Ryan, Stranraer, early the same evening. The 1! 
was spent at Stranraer. ; 
On Sept. 15 the machine alighted off the coast at Bal 
trae and Sir Eric Geddes and his passengers landed | 
paid a visit to Lord Inchcape at Glenapp Castle. 


! 


On Sept. 16 a trip was made inland and the Calc 
alighted on Loch Lomond—thereafter returning to Strat 
for the night. | 

Lhe Calcutta left Stranraer at 11.10 hours on Sept. 17 
Liverpool, where it arrived at 13.15 hours after flying agé 
a strong head wind through rain. 

THE LIVERPOOL—BELFAST SERVICE 

The necessary arrangements for the demonstration 
service between Liverpool and Belfast in connection | 
the Liverpool Civic Week having been concluded to 
satisfaction of Imperial Airways Ltd., the following de 
are now announced by that firm. : 

The service will run daily from Sept. 24 to 29 inclu: 
Passengers on the service to Belfast will leave Rockf 
Pier, Liverpool, by car each day at 09.45 hours for Livet 
Moorings, and the Calcutta flying-boat will leave the M 
ings at 10.00 hours, reaching Musgrave Channel, Belfast 
11.45 hours. Cars will convey passengers from No. 3 Q 
Belfast, to Albert Square, Belfast, which will be reachei 
12.15 hours. 

On the return journey cars will leave Albert Squart 
14.30 hours, the flying-boat will leave Musgrave Chanue 
15.00 hours, reaching Liverpool Moorings at 16.45 hours, 
car to Rockferry Pier arriving there at 17.00 hours. ~ 

The fare will be £3 10s. single, £6 ros, return; 30 Ib 
luggage are allowed free per passenger, and a charge © 
per lb. on any excess will be levied. Passengers wishin 
book seats may do so either through Imperial Airways I 
Airways House, Charles Street, London, $.W.1, or, of 
after Sept. 21, through The Liverpool Organisation, 3, 
Street, Liverpool (Tel. Bank 5630), or Jas. Little 
1, Albert Square, Belfast (Tel. Belfast 2583). 


WEre | 
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AIRCRAFT 


LYNCOCK 200 H.P (LYNX) SINGLE-SEATER FIGHTER 


“The Lyncock is an effort to supply the main 
essentials of a fighter which will be practically 
the equal of most fighters in production to-day 
af very nearly half the cost, ..... themore 
compact weight distribution ensures a very 
high degree of manceuvrability, Great care 
has been taken to provide the usual duration 
forasingle-seater fighter (24 hours) and also to 
give the normal! weights for guns and ammunition, 
... If can be said that at 10,000 Fr the Lyncock 
will hold its own with many present-day Fighters, 
particularly as ifs compactness and well-balanced 
controls give if a very small turning circle.” 


“Times Trade Supplement ‘July 211928 


THE BLACKBURN AEROPLANE AND MOTOR COMPANY LIMITED 


Head Offices and Works: OLYMPIA,LEEDS, YORKSHIRE. 
London Office: AMBERLEY HOUSE, NORFOLK STREET, STRAND, W.C.2. 
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THE ROYAL AIR FORCE. @ 


The London Gazette. 


GENERAL Duties BRANCH.—The following Plt. 
the rank of Flg. Off. 


Sept. Ir. 
Offs. are promoted to 
:—S. Pritchard-Barrett (April 10); TI. C. Dickens 
(June 1);.H. F. Surén (July 4); L. S. Tindall (uly.10);.G. H. G. S. 
Jenkins (July 10); J. Barton (July 10); G. A. G. Johnston (July 15); 
F. D. Biggs (Aug. 15). Fig. Off. A. K. Bamber is transferred to the 
Reserve, Class A (Sept. 10). 

Fit. Lt. (Maj., R.A.R.O.) V. M. Kenny-Leveck, M.B.E., 
his 'S.S. comn. on account of ill-health (Sept. 
(Lt., Glos. Regt., I.A.) relinquishes his S.S. comn. on account of ill- 
health ((Sept. .z2)5 Lt. J. D. “Ainger; RIN. ohig. Off, GRVAGH.,. relin- 
quishes his temp. comn on return to Naval duty (Sept. 6). 

MEDICAL BRANCH.—Flg. Off. J. Hutchieson, M.B., is granted a perm. 
comn. in this rank (Sept. 12); Flt. Lt. (Hon. Sq. Ldr.) G. S. Ware, 
M.B., relinquishes his temp.~° comn. on completion of service and is 
permitted to retain the hon. rank of Sq. Ldr. (Sept. 11). 

CHAPLAINS BRANCH.—The Rev. J. G. Stephens, B.A., relinquishes his 
S.S. comn. on completion of service (Sept. 12). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DUTIES BRANCH.—G. C. 
Holland is granted a comn. in Class AA (ii) as a Plt. Off. on proba- 
tion (Aug. 27); Flg. Off. L. C. Burcher is employed with the Regular 
Air Force for a period of three years (Aug. 27); Plt. Off. F. Davison is 
promoted to the rank of Fig. Off. in the Special Reserve (Aug. 15). 
The following officers are transferred from Class A to Class C:—FIt. 
Lt. H. V. Stammers (Mar. 10); Fig. Off. A. A. B. Chipper (Aug. 30); 
Flg. Off. F. G. M. Sparks (April 6). 

Mepical, BRANCH.—Flg. Off. E. D. Gray, M.A., M.B., relinquishes his 
comn. on completion of service (Sept: 11). 

AUXILIARY AIR FORCE.—GENERAL DUTIES BRANCH.—NO. 603 (CITY OF 
EDINBURGH) (BOMBING) SQUADRON.—The following to be Plt. Off. :— 
E. S. V. Burton (Aug. 14). 


relinquishes 
1); Flg. Off. D. Robinson 


Appointments. 
Week ending Sept. 17. 
GENERAL DUTIES BRANCH.—Wing Commanders W. V. Strugnell, M.C., 
to No. 9 Sqdn., Manston, 1/9. J. N. Fletcher, A.F.C., to Home Air- 
craft Depot, Henlow, for Administrative duties, 27/8. 
Squadron Leaders W. Thomas, M.C., to No. xr Stores Depot, Kid- 
brooke, 15/9. D. O. Mulholland, A.F.C., to No. 16 Sqdn., Old Sarum, 


“25/9.. E. D. Atkinson, D.F.C., A.F.C., to No. 21 Group H.Q., West 
Drayton, 1/9. 
Flight Lieutenants A. Hunter, O.B.E., to Home Aircraft Depot, 


Henlow, 17/9. .Au.J.. Long, to) H.0:,” Halton,927/0. gb. 1S. Ivens; 
F. W. W. Wilson and R. V. M. Odbert, to A. and G. School, Kast- 
church, 2/9. C. H. C. Woollven, M.C., to remain at H.A.D., Henlow, 
instead of to R.A.F. M.T. Depot, as previously notified. K. L. Harris, 
to No. 8 Sqdn., Aden, 24/8. O. E. Carter, to R.A.F. M.T. Depot, 
Shrewsbury, 1/9. R.J. M. de St. Leger, to remain at H.A.D., Henlow, 
instead of to R.A.F. Station, Kenley, as previously notified. C. G. 
Hancock, to A.A.E.E., Martlesham Heath, 16/9. F. W. Wiseman- 
Clarke, to H.Q., India, 16/8. W. B. Everton, to H.M.S. Eagle, 1/9. 
G. Y. Tyrrell, M.C., F. R. Wynne, M.B.EH., and J. Silvester, to School 
of Photography, §. Farnborough, 8/9. L. W. Jarvis, to R.A.F. Depot, 
Uxbridge, 17/9. 


Flying Officers A. C. Sharp, to A. and G. School, Hastclaae, 
R. .. Bateman, to No. 5 F.T.S:, Sealand, 29/9. P:2J. Stapletd! 
No. 39 Sadh., Bircham Newton, 3/& A. M. D. Howes, to Any 
Communication Flight, 17/9. N. R. Buckle, to’ No. 100 Sqdn., Bic 
17/9. F.C. T. Rowe, to.R.A.F. Station, Kenley, 16/6) ake i. G 
to No. 45 Sadn., Middle East, 1/9. F. W. L. C. Beaumont, to R 
Depot, Uxbridge, 7/9. H. A. Evans-Evans, to EK. and we S 
Flowerdown, 27/8. 

Pilot Officers G. R. Chameroy, to R.A.F. Depot, Uxbridge, 
P. Cc. Fair, to No. 207 Sadn., Eastchtreh,) 11/0) D> augeee Hayne 
No. 100 Sqdn., Bicester, 11/9. W. D. J. Michie, to No. 2 Sadn., Mar) 
1/9 J. C. B. Tinling, G. F. Simond, J. HE. Markby, and A. Te") 
Upton, to No. 13 Sadn., Andover, 1/6: D. M. Harrison, R. W 
Stevens, and J. B. Veal, to No. 4 Sqdn., S. Farnborough, 1/9, }) 
Smith and C. K. Turner, to No. 16 Sqdn., Old Sarum, 1/9, § 
Hicks, M. C. Collins, C. L. Myers, and H. ce Piper, to No. 26 S 
Catterick, 1/9. J. C. K. Rogers, to R.A.F. Base, Calshot, 1/9, 1) 
Clare, P. F. Luxton, and P. H. Smith, to No: 1 Sadn., Tangmere, 
A. D. Bennett, A. G. Lester, and P. N. Sealy-Allin, to No. 23 §| 
Kenley, 1/9. J. A. Greenshields and C. A. Pearson, to No. 32 § 
Kenley, 1/9. .N. F. V. Henkel and L. W. Howard, to No. 43 § 
Tangmere, 1/9. L. V. Bennett and F. Wells, to No. 19 Sadn,, | 
ford, z/o. C. HH. Appleton- “andi acme: Wilson, to No. 41 s 
Northolt, 1/9. 

StoRES BRANCH.—Squadron Leader W. C. Green, M.C., to N 
Stores Depot, Milton, 12/9. 

Flight Lieutenant D. W. Dean, to H.Q., Inland Area, Stanmore, 

Flying Officers G. C. Wilson, to R.A.F. Station, Worthy Down, 
J. H. P. Clarke, to No. 600 Sqdn., Hendon, 8/9. 

ACCOUNTANT BRANCH.—Pilot Officers H. A. Frost, to E. and W. Sc 
Flowerdown, 17/9. R. Trippett, to No. 4 Sqdn., S. Farnborough, ; 


The Far-East Flight. 


The four Supermarine Southampton flying-boats (N 
Lion engines) of the Far Kast Flight, R.A.F., under the: 
mand of Grp. Capt. H. M. Cave-Browne-Cave, D.S.O., D.] 
reached Singapore on Sept. 15. | 

Since the Flight left Cattewater on Oct. 1, 1927, it 
flown a total distance of 23,000 miles (184,000 engine m 
and there has been no mishap or mechanical trouble of 
kind. 

The cruise has again demonstrated the skill and effici 
of the R.A.F. and the reliability of the British flying-t 
and engines selected for the flight. | 

The Far East Flight will be based in Singapore and 
make long-distance cruises from that port from time to t 


The Air Manoeuvres in France. 
Air Vice-Marshal C. L.. Lambe, C.B., C.M.G., D:S:0., 
Vice-Marshal Sir John Steel, K. B. E., C. B., CMG and 
Commodore F. V. Holt, C.M.G., D.S. (Oe accompanied 
three R.A.F. officers acting as personal assistants, flew f 


THE FRENCH AIR MANCEUVRES.—Senior Officers of the R.A.F. who flew to France on Sept. 13 to witch | 


the French Air Manceuvres. 
Sir John Steel, 


The group shows from left to right Inspecteur-Général Hergault, Air Vice-Marsha 
Monsieur Painlevé, Air Vice-Marshal C. L. Lambe and Air Commodore F. V. Holt. 
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“Those who saw the beautiful 
‘Wizard’ Monoplane fitted with 
this (Rolls-Royce) Engine leap 
skyward when the pilot opened 
his throttle gained some idea of 
what the ‘F’ Engine enables 


designers the accomplish.” 


“Daily Mail 
2nd Fuly 
1928 


ROELS-ROYCE LIMITED 


14-15 CONDUIT STREET 
LONDON, W.1 
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Andover to Le Bourgét in two Service Vickers Virginias on 
Sept. 13 to watch the French Air Manoeuvres which began on 
Sept. 14. 

No. 86 (Torpedo Bomber) Squadron. 


A new R.A.F. Squadron, known as No. 36 (Torpedo 
Bomber) Squadron, has been formed at Donibristle, Fife, 
Scotland. 

The new Squadron is administered by Coastal Area HO; 
and was formerly the Coast Defence Torpedo Bomber Flight. 

The Squadron is equipped with Hawker Horsleys and is 
commanded by Sq. Ldr. A. W. Mylne. 


The World’s Speed Record. 


An attempt to beat the World’s Speed Record will probably 
be made at Calshot at the end of this. week.. The attempt 
will be made on a Supermarine S.5 seaplane (Napier Lion 
engine). The pilot will be Fit. It. D. D’A. A. Greigj Der se,, 
AGI CBR GAL EY 

The present World’s Record for speed was set up by Major 
De Bernardi, who flew a Macchi float seaplane (Fiat A.S.-3 
engine) at the Lido, Venice, on March 30, 1928, over a three- 
kilometre course at an average speed of 3183 m.p.h. 

A note on Fit. Lt. Greig’s Service career appeared in THE 
ABROPLANE of April 25, 1928. 


The Southern Command Manoeuvres. 


The Southern Command Manceuvres began in the Salisbury 
Plain Area on Sept. 19. The R.A.F. Units co-operating in 
the Manceuvres are as follows :— 

Westland.—One Flight of No. 16 (Army Co-operation) 
Squadron, Bristol Fighters; No. 3 (Fighter) Squadron, Sq. 
Ldr. E. D. Johnson, A.F.C., Gloster Gamecocks (new 
temporary equipment); one Mobile Workshop. 

Eastland.—No. 16 (Army Co-operation) Squadron (less one 
Flight), Sq. Ldr. W A. Coryton, M.V.O., D.F.C., Bristol 
Fighters; No. 11 (Bombing) Squadron, Sq. Ldr. P. H. 
Cummings, D.F.C., Hawker Horsleys. 


Permanent Commissions for Specialisation. 


The following officers are being gazetted to permanent com- 
missions on the General Duties Branch as from Sept. 1, 1928, 
having undergone successfully a long course or the first year 


of the aeronautical engineering course :— 

Flying Officers —A. W. B. McDonald, G. D. Green, G. B. M. Rhind, 
R. R. Bennett, J. M. Cohu, A. C. Evans-Evans, H. M. S. Wright, G. J. 
Southam, W. A. Tattersall, H. M. G. Parker, A. Ee Paishe 


The number of vacancies offered for competition at th. 
amination to be held in March, 1929, is as follows ;:—s 
nautical engineering 13, Signals 6, Armament 1, Total 20. 


“ Drifting ” 

The Times of Sept. 14 states :— 

One of the naval drifters such as are used to attend on the sea 
fleets is to be lent to the Air Ministry for service with a coastal de 
torpedo bombing flight at Turnhouse, Mid Lothian. The vessel se! 
is the Cascade, hitherto in reserve at South Queensferry, and for; 
attached to the minelaying destroyer Telemachus at Harwich. 
Air Ministry are responsible for the expenditure incurred in p; 
inz her for service, and for any reconditioning charges on her r 
Certain alterations to the Cascade are being done at Leith. 
Admiralty have provided a crew to take her from Rosyth to Leit} 
no ship-keeping party, and it is the intention of the Air Mi: 


ultimately to man the vessel with a civilian crew. 


The R.A.F. Unit formerly known as the Coast Def 
Torpedo Bomber Flight has been redesignated No. 36 (Tor 
Bomber) Squadron, and is stationed at Donibristle, — 
Unit at Turnhouse is No. 603 (City of Edinburgh) (Bomt 
Squadron, Auxiliary Air Force. 


Wing Commander W. V. Strugnell. 


Wing Cdr. W. V. Strugnell, M.C., whose appointmer 
No. 9 (Bombing) Squadron, Manston, is dated Sept. 1, 
born at South Stoneham in 1892 and was educated at M 
Grammar School. He setved'in the Royal Engineers as 
and Sapper from 1907 until 1912 when he was transferr 
the R.F.C. with the rank of Sergeant. He was one of 
first N.C.O.’s to be trained to fly by the RiPsCiianc 
Royal Aero Club Certificate No. 253 is dated July 24, 1912 
marked Bristol biplane, Salisbury Plain. 


He went to France with the R.F.C. in August, 19rd, at 
June, 1915, he was awarded a comunission in the Hamp: 
Regt. and seconded to the R.F.C. with the grade of Fl 
Officer. He was promoted to be Flight Commander and 
porary Captain in February, 1916, and in June, 1916, he 
awarded the Military Cross for distinguished seryice in 
Field. After six. months’ home service he returne 
France in December, 1916, and in July, 1917, he was awa 
a Bar to the Military Cross. . oui 

The London Gazette of July 27, 1917, states:— 

While leading on offensive patrol he attacked and brought do 


hostile machine: Later in-the same patrol he brought down a s 
machine. In all he has accounted for five machines and a kite ba 


He was promoted to be Squadron Commander and 
porary Major in September, 1917, and in August, 1919, h 


THE SUDAN.—No. 47 (Bombing) Squadron, R.A.F., camped outside the Fort at Kha.-tum during the operations 


against the Lau Neurs in February, 


1928.—(R.A.F. Official photograph.) 
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“FLIGHr’’ Photograph, 


Here are some of the Press comments regarding the “ Bristol” 
Single-Seater Fighter shown at the 1928 Paris Aero Exhibition : 


“THE AEROPLANE,” July 11th, 1928. 


“The real clou of the Show, the thing which everybody who was anybody in aviation went to see, was the 
Bristol’ Single-Seater Fighter . .. Though our old friends the Bristol Aeroplane Company from their 
earliest davs . . . have been noted for the excellence of their workmanship, and though everyone will 
freely admit that Bristol workmanship is still unsurpassed by anyone else BA 


“FLIGHT,” July 5th, 1928. 


_ The Cameo of the Show, this was the expression used by a French engineer in reference to the ‘ Bristol 
Single-Seater Fighter.” 


“ENGINEER,” July 20th, 1928. 


_. After seeing everything in the show, the fighting machine exhibited by the Bristol Aeroplane Co., Ltd., 
with the panelling on one side removed to reveal the construction and equipment, was a revelation.”’ 


‘ THE TIMES,” June 30th, 1928. 


__: . , ASingle-Seater Fighter shown by the Bristol Aeroplane Company . . . . very considerably 
Surpasses any other in the Show in performance, ingenuity of design, workmanship and equipment. gee! 


. 


. 


Full particulars on app.ication to: 


THE BRISTOL AEROPLANE CO., LTD., 
Flekrams “ Aviation, Bristol."' FILTON BRISTOL. Telephone : 3906 Bristol 


SSS SSS SS scram 
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signed his Army commission on appointment to a permanent 
commission in the R.A.F. with the rank of Squadron Leader. 
In 1921 he was posted to No. 1 F.T.S. Netheravon, and in 
September, 1922, he was appointed to the ‘Iraq Aircraft 
Depot, Hinaidi. In October, 1924, he was posted to the 
R.A.F. Depdt, Abukir, Egypt, where he remained until May, 
1926. In September, 1926, he was appointed to H.Q., No. 21 
Group, West Drayton. 


Some Service Contemporaries. 


THe Frtaxstowk FOGHORN: A newcomer to the ranks of 
R.A.F. Station magazines is The Felixstowe Fog-Horn, pub- 
lished by the R.A.F., Felixstowe, the first number of which 
appeared in August. The Felixstowe Fog-Horn is to be pub- 
lished quarterly, price sixpence. The first number has 40 
pages and measures about 83 in. x63} in. which makes it a 
handy size for a bookshelf. The contents include Station 
news, personnel notes and postings lsts, illustrated sports 
pages, Felixstowe Aero Club notes, cartoons, poems and 
humorous articles and stories. 

The Editors intend to enlarge and improve the paper with 
every issue. They have certainly dived-off well. 

THE Halton MacazIn—E: The Summer, 1928, issue of The 
Halton Magazine lives up to its usual high standard for in- 
formation and entertainment.» In addition to the usual 
Station news features, the contributions in this issue include 
‘‘Some Impressions of the Zeebrugge Raid, April 23, 1918,” a 
description of the Aircraft and Engine Works of Sir W. G. 
Armstrong-Whitworth and Co., some ‘‘ Reminiscences of the 
Great War,” and a delightful article on ‘‘ Malta,’ giving an 
outline of its history, a description of the country and an 
account of the activities of the R.A.F. stationed there. The 
Halton Magazine is more than a Station Magazine, it is 
practically a current history of one of the most interesting 
Units in the Service. 

Tue Darpalus: The May, 1928, issue of The Daedalus is 
the third issue of the magazine of the Old Boys’ Association, 
R.A.F., Halton. The membership of this Association is now 
over 2,000 and increases as each Entry passes out of Halton. 
The chief object of the magazine is the publication of the 
reports of the 58 Branches of the Association now in existence. 
There are also interesting articles and notes from the mem- 
bers in different parts of the World. 

THE OVERSEAS AIRMAN: The life of a monthly Service 
magazine is apt to be brief and the Editorial Staff of The 
Overseas Airman is to be congratulated on having survived 
three volumes and on producing, with a very good-looking 
new cover, the ninth number of the fourth volume. The 
September, 1928, issue is as full as ever of news and photo- 
graphs of overseas Units, including excellent sports notes. 
The mildly libellous personal paragraphs have been reduced 
in numbers and if Units would react to the Editor’s plea 
for more regular contributions The Overseas Airman would 
develop into a very useful and interesting paper. 

THE PLANESMAN : The June, July and August issues of The 
Planesman show a_ steady improvement in the size and 
quality of this magazine, but one cannot help feeling that 
full use is not made of its opportunities. A ‘‘ Journal for 
the Royal Air Force ’’ ought to have at least one interesting 
and informative article each month. The arrangement of 
the paper could also be improved by a little variety in the 
size of the type used. Editorial comments, Service news, and 
Station scandal, are all printed in the same size type and in 
any sort of order. Editorial comment on the month’s news, 
one or two articles on Service affairs, travel experiences, etc., 
and a better arrangement of Station news would improve The 
Planesman out of all recognition.—c. M. McA. 


R.A.F. SPORTS AND PASTIMES. 


The R.A.F. Rugby Union. 


The following officials of the R.A.F. Rugby Union Com- 
mittee have been appointed for the 1928-29 season : 


Chairman, Grp. Capt. A. D. Warrington-Morris, C.M.G.,: 


O.B.K., Ordnance Committee, Royal Arsenal, Woolwich, 
S.E.18. Secretary, Flt. Lt. T. W. Elmhirst, A.F.C., Room 
635, Air Ministry. Treasurer, Wing Cdr. W.._C. Hicks, 
A.F.C., Halton Camp, Bucks: Captain, Flg. Off. G. R. 
Beamish, No. too (B) Sqdn., Bicester, Oxon. Vice-Captain, 
Fit. Lt. R. V. M. Odbert, R.A:.F., Hastchurch. Additional 
member of the Committee, Sq. Ldr. J. C. Russell, D.S.O., 
Air Ministry. Representative of Units in the Northern Area, 
Wing Cdr. KE. M. Murray. D.S.O.,:M.C., R.A.F., Cranwell. 
Representative of Units in the Southern Area, Fit. Lt. J. 
Lawson, R.A.F., Andover. 
The following fixtures have been approved :— 

Nov.. 3.—Trial KV v. R.A.F. Cadet College at Cranwell. 
Jan. 5, 1929.—R.A.F. v. Police at Newport. 

Jan. 9.—R.A.F. vy. Bristol at Bristol. 
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16.—R.A.F. v. Cambridge University at Halton, 
24.—R.A.F. v. Leicester at Leicester. 


Jan. 
Jan. 


Jan. 31.—R.A.F. v. Coventry at Coventry. 
Feb. 6.—R.A.F. v. Guy’s Hospital at Honor Oak Park. 
Feb. 16.—R.A.F. v. Royal Navy at Twickenham. 


Feb. 27.—R.A.F. vy. Oxford University at Oxford. 
Mar. 2.—R.A.F. v. Northampton at Northampton. 
Mar. 7.—R.A.F. vy. Bedford at Bedford. 

Mar. 13.—R,A.F. v. Civil Service at Chiswick. 
Mar. 16.—Inter-Unit Cup Final at Uxbridge. 

Mar. 23.—R.A.F. v. Army at Twickenham. 


PRETORIA—CAPE TOWN. 


On Sept. 17 Colonel Sir Pierre van Ryneveld, O.C 
South African Air Force, accompanied by General I 
Chief of the General Staff, flew non-stop from Pretor 
Cape Town, a distance of approximately 1,000 mile 
7 hrs. 27 mins. 


CAPE TOWN—LONDON. 


Lieut. P. Murdoch, S.A.A.F., who left Cape Tow 
Aug. 14 on his return flight to London in an Ayro . 
(A.D.C. Cirrus engine), resumed his flight on Sept. 73, 
he left Pretoria for Bulawayo. It will be recalled th 
forced-landed at Blaauwbank when flying from Beaufort 
to Pretoria, and later proceeded to Pretoria, wher 
machine was given a complete overhaul. 4 

On Sept. 14 he flew from Bulawayo to Broken Hill. 


AIR HISTORY. a 


An important contribution to the history of the F 
Services will be published this week under the title ot 
Story of a North Sea Air Station: Being some accou 
the early days of the Royal Flying Corps (Naval Wing 
of the part played thereafter by the Air Station @ 
Yarmouth and its opponents during the War 1014-18. — 

The Author of the history, Mr. C. F. Snowden-Gamble 
R.A.F., has collected a mass of information from Britist 
German official and unofficial sources and his book w: 
of exceptional interest to everyone concerned with av: 
and its application to war. Bei 

The book will be on sale at THE AEROPLANE Book Dx 
ment, Cannon House, Pilgrim Street, Ludgate Cirens, } 
towards the end of this week, price 21s. 6d. post free. 


SG SAR RV A A I I EI 
ORDER THIS BOOK TO-DA 


Publication Day, Sept. 20, 1928. 


THE STORY OF A NORT 
SEA AIR STATION: — 


Being some account of the early 
days of the Royal Flying Corps 
(Naval Wing) and of the part played 
thereafter by the Air Station 
at Great Yarmouth and its Oppo- | 


| 


nents during the War, 1914-1918. 
By | 
C. F. SNOWDEN GAMBLE. 


(ILLUSTRATED.) | 


Price, post free, 21/6 (inland). ~ 
21/9 (abroad). 


(A REVIEW will appear in ‘The Aeroplane’ 
next week.) 


THE AEROPLANE BOOK DEP’, 
Cannon. House, Pilgrim St., Ludgate Circus, E.¢ 
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T 


" SIMMONDS 
‘CIRRUS - 4 
—§PARTAN 


WITH INTERCHANGEABLE WINGS. 


£620 THE WORLD’S MOST 
ECONOMICAL AIRCRAFT 


SIMMONDS AIRCRAFT LTD., 


| 

. 

) DIRECTORS :— Address :— 

: O, E. SIMMONDS, A.F.R.Ae.S,, M.LAeE. WESTON, 

| (Chairman & Managing Director) SOUTHAMPTON. 
Lt.-Col. L. A. STRANGE, *Phone :— 


D.S.O., M.C., D.F.C., Late R.A.F. WOOLSTON 247. 
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THE ROYAL AERONAUTICAL SOCIETY. 


THE Far East Fricur :—The Royal Aeronautical Society 
has sent a cable to Group Captain Cayve-Browne-Cave on the 
completion of the remarkable cruise of the flying-boats under 
his command. “This reads :— 

Council have followed with the deepest interest your 
highly successful cruise. wn behalf of the R.Ae.S.I. they 
send their warmest congratulations to yourself and crews 
of the machines on termination of this historic cruise, and 
the great technical results achieved.—Srmpiiy, President. 
THE SIR CHARLES WAKEFIELD GoLp Mrpar :—At the last 

meeting of the Council of the Royal Aeronautical Society 
the Sir Charles Wakefield Gold Medal, which is awarded 
annually to the designer of any invention or apparatus tend- 
ing towards safety in flying, was unanimously awarded for 
1928 to Mr. F. Handley Page, for his work in connection 
with the automatic slot. 

THE SociEty’s SILVER Mepat,:—The Silver Medal of the 
Society, which is awarded for some advance in aeronautical 
design, has been awarded for the year 1928 to Mr. B. N. 
Wallis for his work in connection with the design of air- 
ships. 

R.38 MEMORIAL PRIZE:—The R.38 Memorial Prize is 
offered annually for the best paper received by the Society 
on some subject of a technical nature in the science of 
aeronautics, preference being given to papers which relate to 
airships. As a result of the report of the referees the 
Council have awarded the prize for 1927 to Mr. H. Roxbee 
Cox for his paper on ‘‘ The External Forces on an Airship 
Structure with Special Reference to the Requirements of 
Rigid Airships Design.” The paper, which is a very lengthy 
and important one, will be published in a forthcoming issue 
of the Journal of the Society. 


THE FRENCH AIR MANCEUVRES. 


On Sept. 14-15 the French Aéronautique Militaire con- 
ducted a demonstration of air manceuyres in the vicinity of 
Paris. At the invitation of the French Government Air Vice- 
Marshal C, L. Lambe, C.B., C.M.G., D.S.O., A.O.C., Coastal 
Area, and Air Vice-Marshal Sir J. M. Steel, K.B.E., C.B., 
C.M.G., A.O.C., Wessex Bombing Area, observed the manceu- 
vres on behalf of the Royal Air Force. 

The manceuvres were under the direction of General Barés 
commanding the 2me Division Aérienne, which division comes 
under the Gouvernement Militaire de Paris. The object of 
the manoeuvres was to give the air and cavalry units oppor- 
tunities of co-operating on a larger scale than that which the 
ordinary training allows. 

Over 300 aircraft took part. These were drawn from the 
11me Regiment d’Aviation, Metz, 22me Regiment d’Aviation, 
Chartres, 31me Regiment d’Aviation, Tours, and the 34me 
Regiment d’Aviation, Le Bourgét. 

The units were divided into two forces known as “ East ” 
and ‘ West,’”’ the Eastern force, with headquarters at Villa- 
coublay, being the advanced guard of an imaginary army 
which was assembling east of Paris to attack the Western 
Force. The area of the operations covered a wide area South- 
West of Paris, bounded by a rough triangle, the angles of 
which were Chartres, Limours, and Ivry-la-Bataille. 

On Sept. 13 Le Bourgét was evacuated. Aircraft of the 
34me Regiment d’Aviation flew to their various destinations, 
the fighting and reconnaissance aircraft to Villacoublay, the 
observation aircraft to Buc, and the bombing aircraft to Orly, 
followed by the ground personnel, and by 11.00 hrs. the entire 
military establishment at Le Bourgét had disappeared. 

At 08.00 hrs. on Sept. 14 the Eastern columns began their 
advance and during the forenoon were attacked by the bomb- 
ing squadrons of the 11me (Metz) Regiment d’Aviation. 

At the end of the first engagement the umpires ruled that 
one of the invading sections had found its aim, while two 
others had been destroyed by the anti-aircraft guns of the 
defence or by fighters. At one moment four Western fighters 
crossed the Eastern front under cover of mist, and diving to 
100 ft., passed over the point occupied by General Barés, the 
Director of Operations, where the R.A.F. observers were 
watching the manceuyres. 

From forecasts which appeared in the French Press, the 
public were led to expect a scheme of operations on a very 
extensive scale which were designed to test the air defences 
of Paris. If this were the intention, it was not carried out, 
for only a small number of reconnaissance units were’ em- 
ployed on Sept. 15 in the tactical exercises between Villa- 
coublay and Chartres, in which the rst and 3rd Cavalry Divi- 
sions were engaged. Exercises in formation flying, and in 
bombing, or firing at fixed targets, were performed from time 
to time, in the presence of the R.A.F. Mission, who expressed 
their appreciation. 

The actual ground attack manceuvres were made on the 
parade ground at Fontainebleau, where white panels repre- 


senting bodies of infantry and isolated silhouettes represent- 


ing individuals or machine-gun posts were attacked with 


actual machine-gun fire and bombs filled with cement and red’ 


_ charge and will be pleased to impart full information abl 


powder. The bombs made excellent play on the infantry 
gets, and assuming that the infantry were stationary, t 
would certainly have been wiped out. The silhouettes y 
riddled with holes testifying to the accuracy of the firin; 
the-single-seat fighters. Bare 

As with the R.A.F. air manoeuvres it was found that 
single-engined bombers were as fast as the single-: 
fighters. 

At the conclusion of the exercises about 100 aircraft 
sembled at Villacoublay and Buc, and flew over Paris, ki 
ing excellent formation. M. Painleyé, the Minister of Vy 
went up in the leading machine. 


THE BERLIN AERO SHOW. 


According to Flugsport the preparations for the Berlin A 
Show—which is to open early next month—are progress 
very satisfactorily, and all details of the arrangements 
stands and the like are now definitely settled. 

Highteen nations will be represented. Approximately 
aeroplanes and the majority of the World’s best aero-engi 
will be on show in addition to a multitude of accessories ; 
other exhibits. 

The German Aircraft Industry as a whole is hard at w 
putting the finishing touches on its show machines and 
gines. In the centre of the hall reserved for German e 
will be shown large Rohrbach and Dornier flying-boat: 
around them the whole gamut of German aeropla 
the little Klemm up to the largest commercial macl 

France will be represented by Farman, Breguet a 
passenger carriers. 

Italy by Caproni, and Savoia aircraft and Isotta 
engines. 

British exhibits, mostly engines, will occupy — 
of floor space. Which means a space about 60 ft. 
the size of a small parish hall, or a decent-sized d 

The Czechoslavakian section includes engines by 
and Skoda firms. — 

Holland is to fill 300 sq. m. a 

Austria, Switzerland, Scandinavia, Greece, Spai 
United States have each a section of their own. _ 

A special hall is allocated to civil aircraft ope 
apart from aircraft and materiel generally. A stand occt 
by the Luft Hansa A.G. will be the largest in this sect 


Xa 


At 09.320 hrs. he was forced to alight with magne 
The machine, a Schreck amphibian (Gnéme-Rh 
engine), had a crew of three on board and a 
3,000 letters. The wireless equipment was not 
use when on the water, and as the.sea was too 
the machine to attempt take-off again, it was ce 
drift until sighted and picked up. 
At 19.30 hrs. the machine was sighted by 
trawler Children’s Friend and the crew and mails 
off. An attempt was made to tow the machine bu 
away in the night and was abandoned. 
The crew was landed at Newlyn, near Penzance, 
morning of the following day and the mails were de 
in the Penzance Post Office. The second pilot, M. Do 
was detained in hospital with a severe chill. 
Before being rescued the crew sighted two steam 
failed to see them and the machine drifted some 40- 
from their point of alighting. The machine was u 
found by a vessel belonging to a French search party 
towed into Brest. ; 
One is told by a passenger in the Ile de France th 
machine had had trouble on the West-bound trip, and t 
after being brought on board in New York harbour the eng 
was stripped down arid re-assembled on the ship by the § 
plane crew. as 
The work was still proceeding on the East-bounc 
And consequently the machine was catapulted off, 
with crew and mails, without ever having made a te! 
This sort of thing is very French. It may be ver 
and, after a fashion, very brave. But as a method of 
strating the value and reliability of air transport it 
stupid. athe: <a 


| 
| 
| 
| 


BRISTOLS IN PARIS. 


Owing primarily to the immense popularity of the 
engine and the widespread interest which is taken 
everybody concerned with aviation all over the World, # 
presumably because of the interest caused by the all-st 
Bristol* single-seat fighter at the Paris Show, the Br? 
Aeroplane Co. Ltd. have opened an office at 45, Boulev 
K. J. G. Bartlett 1s/ 
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ot 


The efforts of the Societe 
Lorraine ensure steady 
progress in the value 
and reliability of “et Ny 
Aviation. : ae 


Over 5,000 
engines are in 
use all over’ the 
Werld. They are fitted 
to all types of aircraft, having 
made themselves indispensable by 
their regularity of operation. Their 
use in service has confirmed the brilliant 
reputation which they have obtained in the 
number of big flights made during recent years. | 


SOCIETE LORRAINE 


Works : Argenteuil (S. et 0.) © Telephone : Wagram 99.87. 
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ef TEACHING 3 


The Moth can veritably claim to be Chief 
Flying Instructor to the World. More 
people are learning to fly on 
Moths than on any one other 
make of aircraft. 

Moth is the machine that is creating “air- 
mindedness ”’ in all corners of the globe... 
the machine that the “‘ man in the street ”’ can 
understand and fly himself, with a feeling of 
as much security as his car will give him. . 
but with infinitely more comfort and enjoyment. 


Numerous Flying Schools, in both Hemi- 
spheres, have adopted the Moth as _ their 
standard machine and it is the chosen training 
machine of all the great Dominions and many _, 
of the Foreign Air Forces. The excellence * 
of Moth all-round performance accounts for 
this wide appreciation and it has proved itself, 
time and again, “the Best Light Aeroplane 

in the World.” 


For full particulars of the Gipsy Moth write : 
THE DE HAVILLAND AIRCRAFT COMPANY LIMITED, 
Stag Lane Aerodrome, Edgware, Middlesex. ! 
Telegrams : Havilland, ’Phone, Colindale. Telephone : Colindale 6160—6163 
THE DE HAVILLAND AIRCRAFT PTY. LTD. 
Whiteman Street, South Melbourne, Australia. 
Telegrams : Moth, Melbourne. 
THE DE HAVILLAND AIRCRAFT OF CANADA LTD. 
1001 Federal Buildings, 85 Richmond Street West, Toronto 2, Canada. 
Telegrams : Moth, Toronto. 
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MORE ABOUT THE ORLY MEETING. 


AT ORLY.—The Albert monoplane, 


[These impressions of a Canadian novice visiting Orly are 
offered in response to the concluding suggestion in last 
week’s article on the Orly meet.] 

The reliability test, which concludes the light aeroplane 
meeting of the Association Francaise Aérienne at Orly, is 
now under way, and until it ends the winner will be un- 
decided. Up to date, however, it looks like a win for the 
German Klemm-Salmson monoplane piloted by the amiable 
and very capable Herr Robert Lusser. Mr. Broad is fairly 
safe for second place with the Gipsy-Moth, incidentally the 
only Moth in the contest, with Mr. Percival and Lady 
Heath following closely on Avian-Cirrus III’s. 


Massot and Delmotte on Caudrons, monoptane and biplane 
respectively, with 60 h.p. Salmson five-cylinder engines, and 
Finat on a Caudron with that charming little miniature, the 
40 h.p. Salmson nine-cylinder, will probably lead the 
French contingent which follows. Lemerre, on the Guer- 
chais cabin monoplane, is doing well, but Fisbach on the 
Albert-Salmson 4o retired on the first lap. 

The fuel consumption in Wednesday’s event has not been 
obtained for the last few machines, so it is mere guess work 
to anticipate official utterances. Everything hangs on that 
day’s work—of which more later. Indeed, the top places 
may also be insecure for the same reason, but when officials 
will not talk, and angels fear to tread, somebody must 
rush in. 


AT ORLY.—The British contingent. 
Bryant, Capt. Cyril Turner, Mr. Broad and Mrs. Turner. 


piloted by its owner, 
‘‘ Horace ’’ Farman, when going out for the height test.—(“ Acrop!ane” photograph.) 


From left to right, standing : Mr. Perceval, Mr. Tapper, Lady Heath, 


Mr. Fisbach, passing a relic of bygone days, a 


There is no such thing as a perfect system of scoring, ar 
this fact is not really ignored in the following remarks. Bi 
Orly aerodrome is splendidly isolated, and the day was ho 
Local misdirection and a five-kilometre walk with rainco. 
and camera joined to make admirable sauce for jaundice 
criticism. 

It is assumed that the real object of a meeting like this 
to discover the best light aeroplane, but fallible morta 
devise the rules, and others of that ilk administer then 
When it is all over the geniuses who invented the mi 
will quote the results to prove that certain machines a1 
unsound, while talented folk who invent machines will u: 
the same authority to show that all the rules are unsoun 
But much is learned thereby, and it was even so at Orly. 


Monday morning was spent in “tests of quality.” Tt 
list of points was roughly as follows: extra cockpit (pa 
senger), 15; for each parachute, 5 (the Irving not bein 
credited as such, as mentioned last week); fire protectic 
devices, such as extinguisher, fireproof bulkheads, jettisc 
valves, wing tanks, etc., 20; rigid wing covering (metal « 
wood), 15; folding ability, 15; starting device, 15; dual coi 
trol, 10; visibility and comfort, 5. ‘Take-off and climb wei 
naturally matters of demonstration and the awards yari¢ 
with performance, which did not appear to be the case i 
the other matters. It is difficult to see why. 


The examination was conducted by M. Suffrin-Hebert an 


| 
| 
| 
| 


Mr. 
Fit. 
Lt. Comper. —(“ Aerop'ane ” photograph.) | 


Sitting: Mr. F. D. Little, Mr. Neville Stack and 
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ENGLAND TO INDIA & RETURN. 


Captain C. D. Barnard 


DISCARDED HIS SPARE WHEEL 


so confident was he that his Palmer equipment 
would carry him through! 


r Tyres, 
00, Cannon Street, 


London. 7 Gulf 
pte standing mn ee Che offs and one 
ee nths and eight Tus load our 


t condition at 


ad our spare 


Ss 
sere Vr scar 
Palmers U ided to disca since 


Od 
Karacht we tie ight untouclve 
vor 


wheel jo ngland. BARNARD. 


leaving E 


This is just another instance of the confidence inspired 
by Palmer, for ever since aeroplanes have existed, Palmer 
Wheels and Tyres have been chosen as landing equipment 
for all the notable flights undertaken on British machines. 


LANDING WHEELS & TYRES 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, War Office, Air Ministry, India Office, G.P.O., 
The Crown Agents for the Colones, etc. 


100-106, CANNON STREET, LONDON, E.C.4. 


Telegrams: TYRICORD, CANNON, LONDON. 
Telephone: 1477 CITY (2 lines). 
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AT ORLY.—Mr. Hubert Broad with Mrs. Turner as passenger in the D.H. Gipsy-Moth (Gipsy engine) in the 
Take-off Contest,—(“ Acroplane ” photograph.) 


Capt. Joublin, representing the Service Technique de l’Aéro- 
nautique, M. Réné Moineau and M. Charles Dollfus. The 
awards for ‘‘ comfort’? were made on a material basis and 
had nothing to do with peace of mind. It was a little hard 
on the Klemm machines ‘that they got no credit for a con- 
siderable percentage of ply-wood “surface on the wings. 
Only the Albert and Guerchais, complete ply-wood jobs, 
received the 15 points. 

The wing-folding, or other width- -reducing exercises, were 
allowed thirty minutes. This included passing through the 
two “needle’s eyes’? and reassembling, but not the five- 
minute flight which had to follow. 

To comply with this ruling qualified all on an equal basis, 
irrespective of whether the time margin was large or small, 
Presumably it was intended to reward the machines which 
can be stored for the night in a small shed. Very reason- 
able. 

But while Flt. Lt. Comper’s C.I.A. 4 might be so disposed, 
especially if not complicated by racing fairings and special 
fittings; and although the Klemin machines ‘can be stowed 
in about a quarter of an hour by the four men allowed to 
assist;.this is not the case with the Albert, which passed the 
test after removing twelve wings-bolts, disconnecting all 
control and fuel connections and reassembling amid con- 
siderable splashing of petrol. None of these are in the same 
street as the Avians and Moth, which got no credit for doing 
the job in something under two minutes each, 

The starting tests “added mightily to the gaiety of nations. 
Ten points were solemnly promised to the pilot who could 


AT ORLY.—Mr. Perceval on the Avro Avian (A.D.C. Cirrus III engine) in the Take-off 


start his engine without help, from the dala state, witl 
fifteen minutes, three times in succession, with a minut 
run each time. He, or she, might prime the engine 
hand-turning the propeller, but was not allowed to give 
the starting swing in this way. The detailed ruling was 1 
meticulous enough to exclude all humour; especially as 1 
judges had failed to stipulate that the “ self-starter” e 
ployed should present some advantage over hand-starting 
safety; certainty, ease or convenience. | 

Consequently, when the Salmson motors on the Klen 
and some of the Caudrons had been started by the pil) 
from their seats with practicable cranks other devices ; 
peared. For fear of misunderstanding, one hesitates | 
mention cranks in connection with these, but, briefly, tk 
appeared to be attempts to apply manual traction to 
propeller blade without pulling it by hand. It is hoped tl 
this explanation makes everything ‘clear. 

The culminating effort was a masterpiece in rope 4 
elastic, and lost nothing in humour, as demonstrated by - 
voluble French owner upon an Avian. It involved p¢ 
driven into the ground, a leather night-cap: for one propell 
tip, ropes and quick-release devices, and considerable m 
cular contortion at the end of a stout rubber cord by 
aviator, or aviatrix, “ seul, sans aide.’’? (Vide Régiemen| 
ATi els, Pauaeests) 

That inspired inventor, Mr. Heath Robinson, has, it ¥: 
felt; been at.jast eclipsed as a deviser of apparatus for { 
accomplishment of nothing with awe-inspiring ingenui 
The indignant Cirrus at last deigned to start, but the min; 
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SHORT ‘CALCUTTA’ 


| mtheeb BRISTOL ‘JUPITER’ ENGINES 


The “ Calcutta” has demonstrated bsbebdede 
its ability to take off water with A repeat order has 


been received from 


I full load on two engines only. Imperial Airways, 


Ltd., for a third 


Time 42 seconds; headwind 10 a ee ae 


| miles per hour. PEPpPpy 


SHORT BROS. (ROCHESTER & BEDFORD) LTD., ROCHESTER 


i 
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AT ORLY.—M. Magnard flying the little Albert monoplane (40 h.p. Salmson engine) in an exhibition flight. 

(“ Acroplane”’ photograph.) 
ture rodeo preceding each attempt had used up the time 
limit with plenty to spare. 

The dual control tests were passed easily by all the two- 
seaters. Climbing tests eliminated the Klemm with the 
Daimler engine, which failed to get to 1,500 metres with a 
sulky engine. 

Early on Monday morning Mr. Stack’s Avian developed 
a leak in the tank, and the new one got lost in transit 
somewhere in Paris. Lady Heath offered the loan of hers 
until G-AAAT passed the preliminary tests, the French 
competitors consenting, but at last it was decided by the 
pilot that it would be impracticable to compete. His dis- 
appointment was shared by all, particularly as the Stack- 
Avian combination was looked to as one of the few possible 
chances against the formidable partnership of Broad and a 
Gipsy-Moth. That was before the efficiency-test of Wednes- 
day—of which, again, more later. 

Broad won the climbing test handily in 8 mins. 50 secs., 
the next being Percival in his Avian with 10 mins. ‘The 
immensely attractive little Albert monoplane stood third and 
the Klemm fourth. Incidentally the Albert was flown by its 
owner, M. Pierre Fisbach, who is 18 years old, and took off 
his tricky little mount for the first time on Sunday after 
only 20 hours solo. 

The meeting lost a lot of interest by the number of with- 
drawals. Eleven entries: nine French, one German and 
one Englishman, Lieut. Bentley, failed to appear. Apart 
from the interest of seeing a Moth-Cirrus III pitted against 
the Gipsy one would also have liked to observe the Wright 
Gale, Walter, Genet, Ruby and A.B.C. Scorpion engines in 
-action. Good light engines were much too scarce at the 
meeting. It is also a pity that the Pander machines from 
Rotterdam did not take part, as good things have been 
heard about them. 

The Salmson engines were represented by three 4o h.p. os 
nine-cylinder plants, the most charming toys in the world AT ORLY. 


M. Magnard and M. Fisbach, pilots of 


and still high in the running at last hearing. But why load the Albert monoplane. M. Fisbach is the owner of the 
up a 40 h.p. engine with cylinders and attendant complica- machine.—(“ Aeroplane ” photograph.) 


AT ORLY.—M. Louis Magnard on the Albert monoplane (40 h.p. Salmson engine) taking-off in the Take-off — 


Contest.—(“ Acroplane ” photograph.) 
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ACCESSORIE 
for AIRCRAFT. 


Enquiries of Aircraft Constructors and Users are 
invited for the following specialities manufactured 
by VICKERS (AVIATION) LIMITED and used 
largely in aircraft supplied to the Royal Air Force :— 


VICKERS (Patent) PETROL COCKS (Light Pattern). 
MIGKERS PETROL PUMPS (Hand-operated & Wind-driven). 
JOT VALVES. NON-RETURN VALVES, PETROL FILTERS. 
RELIEF VALVES. FLOW INDICATORS. OIL COCKS. 
VICKERS-DAVIS NAVIGATION LAMPS (Light Pattern). 
GENERATING EQUIPMENT FOR AIRCRAFT LIGHTING. 
VICKERS-REID CONTROL INDICATOR. 
VICKERS-POTTS OIL COOLERS. 


VICKERS OLEO-PNEUMATIC UNDERCARRIAGE 
AND TAIL SKID SHOCK ABSORBING UNITS. 


VICKERS UNIVERSAL PULLEYS & GUARDS FOR LIGHT 
CONTROLS. 
STREAMLINE WIRES AND SWAGED TIERODS. 


“MALLEVILLE” ADJUSTABLE PIPE CLIPS. 


VICKERS (AVIATION) LIMITED, 
. as VICKERS HOUSE, BROADWAY, LONDON, SW1 


Telegrams ‘ 
KERS, SOWEST, LONDON. 
| AIRCRAFT FACTORY. WEYBRIDGE.SURREY. VICKERS, SOWEST, LO 


EP lp Ne\ 
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tions until it has nearly as many parts as the Jupiter, a 
dozen times its size. 


The Anzani has been well known since Bleriot flew the 
Channel, but the years have brought it little in wisdom or 
stature. 


Incidentally, the 4o h.p. Salmson won the take-off for 
Finat on his Caudron. Ninety-one metres with 209 kilos. up 
is a good effort. Massot was second with his Candron-Salm- 
son 60. Broad (Gipsy-Moth), Lusser (Klemm-Salmson), 
Lady Heath (Cirrus IJ]-Avian), and Fisbach (Salmson-Albert) 
followed in order. 

Ten machines stood ready for the “ épreuve de _ rende- 
ment ’? on Wednesday and were duly weighed in with cere- 
mony and doubtful accuracy. The course was eight laps, 
Orly—Buc and back; about 300 kilometres all told. 

After Vanlaere took off at 11.13 the air rapidly became 
untidy with competitors lapping at intervals of 16 to 21 
minutes, according to the machine, and whether the pilot 
got lost or not. To ambitious observers who attempted to 
keep a complete time-chart and lunch at the same time it 
was a period full of interest and high endeavour. 

In this connection grateful personal acknowledgments are 
tendered to Capt. Cyril Turner. ‘There were few on the field 
whom he did not help in one or other of a hundred ways 
during the meet, but it was in the réle of human slide-rule 
that he made the disastrous discovery. It is almost a 
separate story. 


The points to be gained in this particular event were 
calculated on the formula : 


Useful load in kilogs. x Speed in k.p.h. 
Consumption in kilogs. (fuel and oil). 


The temptation to guess the consumption and calculate the 
chances of Mr. Broad and Lady Heath, lapping like clock- 
work in about 16 and 15 minutes respectively, cornering 
faultlessly, was too great. Capt. Turner carne in time to 
prevent serious consequences from prolonged revving at 
critical speed by the writer’s bewildered faculties. In no 
time he discovered the disquieting fact that a few pounds 
extra in useful load made a difference of about four times 
as many points in the final result, ignoring, of course, the 
slight effect on speed and consumption within reasonable 
limits. 

Lady Heath’s slightly greater speed and load: would pro- 
bably be offset by higher consumption, leaving the result 
about the same as between Avian and Moth, but the im- 
portant thing was the serenely buzzing Klemm-Salmson, 
lapping steadily with 246 kilogs. It at once became evident 
that he would secure enough points to render the previous 
two days, with their laborious accumulation of 15 points 
here and 5 points there, waste of time so far as the final 
result was concerned. 

Further figuring showed that a machine which carried no 
passenger, had no protection against fire or somersaults, 
could not fold its wings and possessed neither visibility, 
parachute nor comfort, was assured of first place if it pro- 
vided locker space for useful load. 

Besides the airworthiness ruling, the locker-space re quire- 


AT ORLY. 


he Caudron biplane, piloted by M. Delmotte, starting out on the fuel consumption test over the — 
Orly—Buc—Orly circuit.—(“ Aeroplane ”’ photograph.) 


ee ieee 


AT ORLY.—From top to bottom: The C.L.A.4, tt 
Albert monoplane and the D.H. Gipsy-Moth goin 
through the width-reducing exercises. 

(“ Aeroplane ” photographs.) 
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AT ORLY.—The Klemm monoplane (40 h.p. Salmson engine), piloted by Herr Lusser, starting on the consump- 
tion test in which he scored 1,271 points.—(“ Aeroplane” photograph.) 


—— 


was the limiting factor imposed by the officials, who Stack on Wednesday were welcome diversions, as also was 
svidently realised something, but not all, of the above. Magnard’s exhibition on the Albert. 
had provided that in order to carry ‘‘ useful load ” The relations of all contestants were of the very best, 
had to be a place to put it; in other words, about and one found the German pilots most excellent company. 
1. ft. for each 30 lbs., properly fitted with doors and 
1ings. 
mediately there arose the query: where is the locker- 
-in the Klemm? Herr Lusser was humming cheerfully 
l the course like clock-work with nearly 500 lbs. of 
ful” load, and as the pilot and passenger allowance 
mly 300 lbs. it implied a locker space of over 10 cu. ft.! 
th the thoroughness of his race he had studied the 
la, so perhaps he had locker spaces in his cantilever 
or secret cupboards built in the thickness of his three- 
Someone had heard that his hypothetical passenger 
ed 140 kilos., in which case a readjustment will be in 
, as the rules make no allowance for passengers quite 
ll fed, but insist on exactly 75 kilogs. of humanity or 
Otherwise the Moth and Avians could probably have 
ed away with loads to the airworthiness limit and left 
eld standing. 
any case Herr Lusser carried 246 kilogs. at 106 k.p.h., 
a total consumption of 25.8 k. of fuel and oil. This, by 
strictly unofficial calculation giyes him about 1,010 
s. On the same basis Capt. Broad and Lady Heath are 
in the 800’s. It looks as if more proportionate results 
1 have been gained by letting in the decimal point 
- one digit sooner if the “tests of quality’ are to 
anything. 
ures were not obtained on later arrivals. Percival 
sd _to be doing well, also Finat. Vanlaere, on his 
1i-Caudron, was the only starter who failed to complete 
ourse. 
the whole it was an intensely interesting half-week, 
1 with spasms of intense annoyance and helpless 
ter. The Press arrangements will not be commented 
mut the patience of the officials was generally pheno- 
4 P rs not the air of enthusiasm one has ree <n ok ees ak a 
istance) to associate with English meetings and has ee ei : : 
at one Canadian gathering a least. events Paaeed AT ORLY.—The German contingent, Herr Aichele and 
y at times and the organisation seemed somewhat Herr Lusser, in front of the Klemm monoplane (40 hap. 
mtary. The aerobatics of Atcherley on Monday and Salmson engine),—(“ Aeroplane” photograph.) 


s 


AT ORLY.—The Guerchais two-seat enclosed cabin monoplane (Anzani engine), which, at the time of writing, 
| Was one of the few French machines left in the contest.—(‘‘ Aeroplane” photograph.) 
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AT ORLY.—M. Finat on a Caudron monoplane (Salmson engine1, the first to get off in the Take-off Contest, 
well away after ‘ unsticking’’ in 29 ft. 3 ins.—( Aeroplane” photograph.) 


Herr Lusser had, it seems, good reasons for his beaming 
benevolence, but Herr Aichele was cheery for no obvious 
reason, and in spite of a dud engine. 

One’s special, private award of one million points goes to 
Fit. Lt. Comper for abiding good humour in the face of the 
‘most crushing ill-luck. With generous French help and 
the stout efforts of his Bristol mechanic he repaired his 
undercarriage after Sunday’s forced landing. He completed 
his folding test on Monday, only to be forced down after 
a few seconds of the qualifying five-minute flight. Examina- 
tion revealed a fly in the carburettor jet! ‘The fly was long 
since dead, of course, but deserved ‘ something lingering 
and humorous with boiling oil in it.” 

A tyre gave way just before the start for the altitude test, 
but at last Comper was seen, mounting merrily and ap- 
peared—as he afterwards confessed—to have come to the end 
of his troubles. Two hours later anxiety began to be felt, 
but it was not until next morning that the news of his 
third forced landing came through. The oil pipe had 
broken at 3,o00 ft. and, being intent on air-speed and climb, 
the pilot had failed to notice it until his engine was effec- 
tually hors de combat. At no time did his machine have a 
chance to show what it could do, probably through entering 
the contest with too little preparation after a season’s hard 
work. 

Mr. Stack also acquires merit for his attitude as the victim 
of a futile matter. The game is certainly excellent training 
in self-control. 

And so back to Paris in Capt. Turner’s patient car, a 
vehicle which, even so, is no more patient than its driver, 
who only voiced a mild suggestion at the last minute. It 
seems that the pilot’s seat has a folding back which does not 
make close connection with the very low-set cushion. Long- 
legged and fidgetty passengers in the back apparently make 
a regular practice of wiping their boots on that portion of 
Capt. Turner most accessible in the circumstances. He is 
assured, with renewed apologies, that it was quite uninten- 
tional._—fF. D. B. 


AT ORLY.—M. Massot on a Caudron monoplane (Salmson engine) in the Take-off Contest.—(“ Aeroplane” photogra? 


Pornts AWARDED. 

The following shows the points awarded for the climb 
to 1,500 m. (4,920 m.) :—D.H. Gipsy-Moth (20)—8 mins 
secs.—128 pts., Avro Avian (18)—10 mins.—120 pts., Al 
(14)—1II mins. 30 secs.—112 pts., Klemm (9)—13 mins 
secs.—1o0 pts., Avro Avian (25)—15 mins.—go pts., Canc 
(3)—16 mins. 30 secs.—82 pts., Guerchais (10)—19 mins 
secs.—64 pts., Caudron (4)—21 mins. 30 secs.—52 | 
Caudron (1)—29 mins. 30 secs.—2 pts. 

The following shows the points awarded in the tak 
tests :—Caudron (1)—91 m. (29 ft. 9 ins.)—40 pts., Can 
(3)—104 m. (34 ft. 2 ins.)—37 pts., D.H. Gipsy-Moth (20)- 
m. (34 ft. 7 ins.)—36 pts., Klemm (9)—112.15 m. (36 it 
ins.)—34 pts., Avro Avian (25)—115 m. (37 ft. 7 ims.). 
pts., Albert (14)—116.5 m. (38 ft. 23 ins.)—33 pts., Canc 
(4)—137.5 m. (45 ft. 2 ins.)—28 pts., Avro Avian (18)—1 
m. (45 ft. 9 ins.)—28 pts. 

The results of the petrol consumption tests over the 
mile course (8 laps Orly—Buc-and-back) were as follows 
Klemm (Lusser) 1,271 pts., D.H. Gipsy-Moth (Broad) 1 
pts., Avro Avian (Perceval) 1,136 pts., Avro Avian (I 
Heath) 1,100 pts., Albert (Fisbach) 883 pts. 


THE FIRST BRITISH HEAVIER-THAN-A 
FLIGHT. ; 

With a view to establishing who made the first fligh 
a heavier-than-air machine in the British Isles, the R 
Aero Club has set up a special committee, of which I 
Gorell has consented to be the chairman, to investi 
claims to early flights. In order to assist the committe 
its investigations, full particulars of flights made not 1 
than the year 1909 should be sent to the Secretary, Royal / 

BERLIN—TOKIO. 

On Sept. 15 Herren Eichler and von Winterfeld left 
Tempelhofer-Feld, Berlin, in a Klemm light monop 
(35 h.p. Mercedes engine) in an attempt to fly from Be 
to Tokyo. They landed at Konigsberg later the same da 
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EXPERTS IN AIRCRAFT TUBULAR CONSTRUCTION 
OLDBURY, BIRMINGHAM 


Great achievements such as 
the Schneider Cup victory 
testify to the excellence of 
Ethyl. 

Wherever exceptional per- 
formance is demanded Pratts 
Ethyl Petrol may be relied 
upon. 


Pratts Ethyl Petrol is as safe to use 
1 as a motor fuel as any other petrol. 
It will not damage your ¢«ngine, nor 
injure spark-plugs, valves or stems. 


istaibsited by the Proprietors of PRATTS SPIRIT — famous jor 30 years 
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THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec. Harold E. Perrin, 3, Clifford Street, London, W.1.] 

Report for week ending Sept. 16. 

Flying Time 66 hr. 20 min. Instruction 43 hr. 35 min. Soloists 22 hr. 
45 min. Instruction--With Mr. V. H. Baker—Messrs. H. W. Marlow, 
A. C. Thomas, G. R. S. .Charles,-G. E. Clair, “A. 0. Wiezell, J. B. 
Chalmers, HE. Davis, EK. Blythe, C. J. Pool, J. W. Harrison, A, Court- 
auld, G. F. Roberts, J. W. Briscoe, B. Carey, A. J. Richardson, 
Cc. Campbell, B. S. Whidborne, A. F. Burns, C. H. Bergel, Dr. Cook, 
Lord Carlow, Miss C. Johnson, Miss James, Miss Wilson, Mrs. B. 
Thatcher, Miss M. Hicks, Lieut.-Col. A. J. Farfan. With Mr. F. R. 
Matthews—Messrs. A. O. Wigzell, J.. A. Crane, E. V. Puddy, J. F. 
Wood, E. Davis, C. J. Pool, G. H. Mackrow, G. F. Roberts, J. W. 
Briscoe, G. E. Clair, B. Carey, A. J. Richardson, H. W. Marlow, J. W. 
Harrison, F. Clarkson, G. R. S. Charles, A. Courtauld, L. R. Gaywood, 
L. D. Trappitt, H. Sutton, Mrs. Cook, Miss A. Johnson, Miss Fletcher, 
Lieut.-Col. A. J. Farfan, Miss Wilson, Miss James. Soloists.—Messrs. 
J. W. P. Chalmers, V. H. Doree, A. D. Blumlein, G. H. Craig, R. Ward, 
T. Elder Hearn, W. Roche-Kelly, H. C. Bergel, B. O. Davis, A. F. Burns, 
WwW. L. M. O’Connor, BE, R. Andrews, D. P. H. Esler, W. Hart, H. Sutton, 
E. KE. Stammers, C. W. Bonniksen, P. W. Hoare, Will Hay. First Solo 
Flight made by Messrs. G. R. S. Charles, G. E. Clair, H. C. Bergel. 

During the week the following members successfully completed the 
tests for their Aviators’ Certificates :—Messrs. C. W. Bonniksen, A. F. 
Burns, A. D. Blumlein, H. C. Bergel, J. W. P. Chalmers, B. O. Davis, 
T. Elder Hearne. 

Replacement of G-EBYD.—It is hoped during this week to take 
delivery of a new D.H. Moth (Cirrus Mark II) to replace G-EBYD, 
which was crashed on Aug. 3 last. 


The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 

Report for week ending Sept. 16. 

Flying Time 33 hr. 20 min. Instruction 6 hr. 50. min. 
16 hr. 15 min. Soloists 8 hr. 20 min. Passengers rt hr. 35 min. Tests 
20 min. Instruction—With Mr. J. D. Parkinson—Miss Slade, Miss 
Yendall, Messrs. Hall, Hayton, King, Tomkins, Stobie, Sadler, Mclean, 
Wardill. “A” Pilots——Mrs. Heslop, Miss Leathart, Messrs. Leech, 
De Pledge, Wardill, Runciman, Irving, Stobie, Turnbull, R. N. Thomp- 
son, Wilson, Percy, Heppell, C. Thompson, Phillips, H. Ellis, Dr. 
Dixon. Soloists ——Miss Slade, Mr. Sadler. 

An enjoyable evening was spent last Friday when a dinner was given 
to Mr. Parkinson on the occasion of his departure to Canada. Sir 
Joseph Reed was in the chair and made a presentation. A number of 
Club members endorsed Sir Joseph Reed’s remarks as to the good 
work Mr. Parkinson has done for the Club, and we all wish him every 
success in his new surroundings. 

We also congratulate “ Parky’’ who on his last day as Instructor 
here succeeded in sending off Miss Slade and Mr. Sadler on height 
tests for “ A’ Licences. ‘These two members did exceedingly well and 
we are pleased to place on Club records two more pilots. <A forced 
landing competition was held yesterday and a dozen members com- 
peted. Mr. C. Thompson carried off first prize and put up a very 
good performance. 

The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Hlmet. ] 

Report. for three weeks ending Sept. 15. 

Flying Time 94 hr. 45 min. Dual 48 hr. 40 min. Solo 42 hr. 4o min. 
Passengers 3 hr. 25 min. ‘The above times were effected on two 
machines. Instruction—With Mr. Beck—Misses Ellison and Woodhead, 
Messrs. Mann, Palmer, Dujardin, Parks, Bamford, Ives, Gaunt, Arundel, 
Gill, Lloyd, Reynolds, A. Senior, G. Senior, A. Crowther, Fitton, 
Watson, Brodie, Jackson, Collins, Ostler, Batcock, G. A. Little, Dooks. 
Scloists.—Messrs. A. Senior, Dic, Fitton. “ A’? Licence Pilots.—Miss 
Woodhead, Messrs. Humpheries, Mann, Thomson, Hilison, Norway, 
Lax, Birch, Lister, Ambler, Clayton, Wood, Reynolds, A. Crowther, 
Wilson, R. Atcherley. Passengers.—ts. 

We regret having omitted to publish a report for three weeks owing 
to the absence of our Official Reporter on holidays. 

By way of news, Mr. Arthur Senior went solo and put up a really 
good show on Sept. 2. On the 3rd Mr. Beck took Mr. Miller to 
Glasgow and back. During the trip the usual Scottish weather was 
met. On Sept. 5 our June and our George got married, and we take 
this opportunity of wishing them every happiness. 

Amongst the visitors during the past three weeks we have had 
Messrs. Duncan Davis and Old Meadows of H.F.S., Messrs. Crammond, 
Lines, Lawson, Rimmer, Holmes, and Capt. Gladstone, all of whom 
we were thoroughly pleased to see. 


The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Report for week ending Sept. 15. 

Flying Time 47 hr. Dual 28 hr. 
Passengers 5 hr. 11 min. Test 59 min. instruction—With Flt. Lt. 
T. Rose, D.F.C., and Mr. W. H. Sutcliffe—Messrs. A. E. Coltman, 
G P. Haylock, R. G. Welch, C. T. Davis, J. R. Guthrie, T. W. Wild, 
J. A. V. Cook, M. A. Murtagh, F. D. Scott, J. K. Morton, H. E. 
Evans, M. C. Wilks, F. J. Steward, H. Coleman, J. Fitzgerald. W. J. 
Halland, M. Blakeway, P. M. Patel, J. A. Ridsdale, J. B. Briggs, 
Mrs. Leigh Fermor, Dr. N. J. Nock, Dr. W. G. Tilleke, Major D. 
Thompson, Capt. J. C. Chaytor. Soloists—Messrs. E. P. Lane, J. R. 
Guthrie, R. B. Laidlaw, R. G. Welch, J. W. Astley, E. R. King, R. L. 
Jackson, S. H. Smith, M. A. Murtagh, G. Robson, R. C. Baxter, 
W. M. Morris, H. E. Evans, F. J. Steward, S. Duckitt, J. Cobbe, C. W. 
Fellows, J. B. Briggs, W. J. Halland, J. A. V. Cook, E. R. King, 
R. D. Bednell, G. C. Jones, Dr. N. J. Nock, Capt. J. C. Chaytor. 
Passengers .—i10. 

Messrs. R. B. Laidlaw and M. A. Murtagh passed all tests for their 
“cA” Tacences; 

Four members made successful first solos—Messrs. F. J. Steward, 
J. A. V. Cook, H. E. Evans and “ Bob.” 

Our flying this week has been considerably curtailed by the appear- 
ance of the usual Castle Bromwich morning mist. 

It will be observed that the Editor’s warning under the Iondon 
Club Notes of last week has been noted.—[Thanks.—Ep. ]} 


AS Pilots 


1o min. Solo 12 hr. 4o min. 


‘ 


- aircraft, but we hope that this is only a temporary trou! 


The Hampshire Aeroplane Club. 
[Sec.: H. J. Harrington, Hamble Aerodrome, Southampton.7 


Report for week ending Sept. 14. a 
Flying Time 38 hr. 5 min. Instruction 21 hr. 25 min, “4 
io hr. 25 min. Soloists 3 hr. 55 min. Passenger Flights , 
Tests 1 hr. 35 min. Instruction—With Flt. Lt. Swoffer and 
Dudley—Messrs. Walker, Brodrick, Hall, Brewster, Crask 
Turner, Tobutt, Sturge, Castley, Reuther, Evershed, Week 
Milford, Fletcher, Mrs. Gordon Smith, Cdr. Bell, Lt. Duc 
Thorn, Miss Home, Mrs. Crook, Lt. Roskill, Lt. Oswald, Lt. 
Grace, Lt. Des Graz. “A” Pilots.—Messrs. Wills, Michi 
man, Sturge, Wells, Parker, Curtis-Nuthall, McKechtie, 
Hoare, Capt. Kirby, Lt. Heath, Flt. Lt. De Burgh, Miss 
Hayter, Lt. Collier, S/Lt, Tillard. Soloists.—Messrs. F 
Hall, Lt. DuCane. Passengers.—il. ; 
We were pleased to see Miss Grace back at the Club th 
her recent accident. She apparently suffers no ill effe 
the air again with all her old zest. 
Mr. M. S. Hall made a successful first solo flight and we 
he will soon complete his tests for an ‘‘ A” J.icence, 
Our activities have been considerably reduced owing t 


The Norfolk and Norwich Aero Cl 
(Manager: Basil Young, The Aerodrome, Sproy 
Report for week ending Sept. 16. 
Flying Time 47 hr. 30 min. Instruction.—With Mr. 
W. S. Coates,.A..A. Rice, WH, M, Smith, W.= Soke 
R. Harvey, G. Girling, R. H. Wright, C. Land, Mrs. 
Messrs. A. G. Barrett, A. G. Marshall, N. Brett, H. 
R. T. Harmer, W. P. Cubitt, E. Lambert, D. Corse 
G. F. Surtees, H. Malcolm Smith, H. Pank, C. 
Smith, W. A. Ramsay. Passengers.—19. : 
Once more we have our establishment complete with 
planes with the return of the Avian on Friday. \ 
has accordingly grown. = 
Mr. Norman Brett is the hero of the week, having & 
first forced landing without any petrol and without any 
was a remarkably fine show as having flown a long ° 
short of petrol with a considerable head wind to cont 
promptly climbed to 3,000 so as to have time to pick ow 
looking field (foresight). Observing one with threshing 
operation, which gave very excellent wind direction, he ma‘ 
landing. After walking a mile he was fortunate enoug! 
“Mr. B. P.”? agent who promptly supplied the necessary fue 
he returned to Norwich shortly afterwards. : a 
As soon as he returned he once more became the hero « 
hour by saving another member from piling up into a hangar. 
wind rather carried this machine forward heading straight fo 
corrugated iron construction. Mr. Brett put out one of his long 
and calmly pulled it round with an inch to spare. Mr. Lam 
should be very pleased with Mr. Brett.—We are. 
Three machines set out to attend the Hadleigh Rally on Sat 
and one of them secured the second prize for the handicap. 
Ramsay and Capt. Harmer were the fortunate ones flying the : 
We don’t quite know how they did it but they brought the 
back with them. Therefore it must be all right. We are told 
one of our members saw a peculiar machine there which | 
marked must be the MacFisheries bus. To his consternation it t 
out to be the Cinque Ports bus. There is yet another 
a certain Captain was seen busily polishing his Avian up W! 
filched from a Moth. Surely a Moth would not stand foi 


The Bristol and Wessex Aeroplane Club. 


[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] 

Report for week ending Sept. 15. ee 

Flying Time 25 hr. Instruction—With Myr. Bartlett—Messts. A 
M. M. Singh, Davies, Thomas, Keeling, R. S. W. Clarke, D 
Hughes. Soloists—Messrs. A. R. Downes-Shaw, Greenhill, i 
Singh, T. H. Clarke, Keeling. Cross-country Flight—M ‘Miles 
Mr. Bartlett, dual cross-country to Stag Lane and return. 

The women candidates for the Air League Scholarship w re 
tained at the Club on Sept. 15. An address was given by lL 
N. G. Thwaites, C.B.E., M.V.O., M.C., of the Air League. 
afternoon certain candidates were interviewed by the select 
mittee, with the result that six were finally tested in the a 
Bartlett. The selection of the successful candidate will be anno 
next week. : 


ub. — 


The Cinque Ports Flying Club. 


[Sec.: R. Dallas Brett, 114, High Street, Hythe.] 

Report for week ending Sept. 15. : 

Flying Time 13 hr. 50 min. Special Journey x hr. 50 min. Jo) 
4o min. Test Flights 45 min. Instruction—With Mr. Clarké 
Story, Mr. Worsell, Mrs. Skinner, Mr. Walsh, Mr. Parks, Mr. Gu 
Mr. Swinnard, Mr. Wood, Mr. West, Mr. Douglas. Soloist ( 
instruction).—Mr. Skinner 1 hr. 15 min. “A” Licence Pilots. 
Story, Mr. West. 

No flying took place during the period Aug. 19 to Sept. 8 a 
machine was undergoing overhaul for C. of A. 

On Sept. 12 the machine was flown by Mr. Clarke over the ! 
Canal to co-operate in the Venetian Fete. Mr. G. A. Walsh endeav 
to bomb a motor-boat from the back seat with bags of flour. Ow) 
the conditions, which did not allow the machine to come down 
to the target, no direct hit was registered, but Mr. Walsh’s bo 
was surprisingly accurate. 2 

On Sept. 15 Mr. Clarke flew the machine to the Suffolk Club’s 
ing at, Hadleigh and won the cup presented by that Club for - 
arrival after 11.00 hrs. in the Rally Competition. This is th 
award secured by the Club and the first time we have enter¢ 
any competition. 

Later on the same day one of our “A” Licence pilots, Mr. m. 
misjudged a landing and the resultant shock proved the great S 
of the new split-axle undercarriage and the inability of the ™ 
to withstand the impact. The machine will necessarily take some 
to repair as the fuselage is badly damaged. 
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PROPRIETOR GEORGE G PARNALL_ Bx.) 
AIRCRAFT DESIGNERS & CONSTRUCTORS. 
Telagram ss 


London Office:—EVELYN HOUSE, 62, OXFORD STREET, W.1. Telephone—Museum 4375. "WARPL ike 5S” BRISTO® 
Experimental Works and Test Station :—Yate Aercdrome, Gloucestershire. Tel. : Chipping Sodbury 50 


1 


he Parnall Imp, an all-wood cantilever biplane (65 h.p. Armstrong-Siddeley Genet engine) designed for the private owner. 


FACTORIES HH 4 
IFRS & MANUFACTURERS OF COLISEUM WORKS PARK ROW, BRISTOL:: : 
PES OF MODERN AIRCRAFT PARK ROW FEEDER ROAD, BRISTOL 


QUAKER FRIARS, BRISTOL 


BRISTOL MIVART STREET, BRISTOL 


ERGARTO SUPPLIED °2:.: 


VICKERS “VICTORIA ”—2 NAPIER “LIONS ”- CELLON DOPE 


OR Troop Carriers, Night Bombers, Fighters, Seaplanes, and 
Training Machines CELLON DOPE meets all requirements. 
That is the reason why Messrs. VICKERS LTD., use 


CELLON 


AWB Roo eame.wopeot Proved Efficiency” 7. Laan 


Richmond Surrey. 


; Cellon ‘Richmond) Ltd., Cellon Works. Petersham Road, Richmond Surrey. 
i tna eee, ehOme}Y Orie) veletsham £02 
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The Liverpool and District Aero Club. _ Wellby, Mrs. 
[Hon. Sec.: W. F. Davison, Hooton Park Aerodrome, Hooton. ] Messrs. 


Report for week ending Sept. 15. 

Flying Time 26 hr. 10 min. Instruction with Flt. Lt. Allen 13 hr. 
25 min. Soloists 12 hr. 45 min. Instruction—With Flt. Lt. Allen— 
Mrs. Vernon, Mrs. Kills, Messrs. Barber, Barker, Compan, Crosthwaite, 
Chatterley, Edgar, Foley, Perkins, Reville, Sparke, Willcox, Rev. 
Woosnam-Jones. Soloists (under instruction).—Messrs. Greenhalgh, 
Francis, Henderson, Moulsdale, McClure, Wilcox. “A’’ Pilots.—Messrs. 
Benson, Christie, Crosthwaite, Pixton. Passengers.—With Mr, Davison— 
4. With Mr. Ward—s5. With Mr. Brooking—1. 4 

We were visited on Sept. 13 by Mr. G. Merton on his slotted Moth 
QZ en route from Renfrew to Yeovil. Tieut. and Mrs. Bentley 
arrived for the week-end on Saturday evening in SO complete with 
Mk. III Cirrus, split undercarriage and other refinements. 

Machines XX and XY gave am exhibition of flying on Saturday at 
Port Sunlight in connection with Lever Bros. Founders’ Day Celebra- 
tions. Pilots: Allen and Christie. 

Our small flying time this week is due to a number of soloists 
being away, and one of them buying a motor-bicycle. No flying 
took place last week owing to Flt. Lt. Allen not taking over till 
Sunday last. 

The omission of flying notes was not due to the writer celebrating 
the granting of a subsidy to this Club—he hopes to do that on the 
return of our Chairman from holiday. 

We much regret if we have (quite unwittingly) discouraged J. F. L. 
but trust he will give us an early opportunity of rectifying our 


omission. ‘The ‘‘Club House” is open on Saturdays and Sundays. 
The Isle of Purbeck Light Aeroplane Club. 
[Sec.: Lt.-Col. Louis Strange, D.S.O., M.C., D.F.C., Worth Matravers, 


Dorset.] 

Report for week ending Sept. 16. 

Flying Time 17 hr. 20 min. Dual 4 hr. 20 min. Solo 4o min. 

Club work has been somewhat curtailed this week, owing to the 
fact that the Spartan, living up to her name, became restless on 
hearing about the Milk War. Feeling it necessary to soothe her and 
to assist our firm friends the farmers, we offered her services to 
Alderman I. W. Langford, Mayor of Hereford, and Chairman of the 
National Farmers Union Milk Committee, who has since been airing 
his views and himself in almost every milk-producing area in the 
country, from Wiltshire to Northamptonshire, and incidentally we 
believe controlling the Spartan as well as the Milk War. 

Our first soloist climbed to tio,ooo ft. in 24 minutes and landed 
on the mark without the help of the Cirrus Mk. III. 


The Northamptonshire Aero Club. 

[Hon. Sec.: P. G. Hayward, 19, Market Square, Northampton.] 

The. Club has been extremely fortunate in obtaining as its first 
President, the Right Hon. The Earl Spencer, and amongst its Vice- 
Presidents are Lord Bray and Lord Erskine, Mr. C. lL. Malone, M.P., 
and many other gentlemen, whose interest augurs well for the future 
of the Club. : 

Arrangements have now been made for the opening of the new 
Northamptonshire Aero Club’s aerodrome at Sywell, Northampton- 
shire, on Sept. 29, when an Aerial Pageant will take place. Air 
Vice-Marshal Sir Sefton Brancker has consented to open the Pageant. 

The Committee’s arrangements for the Pageant are proceeding satis- 
factorily and, given fine weather, there is no doubt that the public 
will be given an interesting spectacle, as many pilots have promised 
to attend and compete in the various events. 

The programme will contain many interesting events, including Fold- 
ing and Unfolding Competitions—Balloon Bursting—Bomb dropping 
on Cars, Exhibition Flying and Aerobatics, whilst members of the 
Public will be able to indulge in their desire for thrills by joy riding 
at popular prices. 

All private owners are cordially invited to attend the Pageant—if 
possible by air. For their information,—the aerodrome is situate 
on the Northampton—Kettering Road 4 miles N.W. of Northampton 
—the nearest large landmark being Sywell Wood. 

Arrangements will be made for any pilots who wish to stay the 
night at Northampton, and the Secretaries would be obliged if noti- 
fication could be given to them as early as possible at 19, Market 
Square, Northampton, or The Grand Hotel, Northampton. Machines 
may be left overnight if desired, but pegs and ropes should be 
brought. 

The Club would welcome entrants to the various competitions, and 
forms of entry will be forwarded on application to the Joint Secre- 
taries. 

Flying will begin at 14.00 hr. but entrants should arrange to arrive 


before that time, and should report on arrival to Capt. J. Addis, 
D.F.C., at the Aerodrome. 
FLYING SCHOOLS. 
The Henderson Flying School. 

[Managing Director: It.-Col. G. L. P. Henderson, A.F.C., Brook- 
lands Aerodrome, Byfleet.] 

Report for week ending Sept. 13. 

Flying Time 45 hr. 20 min. Instruction,—With Col. Henderson— 


Messrs. Du Cane, Egston, Miss Wellby, Garthwaite, D’Eyncourt, May, 
Preston, Vatcha, Moursi, Taylor, Rogers, Groner, Forsyth. With Mr. 
Davis—Messrs. Oldmeadow, Austin, Kerr, Banks, Major Parkin, Mrs. 
Scott, Leigh, Hsiao, Mrs. Monckton. With Mr. Davenport—Miss 
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Taylor, Daniel, Kerr. Solo’ 
Oldmeadow, 


Monckton, Messrs. 
Bankes, Groner, Leigh, May, Hsiao, 
Taylor, Stewart, Miss Wellby. . 
The School has been kept very busy this week. Mr. 
Bankes passed all his tests for his “* A’ Licence successf 
May flew his first solo. 
The Belfast Flying Club. 2 
[Hon. Sec.: R. C. Preston, 42, Windsor Road, Belfast.] 
A meeting was held at Belfast on Sept. 3 to propose the 
of a Light Aeroplane Club. In the absence of the Lord 
Belfast, the chair was taken by Alderman Mrs. McMordie 
Flt. Lt. R. C. Preston, A.F.C., of No. 502 (Ulster) Sp 
Squadron, R.A.F., who is responsible for starting the Club 
he wanted 250 members to begin with. It would cost them 
a year to be a pilot member, £3 a year to be an observer men 
fx a year for an associate member. When a certain amoun 
had been guaranteed in this way he would approach cer 
whom he believed would help the Club. There was a magni 
drome site on the reclaiméd land at the mouth of the har 
the Harbour Commissioners were interested in the matter 
representative had discussed it with Sir Sefton Branck 
Preston said that there was no site like it in the British 
with little expense it could be made suitable for land and se 
A machine would cost £650, but he thought he could get o 
He might even get two for the price of one. 
Flt. Lt. Preston took the names of about 80 prospective n 
Mr. W. A. Armstrong, the hon. secretary of the newly- 
Aero Club (Dublin), said that at the Dublin meeting the 
had not been so large as in Belfast, but they had got 100 
a number of them had agreed to guarantee the price of ot 
He hoped to see a lot of friendly rivalry between the two 
Lady Heath (lately Mrs. Eliot-Lynn) also made a spee 
a lecture on her air tour from the Cape to Croydon. 


A WORLD’S RECORD. 


The Royal Aero Club announces that a World’ 
Altitude for Light Aeroplanes has been grantec 
G. de Havilland, who on July 27 reached a heig 
metres (approximately 20,000 feet) on a D.H.60, 
fitted with a De Havilland Gipsy engine. 


A BRITISH LIGHT SEAPLANE RB 
The Royal Aero Club has granted a British Recor 

Heath who on the Short Mussel (Cirrus Mark HJ) 

reached a height of 3,889 metres (approximately 12 


GLOBE-FLITTING. ae 
On Sept. 14 the Vicomte and Vicomtesse de Sibour 
Stag Lane on a D.H. Gipsy-Moth (Gipsy engine) om a vy 
tour, which might be called globe-flitting, as the mo 
equivalent of the ancient pastime of globe-trotting. 
‘The proposed itinerary is by way of France, Spain, ) 
Africa and thence to India by the usual route through C 
Baghdad, and Karachi. After a stay in India they will 
ceed to Bangkok where they will leave their machine t 
on a shooting expedition in the Malay States. Another s] 
ing trip from Saigon will occupy four or six weeks. 
The next stage of the flight will take them to China, wh 
they will sail for San Francisco taking the Gipsy-Moth 
them in the steamer. They will make a flying tour o! 
United States and eventually return from New York to- 
land by liner. 


MR. BARNARD’S FLIGHT TO INDIA 
Mr. C. D. Barnard states, in a letter to THE APROPLANE, 
during the flight of the Princess Xenia to India, which ¢ 
at Bushire, petrol and benzol in separate contaimers 
supplied to him only at Sofia, and that at this place he 
Mr. Alliott mixed the correct proportions of the two 
in drums and to ensure thorough blending rolled the 4 
round the aerodronie before filling the fuel tanks. 
This statement effectively disposes of the report that 
engine trouble which delayed the outward journey of 
Princess Xenia was caused by inefficient mixing of the. 
This report has been current for some time past 1m Cl 
usually well-informed. Failure of such a muxture of 
properly to blend is a very real danger, is capable of 
ducing serious engine trouble on long flights, and bec 
this danger is not as well understood as it deserves to ! 
was held to be desirable to mention the report in spi 
the fact that it had received no adequate confirmation. 
Care was however taken to describe insufficient mixit 
fuels as the alleged cause of the trouble, in this parti 
case, and one is glad to be able to record that Mr. Bat 
and his co-pilot were careful to avoid. it. | 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


THROUGHOUT THE WORLD. "Telegrams: 
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By courtesy of Newcastle Chronicle, Ltd. 
A Cierva Autogiro leaving Newcastle, 


rote THE AUTOGIRO HAS 
gee | ST COMPLETED A 

3000-MILE TOUR OF 
GREAT BRITAIN. 


The Autogiro cannot 


“For Safety in the Air stall, Is easy to control, 


Everywhere and ensures safety in 


RVIN AIR CHUTES flight. 


are the life-saving equipment used by all 
Air Forces of the United States, Great 
eect Japon. Sweden, Norway, Poland, F 
ili, Peru, Siam and twenty other - 

countries throughout the world. Every- VERTICAL DESCENT 
where recognised as the most rel able, 

safest and most eccnomical equipment 7 
of the kind in existence. Superiority 
of every feature proved by years of 
severe service use and _ thousands of 

comparative tests. 


OVER 100 LIVES SAVED IN EMERGENCY. The CIERVA AUTOGIRO Co., Ltd. 


OVER 8,000 SUCCESSFUL “LIVE” DROFS. 
_ OVER 30,000 SUCCESSFUL TEST DROPS. BUSH HOUSE 
’ 


| 
ALDWYCH, LONDON, W.C.2. 


. For full particulars apply to :— 


Illustrated literature on request. 


ng Air Chute Co, Inc.|Irving Air Chute of 


*, Pearl St., Buffalo, N.Y.|Gt. Britai pry g brit age by Telephone :—CENTRAL 4861. 
Gable Address poe eae Telegrams:—CIERVAGIR, ESTRAND, LONDON. 
Irvin Buffalo, N.Y.U.S,A." “Irvin Letchworth, England.” 
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COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Sunday, 8; Monday, 32; Tuesday, 30; Wednesday, 30; 
Thursday, 30; Friday, 31, Saturday, 31. 
IMPERIAL AIRWAYS J,TD. : 

London—Paris—Zurich; 

turn: Machines 75, passengers, 692, 
AIR UNION: 

Paris—London and return: 

tons. 

Kero: : 
Amsterdam—Rotterdam—lLondon and return: 
148, freight 5 tons. 

SABENA : 
Brussels—London and 

3 tons. 

DEUTSCHE JI.UFTHANSA A.G. : 
Amsterdam—I,ondon and return: 
3 tons. 

MISCELLANEOUS : 

British machines 12, passengers 16. 


London—Ostend—Brussels—Cologne and re- 


freight 24 tons. 
freight 14 


Machines 42, passengers 192, 


Machines 24, passengers 
return : 


Machines 13, passengers 49, freight 


Machines 24, passengers 52, freight 


Foreign machines 1, passengers I. 
Total number of trips by British Machines, 86, carrying 708 pas- 
sengers. Foreign Machines, 106, carrying 442 passengers. 


COMPARATIVE FIGURES. 
Week ending Sept. 15: 
Machines, 192; Passengers, 1,150; Crews,’ 367; 
Corresponding week, 1927: 


Total personnel, 


Machines, 161; Passengers, 972; Crews, 295; Total personnel, 1,267. 
Corresponding week, 1926: 

Machines, 114; Passengers, 537; Crews, 145; Total personnel, 682. 
Corresponding week, 1925: 

Machines, 122; Passengers, 572; Crews, 163%, Total personnel, 735. 


Corresponding week, 1924: 
Machines, 146; Passengers, 
Corresponding week, 1923: 


601; Crews, 177; Total personnel, 778. 


Machines, 109; Passengers, 379; Crews, 172; Total personnel, 551. 
Corresponding week, 1922: 
Machines, 98; Passengers, 337; Crews, 184; Total personnel, sor. 


Corresponding week, 1921: 

Machines, 66; Passengers, 154; 
‘Corresponding week, 1920 

Machines, 100; Passengers, 
Corresponding week, 1919: 

Machines, 16; Passengers, 54; Crews, 18; ‘Total personnel, 172. 

Note.—In addition to the Croydon traffic shown above, K.L..M. have 
during the past week run 11 machines, carrying 4 tons of newspapers 
between Lympne and Ostend. 

Croydon Notes. 

The comments made as to the behaviour of certain private 
pilots in neglecting entirely to comply with the Customs and 
other regulations on their entry into France in the account 
of the Orly meeting in THE AEROPLANE last week are entirely 
approved in some circles at Croydon. 

The private pilot leaving Croydon for a foreign destination 
can count on receiving from everybody at the London 
Terminal Aerodrome every possible advice and assistance, 
even from busy officials of commercial concerns who are 
not under any obligation to give their assistance. If, how- 
ever, he makes himself a consistent nuisance, this state of 
affairs will change. 

Imperial Airways traffic staff are almost invariably asked 
by such private pilots to lend their aid in filling up the 
various clearance and the like papers, and in fact do’ so. 
The official traffic staff and the Customs Officers are invariably 
helpful to any one who seeks for accurate information as to 
the regulations covering flights out of the country. 

Yet these regulations are consistently broken. Such casual 
passers-by will clear the Customs for a declared destination, 
and disappear into the blue without notifying the Traffic 
Office of their departure or giving details of their intended 
itinerary. They will then land at some intermediate point 
short of the declared one, and even spend the night there 
without notifying anybody. 


Crews, 84; Total personnel, 238. 


261; Crews, 123; Total personnel, 384 


. SESAUNDER Lint 


Their non-arrival at their destination after the expe 
time means a lot of entirely unnecessary wireless ingt 
which interfere with normal and necessary messages, \ 
public money and worry the traffic staff. 

Many pilots of private machines neglect entirely the ; 
lations, framed solely for their own safety, as to flyi 
circuit round Lympne and St. Inglevert before and after ¢ 
ing the Channel. When any machine known to be Cros 
is not reported from these two aerodromes and is not 0 
wise satisfactorily accounted for, steps to organise a Cha 
search for it are taken automatically, 

One private machine recently left Croydon for France, 
not seen by either station, and had not atrived at its dec! 
destination until long after it should notmally haye 
so. After warnings had been sent out to all concerne 
search for the presumed wreck it was discovered—al 
accidentally—that the machine had landed in Kent and 
its crew were enjoying @ prolonged lunch with some fri 

The idea that once they have cleared Customs at Cro 
or Lympne they have no further coficern with the Custo; 
even of the country of their destination—seems yery pi 
lent. So far the French authorities have handled such t 
gressors very gently. One of these days a careless pri 
owner will land quite innocently in a French Military 
hibited area, with no evidence that he is entitled to b 
France at all, and is likely to ‘regret his indiscretion, 

These annoying failures to comply with what are r 
simple and sensible rules are the result of pure ignore 
For that ignorance our Air Ministry is in part respons 
because the succession of regulations, notices, cancellin 
notices and the like which they issue for guidance in ¢ 
matters is barely comprehensible to anybody who has 
grown up with the regulations themselves. 

The Royal Aero Club, which provides. private piles | 
their carnets (or triptyques) for foreign touring could 
a good deal of trouble if they would issue with Pod 
carnet a succinct and clear statement of the most im 
regulations which the touring private owner must obser 


NEW COMPANY. 

SIMMONDS AIRCRAFT LIMITED.—Private company. — 
Capital, £20,000 in £r shares. Objects: To acquire any or all int 
in any patents, licences, concessions and the like held or to be 
by the Simmonds Interchangeable Wing Co. I.td. and to acquire 
O. E. Simmonds licences relating to the building, manufacture, de 
sale or otherwise of the Simmonds Spartan Light Aeroplane, etc. 
subscribers (each with one share) are:—O. E. Simmonds, Holr 
Woolston, Hants, aeronautical engineer. Lt.-Col. L. A. Strange, V 
Matravers, Dorset. O. E. Simmonds shall be chairman and permé 
managing director. Solicitors: Rowe and Wilkie, 7, Queen Street, ] 


PERSONAL NOTICES. _ 


FORTHCOMING MARRIAGES. 

GOODE—SCALES.—The engagement is announced between Fit 
H. K. Goode, D.S.O., D.F.C., R.A.F., and Ena Marshall Scales, you! 
daughter of Mr. and Mrs. W. A. Scales, of Wydville, Bosham, Su 

JONES—BILLINGS.—The marriage arranged between Philip J 
R.A.F., and Nowelle, elder daughter of Mr. and Mrs. G. M. Bill 
of Victoria, B.C., late of Shanghai, will take place in Holy ] 
Crofton, on Oct. 6. 

KNOLLYS—COATS.—The marriage arranged between Visi 
Kuollys, D.F.C., and Margaret, daughter of Sir Stuart and Lady € 
of Ballathie, Stanley, Perthshire, will take place at St. John’s Ch 
Perth, son eOck. 11 

BIRTHS, 

BALLANTYNE.—On Sept. 9, at 4, 
Muriel (née Cuzner), wife of Capt. 
daughter. 

PIRIE.—On Sept. 8, at 23, Kingsborough Gardens, Glasgow, to ] 
wife of Sq. Ldr. G. C. Pirie, M.C., D.F.C., R.A.F.—a daughter. 

SOWREY.—On Sept. 6, at a nursing home Hampton Hill, to 
(née White), wife of Wing Cdr. Frederick Sowrey, D.S.O., | 
A.F.C., R.A.F.—a daughter. 


. 
Oakdale Road, Streatham 
Gordon Ballantyne, D.F. 
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The Aeroplane 


have a better performance, 
better control and better and 
more complete equipment 
than any other light aero- 
plane. They are stronger, 
simpler, easier to fly and 
possess more _ points of 
practical value than any 
other light aeroplane. 


Their record breaking flights 
to Australia and South 
Africa prove these claims. 
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ON A 


it precisely is the proper function of written history? 
nably it is to give us, and future generations, a know- 
of what has passed so that thereby the best in those 
nay be imitated and the bad may be avoided in time 
1e. 
ae days of one’s youth the teaching of history consisted 
7in compelling unwilling pupils to learn parrot-fashion 
mes and dates of the Kings and Queens of England, 
were about as enlightening as the catalogue of the 

of Israel, or else in trying to work up an interest in 

told stories of the doings and the wars of such 
chs. Older pupils were burdened with the faked facts 
caulay and Froude. And it was not till we came to 
re of studying English Literature that we were intro- 
to Motley and Prescott. Also we learned some history, 
too accurate, from Sir Walter Scott, Dumas, Lever, 
and Henty. 

ay the young are taught from history-books which are 
eresting as novels and quite reasonably accurate. 
ical novels are as popular as detective stories. And 
Jar 1914-18,—popularly known as The Great War, 
1 it lasted only a trifle over four years,—has produced 
‘est of histories all about itself the volumes of which 
imerous enough to cover with real books the famous 
ack-coyered wall of the Royal Automobile Club. 

y, of the making of books there is no end,—and of 
endless books those which purport to be histories are 
bout as good or as bad as the others. Consequently 
f them are bad. And so when a good history is pro- 
it is an event to be celebrated. 

- sub-section of historical literature which has told of 
e in the air has produced some remarkable books.— 
ome may remark that autobiography is just as much 

y as is any statement of events by an onlooker. And 

iction, when it is strictly true to life, may be good 

‘most remarkable historical works, in English at any 

yroduced so far by Air War as waged in 1914-18 have 

In Airman’s Outing by Alan Bott; Five Years in the 

| by the late Major James McCudden V.C.; R.F.C., 

by Maurice Baring; War Birds, by an American aviator 

Grider, killed in action; Nocturne Militaire by another 

can named Elliott Springs; and the first volume of the 

history The War in the Air, written by the late Sir 

* Raleigh,—the second volume is doubtless a praise- 

7 apection of historical facts, but it is not a remark- 

ok. 

| A WortHy Successor. 

hese must now be added The Story of a North Sea Air 

1, by C. &. Snowden Gamble, which has for its sub- 
he meticulously accurate yet comprehensive phrase 
g§ Some account of the early days of the Royal Flying 

‘(Naval Wing) and of the part played thereafter by the 

ion at Great Yarmouth and its opponents during the 

914-18.” And it is the more remarkable because it 

les within itself all the qualities which have made suc- 

‘teach of the books afore-mentioned. 

Gamble has one great advantage over official historians 

he has had a free hand to say what he liked and to 

vhat he did not like, subject only to the dictates of his 
omseience and his own good taste, and to a modified 
if censorship which he endured voiuntarily to make 
jat he did not disclose in print anything hurtful to the 

Fighting Services which he might have learned in his 

gh and painstaking search for truth. 

: he has been able to include personal letters which 
perhaps be out of place in an official history,—though 
dd much to the interest of the story and to the gaiety 

|ons, And he has been able to omit dull strings of 
which an official historian would have to use, though 

)S of little value. Also he has been free to express 

1s and to draw conclusions which would be improper 

| Official historian. ‘To his credit be it said, he has 

1 nothing which could throw light on his subject, and 
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NORTH SEA AIR STATION. 


never has he sinned against good taste though on occasion 
the story expands into patches of that broad, and sometimes 
grim, Kighteenth Century humour which was commoner in 
the days when England was in the making than in those 
so very refined years before the outbreak of War in 1914. 
And where he has expressed opinions he has done so with 
the logic and impartiality of a British judge. 

Another remarkable feature about the book, which adds 
immensely to its value and interest, is Mr. Gamble’s scheme 
of giving the German view of the more notable events which 
have first been told from our side. This enables the reader 
to form a just estimate of those gallant fighting men who 
were our enemies and are now our very good friends. 

THE History or A History. 

In many other ways the book is remarkable, and because 
of its importance to all who have to do with flying—especi- 
ally to the officers and men of the Royal Air Force—sonie- 
thing more may fittingly be said here of the book’s own 
history than would be meet or proper in a paper which was 
not, so to speak, an aeronautical family affair, as is THE 
AEROPLANE. 

The original idea, arising out of the annual dinner of the 
survivors of the Yarmouth Air Station, was to produce a 
little paper-covered story of what was done at the Station 
during the War 1914-18. Two or three former officers of 
the R.N.A.S. who had served at Yarmouth, agreed to put 
up the money for paper and printing, and Mr. Gamble agreed 
to write the story purely out of love for his old Service. 

Mr. Gamble is not a professional writer. Still less is he 
a journalist. Which is probably the chief reason why the 
book is so good, and why it is written in such straight- 
forward honest English. So far as one can discover he had 
never written anything else for publication before setting 
to work on this story. He is an engineer by trade, and 
served his time with Hans Renold in Manchester. ‘That 
explains why the parts of the story fit together so well, and 
work into one another with the inevitability of a train of 
gears, or a silent chain. 

He began by collecting a few facts about Yarmouth, and 
soon found that the paper-backed brochure (as catalogue- 
makers call the things) was quite inadequate. So the bro- 
chure became a book. 

Then there seemed to be an obvious need to explain why 
and how Yarmouth ever had an air station to make it a 
historical place, and to save it from oblivion outside the 
herring season. Explaining the why and wherefore of Yar- 
mouth meant explaining the existence of the Royal Naval 
Air Service, and of the Royal Flying Corps (Naval Wing) 
which existed before the R.N.A.S. came into being on July 1, 
1914. And that necessarily meant making a history of the 
Admiralty’s development of aviation in general. ‘The re- 
sult is a clear and concise history of the R.N.A.S. up to the 
outbreak of War,—a history which was badly needed. 

Thereafter the story is primarily concerned with Yarmouth 
Air Station. But, again to make it understandable, Mr. 
Gamble has had to describe the general policy of the Ad- 
miralty. And so the reader gets a very good idea of the 
amazing combination of foresight, ingenuity, driving force, 
and fatuous stupidity, with which the R.N.A.S. was handled 
throughout the War,—though, in the kindness of his heart, 
or perhaps because of loyalty to those who were set in 
authority over him while in the Service, he has not made 
as much of the stupidity as he might have done if he had 
been more concerned with lessons for the future than with 
a tale of the past. 

BEHIND THE SCENES. ; 

One had the privilege of being somewhat behind the 
scenes while the book was being written, and so one can 
disclose yet another remarkable fact about it. The whole 
thing was a spare-time job. It has taken eighteen months 
to do, and to do it in that time is in itself a remarkable 
feat. There are 260,000 words in the book,—and 80,000 
words make a long novel,—yet none of it is dull and none 
of the words are superfluous. 
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The amount of work to be done in collecting and collating 
the material which at the end was condensed to more than 
a quarter of a million words can only be imagined. Letters 
and documents had to be acquired, sorted, examined, selected 
or rejected, copied, and condensed or rewritten. ‘The cor- 
respondence with officers and men, with official people, with 
aircraft makers, and all sorts of folk, was enough to keep an 
otfice going. ‘Then individuals of all ranks and grades, Ser- 
vice and civilian, had to be interviewed. 

All the typing, from Mr. Gamble’s manuscript and from 
letters and documents which had to be copied, was done by 
Mrs. Gamble. ‘The original manuscript was naturally a good 
deal longer than the book. It was emendated, condensed, 
and typed out again. ‘Then it was re-arranged, edited again, 
and the final fair copy for the printers was typed. So that, 
what with the three copies of the complete type-script, copies 
of letters and documents, and all the correspondence, Mrs. 
Gamble must have typed well over a million words while en- 
gaged in this great undertaking. One is sure that all those who 
served at Yarmouth will, when they see the result of this 
work, feel deeply indebted to this gallant lady for so bravely 
sticking to her task and devoting practically the whole of 
her time for more than a year to perpetuating the prowess 
of their station. And, for the matter of that, every reader 
of the book who knows this story of its generation will 
equally appreciate her work. 

A LABOUR OF LOVE. 

The outstanding characteristic of the book is its absolute 
sincerity,—which is yet another reason why it is so good. 
It is written without ulterior motive, and without political 
pull or prejudice. Its sole object is to tell the story of good 
work well done. And all who have been concerned with its 
production seem to have made it a labour of love. It is 
dedicated :— 

To the Memory of the Officers, Non-Commissioned 
Officers and Men of the British Flying Services who, 
living, gave of their best, and who, dying, gave 
their all. 

It-is worthy of them. Officers and men who served at 
Yarmouth have given their best in writing their reminiscences 
of events in which they had part. Our friends and former 
enemies in Germany have helped in the same spirit, and 
their letters show as fine a chivalry as ever war has pro- 


duced. ‘The book is as great a monument to their g, 
dead as it is to our own people. 

Others, less favoured by fortune, who have never ha 
privilege of wearing the King’s uniform, have helped 
according to his kind but with the same good will, 

The printers are the Oxford University Press,—the 
producers of books in this country, which is to say it 
World. They seem to have caught the enthusiasm , 
the others who have had to do with the book and to 
put their best work into it. The paper and type are 
to behold. , 

The pen-and-ink drawings by Leonard Bridgman, 
give in review the quaint types of aircraft used in the 
war of the period are among the best work which tha‘ 
tinguished artist has done. And they add considerah 
the historical value of the book in that Mr. Bridgman hi 
was an officer at the Yarmouth Air Station. 

Even the makers of the half-tone blocks,—members 
trade, tribe, guild, or calling which seldom shows sig’ 
having a soul, artistic or otherwise,—seem to haye ris 
the occasion and to have done work worthy of the sul 
which they have had to illustrate. 

Anybody who knows anything of the making of book: 
see at once that at the price at which it is being sol 
book is a gift to the Nation and not a commercial prc 
tion. Neither the financiers nor the author can get any 
out of it, and the printers cannot do more than pay 
way. Only those modern parasites the middlemen, in 
case the retail book-sellers, can make their usual profi 
of it,—and, if the book causes the stir which it deseryes, 
ought to grow fat on it. 

Because of the space which has to be given to tech 
matters this week, there is no room to deal in detail 
the story which is told in Mr. Gamble’s book. One h 
to do so next week. In the meantime one recommends | 
reader of these notes to lay hands on it somehow. Wh« 
starts on it will find, like its author, that he or she has- 
spare time for ought else till it is finished.—c. G. 6. 


[The Story of a North Sea Air Station,—C, F, Snoy 
Gamble. 446 pages. 34 photographs. 27 drawings, 
a chart. The Oxford University Press. 21s. net., 
from THE AEROPLANE Book Department, Cannon Hi 
Pilgrim Street, Ludgate Circus, E.C.4.] 


ON IMPERIAL AIRWAYS.—(Continued.) 


The Chairman’s Speech at the Extraordinary 
General Meeting, Sept. 7, 1928. 


I propose now to give you further information in regard to the new 
Agreement which has been negotiated with His Majesty’s Government, 
which your Board asks you to approve by adopting the necessary 
amendments to the Articles of Association: of the Company. 

For your convenience I think it will be as well to go back a little 
into past history. You will recollect that almost two years ago we 
negotiated an Agreement with the British Government for a fort- 
nightly service between Cairo and Karachi, which, owing to difficulties 
with the Persian Government, was changed, by agreement with the 
British Government, to a weekly service between Cairo and Basra. 

This service, as you know, has been an outstanding success in the 
history of civil aviation. Nevertheless, whether a fortnightly service 
between Cairo and Karachi, or a weekly service between Cairo and 
Basra, it represented only a link—although certainly a most important 
link—in a line from England to India. Your Board has urged His 
Majesty’s Government to support the other links necessary to com- 
plete this one Empire Air Route and thereby give civil aviation the 
opportunity which it needs to show its real value—the service of speed 
over long distances. 

I am happy indeed to say that in this your Board has been successful, 
and the new Agreement has as one of its main features the establish- 
ment, firstly, of a weekly service between England and India, with 
most modern aircraft, having a carrying capacity of 13 to 2 tons. 
As traffic develops, it is intended to make the service a bi-weekly one. 

The Agreement also provides for the more rapid obsolescence of your 
fleet and the consequent more rapid replacement by more up-to-date 
units. In fact, the financial provision allows for this change in the 
fleet on the main routes of the Company to be made every four years. 
It does not mean, however, that the aircraft so replaced have to be 
scrapped because, as I told you in my earlier speech, owing to the 
very high standard cf maintenance which is necessary in commercial 
aviation, an aircraft written off by obsolescence is maintained up 
to the date of write-off at the highest efficiency and can thereafter 
be used for the development of new lines on unsubsidised flights free 
of the burden of obsolescence and insurance, equal to about 4o per cent. 
onto the direct operational cost. 

Another provision of the new Agreement is the transfer to the Com- 
pany of two large three-engined all-metal flying-boats, built largely 
to our specification, of most modern design, on favourable terms. One 
of these, you will have noticed, was recently on view in the Thames, 
opposite the Houses of Parliament. 

The financial aspect of the Agreement is, of course, most important, 
and the estimates for the additional links in the route were prepared 
in the light of the experience gained by the Company in their opera- 
tions up to date. Your Directors feel confident that, with the prudent 
administration which has brought about the greatly improved financial 
position of your Company to-day, the results of the new Agreement 
should be satisfactory to the proprietors, though I am bound to admit 
that the Government are hard bargainers. 


SUBSIDIES. 


The subsidies to be earned by the Company for European se 
on the existing basis, as well as for the new weekly service 
England to India, amount to £335,000 per year for the first two } 
£310,000 per year for the next four years; £220,000 for the seventh 
£170,000 for the eighth year; £120,000 for the ninth year; and £70,0 
the tenth year; commencing from April 1 next—a total of almos 
and a half million pounds, as compared with under six hundred 
sand pounds remaining to be earned under the existing Agreen 
So you will see that your Company has a greatly extended secur! 
tenure of Government support, representing an extension of five 
for the existing European Agreement and over seven years il 
case of the existing Middle East Agreement. 


In addition to this the subsidy for the European services fo 
current year, which should have been reduced by £25,000 unde 
existing Agreement, is, under the new Agreement, maintained : 
existing level. 

Under the terms of the new Agreement, and in return for 
abandonment of your existing obligations, of which I will remin¢ 
later, you are asked to issue to the Secretary of State for Air 
deferred shares of one pound each, credited as fully paid. Durin; 
period of the Agreement, these deferred shares have no dividend 1 
until after the ordinary shareholders have received 10 per cen 
the paid-up capital. If the ordinary shareholders receive a div 
exceeding 10 per cent., then the sum to be paid as dividend t 
deferred shares is to be equal to the sum paid to the ordinaty £ 
holders above a 10 per cent. dividend. 

In other words, the Government gets half of any profits) 
distribute over the sum necessary to pay 10 per cent. dividend. | 

After the expiry of the new Agreement, the deferred shares a 
be entitled to half of the profits available for distribution m e 
of a sum representing ro per cent. on the ordinary share paid-up ca) 


Now, that is what the new Agreement provides financially; an 


/ 


your comparison I would remind you that under the old Agree! 
after the ordinary shareholders had received a dividend of 10 per) 
on their paid-up capital, one-third of the balance only was ava! 
for distribution among the ordinary shareholders, one-third ha 
go towards repayment of subsidies received, and one-third he 
be applied to some rather vague object called the ‘ developme 
the Company”; and in addition to that, at the end of the Agree! 
if the repayment of the subsidy at the rate of one-third of the stl) 
profits as described above had not wiped out the total subsidy 
ments amounting to one million pounds, there was an obligatto! 
the Company to repay any balance of the subsidy out of its reso 
That obligation to repay subsidy is completely wiped out im the 
Agreement. ai 

I think you will agree that these terms, with a very much k 
amount of subsidy, are satisfactory and should render material, 
ance in the development of civil aviation on a commercial basis. 

In the unlikely event of the winding up of the Company, i) 
deferred shares rank for repayment in the following manner + 
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“I 
emene suscd —Napiefachoines (so | 
that he could not have done | 
better as regards his power plant. 
The log of the Southampton flying 
boats on their voyage to Singapore 
shows how extraordinarily reliable 


these engines are.” 
Aeroplane 
8th Aug., 1928 


The Napier engines in the four Supermarine || 
Southampton flying boats selected for the Royal jj 
Air Force flight from England to Austraia, || 
round the coast of Australia and back to Singapore, 
have flown 177,240 engine miles without any 
trouble whatsoever. They were standard Napiers | 
taken from Stores without any spectal testing. 
If you select the tried and proved Napier ) 
for your aircraft, you will get this reliability 
combined with a high performance and i 
| 
| 


efficiency unequalled by any other aero engine 
of like power. 


NAPIER 


The Finest Aero Engine in the World 


Moneyer, Act, Chiswick 


: 
_—— D. NAPIER & SON LTD. Phone 
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In the event of a compulsory winding up, the deferred shares rank 
pari passu with the other share capital. In the event of a voluntary 
winding up, and where assets are insufficient to repay the ordinary 
and deferred shares in full, the deferred shares rank pari passu with 
the ordinary.,shares. If, however, the assets are more than sufficient 
to repay the ordinary and deferred shares in full, then, after repay- 
ment in full of the ordinary and deferred shares has been made, the 
remaining assets up to a total of £200,000 are to be divided as to one 
half to the ordinary shares and one half to the deferred shares. Any 
assets in excess of £200,000 are to be divided as t6 three quarters to 
the ordinary shares and one quarter to the deferred shares. 


In view of the large amount of money which the British Govern- 
ment is paying to the Company by way of subsidy for the develop- 
ment of commercial aviation, it is obviously desirable from the national 
point of view that the continued existence of the Company should be 
assured for the object for which the subsidy is being paid, viz., the 
development of commercial aviation on Empire air routes. 

Therefore, these deferred shares, so long as they are held by the 
Secretary of State or his nominees, have powers of veto on any resolu- 
tion for the voluntary winding up of the Company. 

If at any time the British Government is desirous of disposing of 
the deferred shares, the Company has the option of nominating a 
purchaser or purchasers at the price at which the British Govern- 
ment is prepared to sell. 

Ladies and Gentlemen, your Directors have given long and most 
careful consideration to this most important provision in the new 
Agreement concerning the issue of these deferred shares to the British 
Government, which releases your Company from the very serious 
obligation which exists under the present Agreement to repay to the 
Government the subsidy paid to the Company; and I hope that, after 
I have answered any questions you wish to raise on this point you 
will give your assent to the proposed alterations to the Articles of 
Association of the Company, which have been circulated--to you, in 
order to give effect to the new Agreement, which your Board believes 
to be of great value to your Company. 


DETAILS OF NEW AGREEMENT. 


In connection with the details of the new Agreement, I would like 
to say a few words. In the past, details of our Agreements with the 
Government have been made public, and experience has shown this 
to be detrimental to the interests of your Company. I hope, therefore, 
that—solely in the interests of the shareholders—you will not press me 
to answer questions concerning the operational details of the Agree- 
ment. I have gone to some length to explain in complete detail the 
matter concerning the issue of these deferred shares to the Govern- 
ment, and the release of the Company from the obligation to repay the 
subsidy, and I am, of course, anxious to answer any questions you 
may wish to put having regard to the Company’s interests. 


THE FUTURE OF CIVIL, AVIATION, 


I would like here—if you will bear with me—more especially because 
it is the last time I shall address you from the Chair—to give you the 
picture of civil aviation as we seé it and as it has been before us 
when negotiating this Agreement with the Government. 


The experience of the last four years, and of the earlier years since 
the War, when commercial aviation was in the hands of our con- 
stituent companies, has been invaluable, and we have learnt much 
about the new science of civil aviation, and collected data of the 
greatest importance. We see that under conditions as they exist in 
this small Island, with highly developed transport services going from 
the centre of cities, with bad weather for flying—our greatest enemy 
being fog and snow—and with aerodromes, necessarily several miles 
outside great cities, our future lies in the long-distance Empire 
Routes. 

In my earlier speech I asked you to visualise London to the Cape 
and Australia by air. That can be accomplished, and can, I believe, 
be accomplished commercially, provided we can be given sufficient 
support during the early years. During these years of our London— 
Karachi -Service (which I look upon only as a first instalment) we 
shall, under the financial provisions of the new agreement, develop 
improved and more economical types of machines much more rapidly 
than has been possible in the past. We shall greatly develop the 
air sense of the public, and build up, as our Cairo—Basra service has 
shown us we can build up, the air mail habit in the population. 

The longer the route, the more our speed tells in comparison with 
sea and rail transport, and the public will pay, not for transportation 
as hitherto, but for the saving in time which our speed gives; the 
saving of weeks in the transmission of financial documents, plans, 
samples, bullion, is a service for which high rates of carriage can be 
demanded when the public understands how to use it, ‘and the public 
will be prepared to pay for the saving which that speed gives them, 
and not merely for transportation, as is the case to-day with our 
traffic to and from the Continent. 

On a long route, such as we visualise, we start with a weekly service, 
because that is all for which we can get traffic and is the minimum 
service with which we can hope to develop traffic. In a weekly ser- 
vice like that over a long Empire Route, the waiting time of aero- 
planes at each stage is so much waste; but the moment sufficient 
traffic is offering, we can duplicate the service with practically no 
increase in capital expenditure or in obsolescence, and we look forward 
to the London—Karachi route being commercially successful and in- 
dependent of swhbsidy at or before the expiry of our ten years’ Agree- 
ment, with greater frequency of service than once per week in either 
direction. 

It is in the development of these Empire Routes mainly that our 
mission as Imperial Airways lies. 

On this route we shall fly the Mediterranean with the newest type 
of seaplane. If these marine aircraft are as successful as we have 
reason to hope, we foresee, clear of many of the diplomatic and inter- 
national difficulties which hamper us to-day, a vast extension of flying 
by marine aircraft to many outlying parts of the Empire. 

We have been unable, hitherto, to develop the marine side of civil 
aviation; but the Air Ministry, in close co-operation and consultation 
with us, has this year made notable strides in that direction, and I 


“sled or ox-wagon sand dug-out canoe, as the needs 


think that in the near future we shall be prepared to t 
oversea flights which will take us from Singapore to Aust 

I have often been asked why civil aviation should n 
before it can be commercial, ‘when. land and sea_transp 
commercially without subsidy. Many of you, no doubt, 
individually asked or have asked yourselves the same 
my answer may.interest you. g Pe 

Iand and séa transport developed from the comparativ 


world developed, until we got to the luxurious P 
palatial liner of to-day; civil aviation starts, not in a p 
bat in a highly developed world. It starts, not with a value! 
canoe or ox-wagon, but, because of the medium throug! 
passes, with the very highest and most costly product of m 
and skill, and with a record of heroism and loss of life 
days which quite naturally‘ hag made the public sceptic 
safety and reliability. That scepticism and lack of fait 
passing, and if the Government wisely and prudently h 
early days, as our Government is helping us, though o 
extent, civil aviation can undoubtedly, in my opinion, w 
time of most of us, become, on these great Empire Row 
pendent and profitable form of transportation and saver Te 
this highly developed world of ours there is no truer sayi 
nection with civil aviation than that “time means money 

save our customers’ money they will be prepared to pay us 
more than mere transportation rates for the saving we 
to make. : 

In the development of civil flying there appear to me { 
more or less incoherent schools of thought—one which re 
figures of aeroplane miles flown, machines in existence, 
trained yearly, and looks at a map with aeroplane row 
webbed across it, and says, That’s fine”’; and the other, 
which looks to the commercial development of flying and i 
independence of subsidy. ” 

The British Government is undoubtedly adopting the se 
outlook—and by far the wisest, if we are looking at ci 
commercially and not as a means of development of 
military arm, nor as a means of peaceful penetration i 
countries. ; 

This Agreement, which we commend to you for your rati 
the fruit of our minds working purely on the lines of su 
mercial development. From that point of view—and I C0) 
in this room with no other point of view—the Government 
ing a right and proper course; but, of course, no one is 
tented with what a Government does, and therefore I at 
discontented with the paucity of the assistance. I wi 
Government to have said: ‘ We give you this Agreement 
shortly enter into a further Agreement with you to go 
or to Singapore, and then a further Agreement to go 
We will settle with other Empire Governments what the 
be.” They have not said so, and “Not one penny m 
their cry. ‘Go get other subsidies, if you can,” ha 
refrain; but I am sure that, once this route is organised 
year or two extensions, and further assistance in the 
the new sections, will, be forthcoming. ° an 

Now, that, briefly, is the future as I see it for Imp 
There is another future for feeder lines, for special cha 
work, for the use of aircraft by our large busines 
which will in time come into its own; but the gre 
Imperial Airways as I see it is on Empire routes, th 
trunk arteries, assisting the newcomers with its experien 
technical skill to act as feeders to the great routes 
template and which we are starting under this new A 
I hope you will shortly ratify. ‘To be economic, howe 
trunk routes must be in one hand. 

My colleagues on the Board and I are convinced tha 
interests of the shareholders are being served in thest 
which you are asked to give your approval. We are sati 
have, in the much greater. security of tenure and addi 
support for the route contemplated by this Agreem 
which will not only place the Company and British 
a sounder foundation, but also something which pr¢ 
security for a return on the capital which you have 


c SAFEGUARD OF NATIONAL INTERESTS. , 

Whilst putting before you the alterations in the Articles 
tion in order to permit the Company to ratify the new Agr 
the Government, your Directors are taking the opportunity 
you to rectify a weakness which has become apparent in 
Articles of Association. 

At present, although under the Articles no one who is not a Br 
subject is allowed to hold shares in the Company, there is not! 
to prevent foreign influence entering into the dictates of your ¢ 
pany’s policy by what I might call ‘ back-door methods.” } 
Directors, therefore, with the weight of His Majesty’s Goyernt 
behind them, are asking you to make the other alterations to 
Articles of Association which have been circulated to you and Ww 
have been designed to preclude any possibility of foreign interes) 
control. | 

The Chairman concluded by moving that the resolutions, as 
mitted to the meeting, be passed. 

The resolutions were seconded by Sir Samuel Instone and ut 
mously adopted. 

On the motion of Mr.. F. A. Szarvasy, seconded by Comma! 
Harrington-Edwards, a cordial vote of thanks to the Chairman, } 
which was coupled an expression of regret at his retirement from 
board, was carried unanimously. 

The Chairman briefly replied to the compliment, and the proc 
ings terminated. 


DOVER HARBOUR A CUSTOMS 
AERODROME. 

The Outer Harbour, Dover, has been approved as a Custe 
Aerodrome by the Air Ministry, with the concurrence of 
Commissioners of Customs and Excise. 
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THE ROYAL AIR FORCE, 


The London Gazette. 


ROYAL AIR FORCE, 

GENERAL Dutirs BRaNncH.—The following are granted perm. comns. 
in the rank of Plt. Offs. with effect from Sept. 10 and with seniority 
of Sept. 10, 1927:—J. F. X. McKenna, E. M. Thomas, R. S. Collins, 
P. Kinsey, P G. Thomson, L. Currie, M. V. Delap. 

The following Flg. Offs. are granted perm. comns. (Sept. 1) :—R. R. 
Bennett, J. M. Cohu, A. C. Evans-Evans (Sec. It., Northants Regt., 
T.A.), G. D. Green, A. W. B. McDonald, A. E. Paish, H. M. G. Parker, 
G. B. M. Rhind, G. J. Southam, W. A. Tattersall, H. M. S. Wright. 

The following Pit. Offs. are promoted to the rank of Flg. Off. -— 
R. F. Gandy (July 4); A. R. S. Davies (July 4); H. A. G. Comerford 
(Aug. 30); B. M. Cary (Sept. rz). 

Flg. Off. S. T. Clemens is placed on the retired list on account of 
ill-health (Sept. 12). Fit. Lt. G. M. Moore, M.C., is placed on the 
retired list at his own request (Sept. 19). The following Flg. Offs. are 
transferred to the Reserve :—CLAass A.—L. H. Ross (Sept. 32) 5Ca1Gs Me 
Anderson, D. C. Burnley, K. Maconochie, C. N. A. B. Mumby, S. M. 
Thomas (Sept. 15). C1ass B.—S. G. Newport (Sept. 12); W. W. White- 
head (Sept. 16). 

MEDICAL, BRANCH.—FIt. Lt. J. Hutchieson, M.B., is granted a perm. 
comn. in this rank ((Sept. 12) (substituted for the notification in the 
Gazette of Sept. 11). 

CHAPLAINS BRANCH.—The Rey. R. H. Horton is granted a S.S. comn. as 
a chaplain, with the relative rank of Sq. Ldr. (Sept. 13). 

MEMORANDUM.—Flg. Off. J. H. Truscott is granted permission to 
retain the rank of Flt. Lt. on retirement from the Army (June 23, 1926). 

RESERVE OF AIR FORCE OFFICERS. 

GENERAL DurTIESs BRANCH.—The following are granted comns. in Class 
AA (ii) as Plt. Offs. on probation (Sept. 3) :—R. M. Clarkson, D. H. 
Duder, R. F. G. Lea. The following Plt. Offs. are promoted to the 
rank of Flg. Off.:—J. M. H. Hoare, J. D. Williamson (Sept. 14); 
B. B. F. Russell (Sept. 17). 

The following are confirmed in rank :—Flg. Offs. on Prob.—R. P. D. 
Brailli, G. M. Cox, M.C., C. T. EB. Smith (Sept. 6). Plt. Offs. on Prob.— 
H. O’B. Howat, H. R. Turner (Sept. 5); TIT. R. Morrison (Sept. 6). 
Fit. Lt. S. H. Gaskell is transferred from Class A to Class C (Aug. 11). 

The following resign their comns. on appointment to perm. comns. 
(Sept. 10) :—Class A.A. (ii).—Flg. Off. J. F. xX. McKenna, Plt. Off. 
P. G. Thomson, Plt. Off. P. Kinsey, Plt. Off. -I,. Currie. SpEcIAL 
RESERVE.—Plt. Off. M. V. Delap. 


Appointments. 
Week ending Sept. 24. 

GENERAL DUTIES BRANCH.—Group Captain A. D. Warrington-Morris, 
£.M.G., O.B.E., to R.A.F. Depot, Uxbridge, Supernumerary, 17/9. 

Wing Commanders R. J. Mounsey, O.B.E., to R.A.F. Reception Depot, 
West Drayton, to command, 6/9. E. R. C. Nanson, D.S.C., A.F.C., 
to R.A.F. Base, Calshot, pending taking over command, I Koy = Uae, “Sy 
Tyssen, M.C., to H.M.S. Argus, for duty as Senior Air Force Officer, 
8/10. 

Squadron Leaders R. M. Bayley, D.F.C., to R.A.F. Base, Calshot, 
24/9. HE. J. P. Burling, D.S.C., D.F.C., to M.A.E.E., Felixstowe, 20/8. 
W. R. D. Acland, D.F.C., A.F.C., to Air Ministry (D.O.1.), 24/0. 
M. Thomas, D.F.C., A.F.C., to R.A.F. Cadet College, Cranwell, 1/9. 

Flight Lieutenants L. G. Le B. Croke, to R.A.F. Base, Calshot, 17/9. 
EF. S. Moulton-Barrett, to R.A.F. Base, Calshot, 17/9. ‘T. H. Newton, 
D.S.C., to No. 2 F.T.S., Digby, 14/9. F. E. Bond, to No. 41 Sqdn., 
Northolt, 17/09. 

Flying Officers C. W. Martin, to Home Aircraft Depot, Henlow, 11/9. 
M. Brunton, to No. 1o Sqdn., Upper Heyford, 30/9. F. W. Field, to 
No. 7 Sadn., Worthy Down, 10/9. C. W. Dicken, to No. 101 Sadn., 
Bircham Newton, 12/0. 

Pilot Officers W. S. C. Adams, R. A. Beynon, FE. J. Brighton, D. A. 
Craik, E. B. Grace, G. D. Hoyland, R. Jones, G. S. King, J. Lewis, 
S. S. MacKay, G. R. Montgomery, M. G. Parker and S. P, Richards, 
to No. 1 F.T.S., Netheravon, 8/9. J. F. X. McKenna, E. M. Thomas, 


September 18. 


THE RETURN OF THE CHILDREN. 


The Gloster Grebes of No. 25 (Fighter) 


R. S. Collins, P. Kinsey, P. G. Thomson, L. Currie and M. Y. 
to No. 1 F.T.S., Netheravon, on appointment to Perm. Comns. 
STORES BRANCH.—Flight Lieutenant E. V. EB. Andrewartha, to 1 
Station, Northolt, 15/09. = 
ACCOUNTANT BRaNCcH.—Flying Officer S. C. Wyatt, to No. 503 | 
Waddington, 20/9. 
CHAPLAINS BRANCH.—The Rey. R. H. Horton, to School of T.7. ( 
Manston, on appointment to a S.S. Comn., 13/9. “a 


The Far East Flight 
Sir Samuel Hoare, Secretary of State for Air, has sen 
following telegram to Group Captain H. M. Cave-Brc 
Cave, D.S.O., D.F.C., Commanding Officer, Far East F 
R.A.F., which consists of four metal Supermarine § 
ampton flying-boats each equipped with two Napier 
engines :— fe 
Warm congratulations to you and all under your command 
return to Singapore and successful achievement with four X 
of a flight of 25,000 miles, which affords convincing proof of 
ability and mobility of the flying-boat. 
The Under Secretary of State’s Grui 
The Air Ministry states that the Under-Secretary o} 


-for Air, Sir Philip Sassoon, will leave England by 


Sept. 29, to visit the R.A.F. Stations in Malta, the 
East, ‘Iraq and India. : 
The route to be followed will be Plymouth, Ma 
Naples, Athens, Cairo (whence a visit will be made 


be adopted by the R.A.F. 
ence of its capabilities on an extended cruise under y 
climatic conditions. j 
The Under-Secretary of State will spend nine days ; 
and will visit by air the Squadrons in that countr 
will leave Karachi on Oct. 24 for England in the Iris 
due at Plymouth on November 6. S 
On the return journey a visit will be made to Malta w 
will be reached via Abukir and Benghasi. ‘ ~ com 


The World’s Speed Record. 5 
The first trial of the Supermarine §.5 (Napier Lion engi 
in which Flt. Lt. D. D’A. A. Greig, R.A.F., will 
attempt on the World’s speed: record, was made on § 
when Fit. Lt. Greig spent 15 minutes taxying the 
about in the Solent off Calshot. The sea was not sm 
enough for a trial flight to be made. b 
The Air Ministry, in issuing passes to Press represe 
tives to visit the R.A.F. Station at Calshot to watch 
trials and the attempt-on the record, made the folloy 
condition :— 3 
‘The pass is issued on the distinct understanding that your repres 
tive will refrain from interviewing or speaking to Fit. 
as it is desired that he should not be harassed during his prep 
Arrangements have been made for all available information t 


obtained from the Officer Commanding the Base or from the 
the Press Section who will be present at Calshot. 

This order will perhaps act as a deterrent to thos 
representatives who are unable to realise that a Sery: 
is neither a professional jockey nor a film star. : 


Squadron lined up at Brock- 


worth Aerodrome during the Squadron’s visit to the Gloster Aircraft Company’s Works at Cheltenham. 
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ICCESS in AMERICA 


At the Air Meeting just held at Los 
Angeles, California, Mr. J. Carberry, 
in his own privately owned MOTH 
(Cirrus engine) won FIRST PRIZE 
in the Speed and Efficiency Contest 
for light aeroplanes 


In the International Air Race from 
Windsor, Ontario, to Los Angeles, 


California, a distance of 2,200 miles, 
a MOTH privately owned by a 
member of the Hamilton Aero Club 


gained second place in a big field. 


The winning machine was fitted 


with an engine of double the 
capacity of that of the Moth 


Ul particulars of the Gipsy Moth write : 


HAVILLAND AIRCRAFT CO., LTD. 


fe Lane Aerodrome, Edgware, Middlesex. 
ams ; Havilland, ’Phone, Colindale. 


Telephone : Colindale 6160—6163 


2 HAVILLAND AIRCRAFT OF 
CANADA LTD. . 


Federal Buildings, 85 Richmond Street West, 
Toronto 2, Canada. 


Telegrams; Moth, Toronto. 


AVILLAND AIRCRAFT PTY. LTD. 


iteman Street, South Melbourne, Australia. 
Telegrams : Moth, Melbourne. 


r 


| 


OT H 


_/\__ 


The many successes 
of the Moth in 
International Com- 
petition continue to 
maintain its repu- 
tation as‘‘The Best 
Light Aecroplanein 
the World” 


PeheisGck 
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READY TO FLY 
AWAY 


Streets 


\ — THE MACHINE THAT IS TEACHING THE WORLD TO FLY 
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A Fatal Accident. 

The Air Ministry regrets to announce that as the result 
of an accident at Eastchurch to a Siskin machine of the 
Armament and Gurnery School, Eastchurch, on Sept. 109, 
Flg. Off. Athal Patrick de Woulf de Wytt, the pilot and sole 
occupant of the aircraft, was killed. 


Offficers’ Leave Regulations. 

Air Ministry Orders state as regards officers arriving home 
on or after Oct. 1, 1930, on posting to home establishment, the 
existing leave rules will be modified in the following re- 
spects :— 

(i) The maximum amount of accumulated leave which may 
be taken after return to home establishment will be 91 days 
irrespective of the length of the tour of overseas duty. 

(ii) The voyage period will not be deducted from the balance 
of accumulated leave due after return to home establish- 
ment. 

(iii) It will not be a condition of the grant of accumu- 
lated leave after return to home establishment that the 
officer’s relief should not be posted until the officer’s leave 
has expired. 

The existing rules will not be substantially modified in 
other respects, and the maximum amounts of leave which 
may be granted and the maximum amounts which may be 
accumulated will not be altered. 

The substantive regulations to give effect to this decision 
will be issued in the forthcoming edition of K.R. and A.C.I. 

The question of making a parallel change in the leave 
rules for officers serving in India is under consideration. 


Long Service and Cood Conduct Medals. 
The Long Service and Good Conduct Medal has been 
awarded to the following airmen with effect from the date 
following each name :— 
S-M. Butt, W. H. (18.5.28); S-M.1. Parker, F. T. (1.3.28); S-M.1. Baker, 
G. (13.6.28); S-M.2. Bowdidge, J. S., D.C.M. (13.11.27); S-M.2. Butcher, 


CY K. (5.4.28) “S-Ma: Crane; Hi (3-0:28));)00-M 2 eendricl:, si. chs 
(30.5.28) ; S-M.2. Kent, G. A. (20.9.27); S-M.2. Lindsell, C. E. (21.6,28); 
F-S. Easterbrook, A. E., A.F.M. (1.5.27); F-S. Ford, H. A. (11.7.28); 
F-S. Garner, R. H. (10.2.28); F-S. Growcott, E. (4.3.28); F-S. Martin, 
HG. (25-3-25)58-S. ‘Moore; Je He (5.3.28)';) b-S. Nash “C. \(1453:28)); 
F-S. Rayner, W. A. (28.6.28); F-S. Size, A. (7.7.28); Sjt. (A/F-S.) Hart- 


well, F. G. (25.12.24); Sjt. Beckett, W. B. (20.8.27); Sjt. Bishop, A. A. 


(728.28) sa Sit. Chandler, a gaW.0(28!2.28))) «ple (AU/ Site) ee Alexander. G. 
(q2t0;27)h> (Cpl. ‘Cooper; SHE, SNES (1811-26) Cpl) Soles ~, (20:3.28)I5 
AC.1. McQuarrie, C. (4.10.26). 


Wing Commander Nanson. 

Wing Cdr. “BOR. (Co Nanson, D.S:C," ACEC. whose ap- 
pointment to command the R.A.F. Base at Calshot is datea 
Sept. 1, 1928, was born at Carlisle in 1883 and educated at 
Hawkshead Grammar School and in H.M.S. Conway. He 
entered the Royal Navy in 1899 and was transferred to the 
Royal Naval Reserve in 1906. He learned to fly on 2 
Maurice Farman biplane at Upavon and his Royal Aero Club 
certificate No. 651 is dated Oct. 15, 1913. In January, 1914, 
he was appointed to the Royal Flying Corps (Naval Wing) 
with the rank of Lieutenant, R.N., and served at Felixstowe 
Air Station. He was appointed Flight Lieutenant, R.N.A.S., 
in July, r914, and Flight Commander in May, Io15. 

He served with the R.N.A.S. in France from December, 
1914, to May, 1915. In February, 1916, he went to Kast 


A GLOSTER PARTY. 


Africa with the acting rank of Squadron Command 
remained there until March, 1917. He was awarded ¢ 
tinguished Service Cross in recognition of his seryic 
the East African Military Forces. The London Ga; 
June 15, 1917, states :— 

He organised his Unit with great efficiency and zeal and 
out reconnaissance work under great climatic difficulties. 

He was appointed temporary Lieutenant-Colonel, — 
in August, 1918, and Group Commander and acting 
in October, 1918. In the New Year Honours of 1919 
awarded the Air Force Cross in recognition of distin; 
services. In August, 1919, his name was removed fr 
Navy List on appointment to a permanent commis 
the R.A F. with the rank of Squadron Leader. 

In January, 1921, he was promoted to Wing Com 
and was appointed to command No. 4 Flying T 
School, Abu-Sueir, Egypt, the following May. In Apri 
he was appointed Inspector of Recruiting, R.A.F., 
September, 1926, he was posted to ‘Iraq. After a 
Station Headquarters, Hinaidi, he was posted to Ba 
command the R.A.F. Base and Stores Depot. 


THE FRENCH AIR MINISTRY. 


Following the recent decision by the French Goye 
to institute a separate Ministry to control all aero: 
activities, M. Laurent EKynac was appointed Air Min: 
or about Sept. 14, and prepared a plan for the orga: 
of the new department, which was submitted to a 
meeting on Sept. 20. 

This scheme is said to provide for the cession to t 
Ministry of powers at present exercised by the Min: 
War and the Ministry of Marine in connection w 
Army and Naval flying services, and it has aroused y 
opposition from the two Ministers concerned. The 
ferences are so acute that M. Laurent Eynac is repc 
have threatened to resign his new position. ; 

No accurate details of M. Eynac’s proposals hay 
issued, but Press reports state that they provide ~ 
control by the new Ministry not only of matériel s 
but also of the personnel of the flying services—ii 
words for a separate Air Force. 

There seems little probability that so far-reaching a 
as this in the organisation of the French Air Arm 
made in the immediate future, and the general imy 
is that the present difficulty will be overcome by 
control of personnel with the Army and the Nav 
making the new Ministry solely responsible for 
supplies to both Services. 


A CANADIAN DISAPPEARANCE. 

Sqn. Ldr. Godfrey of the Royal Canadian Air For 
recently made a flight single-handed across Canad 
Ottawa to Vancouver, began the return journey fro: 
couver with three companions in a seaplane. 

He left Peace River, Northern Alberta, on Sept. 
wes missing for a week. 

On Sept. 24 a report from Montreal announced that Sq 
Codfrev and his three companions had been found. 
seaplane had been wrecked in the Peace River in 
smoke caused by forest fires, and Sq. Ldr. Godfr 
suffered a broken leg. His three companions were un 


The pilots of No. 25 (Fighter) Squadron, R.A.F., at Brockworth, on Sept. 4. 


/ | 


MBER 26, 1928 The Aeroplane 


a= >? j a’ p> 


Z ay duo 
FCORD 
FCORD 

CROYDON TO BRUSSELS. 
OF? 200 MILES IN 78 MINUTES 
GHEIE PETRO: 


OW September 6th, Captain 

Scholefield flew from 
Croydon to Brussels—a distance 
of 200 miles—in 78 minutes, thus 
setting up a new air record for 
the journey. 


The flight was made in a Vickers- 
Vivid airplane fitted with a 
Napier XI engine. 


Shell Spirit was the fuel chosen 
by Captain Scholefield for his 
record - breaking performance. 
This Spirit has been, and is, the 
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choice of the world’s leading “%% Oy, 
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THE END 


The French light aeroplane competition organised by the 
Association Francaise Aérienne terminated at Le Bourgét on 
Sept. 21 with Herr Lusser on the Klemm monoplane (40 h.p. 
Salmson engine) as winner. 

The competition opened on Sept. 9 at Orly and up to 
Sept. 12 the competitors were involved in a series of contests 
to determine the various qualities of the machines in the way 
of performance, consumption, load-carrying qualities, etc. 
These have already been described in THE AEROPLANE but it 
may be of interest to analyse the qualities of the competitors 
who survived these tests before describing the progress of 
the Tour de France which began on Sept. 14 and ended on 
Sept. 21 with the result mentioned above. 

No 9 Klemm (40 h.p. Salmson) pilot: Herr Lusser. 


Anti-fire protection 20 pts. Protection against turn- 

Taking down and as- ing over ... ie 5 pts. 
sembling (17 mins. Unsticking (112.5 m.) ... 34 pts. 
33 SECS.) ve F 15 pts. Climb to 1,500: m. (13 . 

Starting engine (3 mins. mins. 30 secs.) Ioo pts. 
2A ESCCSs)\leces Io pts. Efficiency +. 1,077 pts. 

Dual control Io pts. a 

1,271 pts. 
No. 20 D.H. Moth (85 h.p. Gipsy) pilot: H. S. Broad. 

Accommodation for pas- Dual control we to pts. 
senger a : I5 pts. Comfort St 5 pts. 

Parachute a 5 pts. Unsticking (106 m.) 36 pts.: 

Anti-fire protection 20 pts. Climb TOwer 1, 500) mati, 

Taking down and as- (8 mins. 50 secs.) ' 128 pts. 
sembling (8 mins. 8 Efficiency ... 927 pts. 
secs.) 15 pts. — 

1,161 pts. 


No. 18 Avro Avian (85 h.p. Cirrus III) pilot: E. W. Percival. 


Accommodation for pas- Protection against turn- 


senger 15 pts. I OVER... oad 5 pts. 
Parachute ... 3 Io pts. Unsticking (139.5 m.) ... 28 pts. 
Anti-fire protection 20 pts. Climb {O) S,500uen ai. ¢ 
Taking down and as- (10 mins.) 120 pts. 

sembling (7 mins. 43 Efficiency 808 pts. 

secs.) Kee I5 pts. ——_—— 
Dual control Io pts. 1,126 pts. 


No. 25 Avro Avian (85 h.p. Cirrus III) pilot: Lady Heath. 


Accommodation for pas- Protection against turn- 


senger 15 pts. ing over ... 5 pts. 
Parachute ... 2 Io pts. Comfort a 5 pts. 
Anti-fire protection 20 pts. Unsticking (115 m.) 34 pts. 
Taking down and as- Climb Ow) 15500) I 

sembling (2 mins. 13 (10 mins. 40 secs.) 116 pts. 

secs.) I5 pts. Efficiency ... 870 pts. 
Dual control Io pts. —_— 
I,Io0o pts. 

No. 14 Albert (40 h.p. Salmson) pilot: Pierre Fisbach. 
Parachute ... sot Se 5 pts. Unsticking (116.5 m.) ... 33 pts. 
Anti-fire protection 20 pts. Climb LO. 9°14500. 321. 

Rigid wing covering ... I5 pts. (II mins. 30 secs.) 112 pts. 
Taking down and as- Efficiency ... 628 pts. 
sembling (26 mins. 41 ee 
secs.) 5 see ‘ 15 pts. 833 pts. 
Protection against turn- 

ing over ... a Fee 5 pts. 

No. 1 Caudron (40 h.p. Salmson) pilot: Maurice Finat. 
Parachute i Es 5 pts. Unsticking (91 m.) 40 pts. 
Anti-fire protection 20 pts. Climb £O% .F-500s uadils 
Starting engine (5 mins. (29 mins. 50 secs.) 2 pts. 

7 secs.) ner Io pts. Efficiency 727 pts. 
Dual control to pts. ———_— 

814 pts. - 


No. 4 Caudron (60 h.p. Salmson) pilot: M. Delmoite. 


Accommodation for pas- Unsticking (137.5 m.) ... 28 pts. 
senger 15 pts. Climb to 77 1;500) air. 
Parachites.- re Io pts. (2I mins. 30 secs.) 52 pts. 
Anti-fire protection 20 pts. Efficiency i. 575 pts. 
Engine starter 7 Io pts. ——— 
Dual control ca eas to pts. 720 pts. 
No. 10 Guerchais (50 h.p. Anzani) pilot: Pierre Lemerre. 
Accommodation for pas- Comfort os 5 pts. 
senger ‘ a5 15 pts. Unsticking (95 m.) 39 pts. 
Anti-fire protection 20 pts. Climb to 1,500 m, 
Rigid wing covering ... 15 pts. (19 mins. 20 secs.) 64 pts. 
Protection against turn- Efficiency ... 412 pts. 
ing over ... 5 pts. 
575 pts. 


No. 3 Caudron (60 h.p. Salmson) pilot: M. Massot. 


Parachute ... 508 5 pts. Unsticking (104 m.) 37 pts. - 

Anti-fire protection 20 pts. Climb to 1,500 m., 

Taking down and as- (16 mins. 30 secs.) 82 pts. 
sembling (6 mins. 45 Efficiency ... 405 pts. 
secs.) aA sas cei 15 pts. —_— 

Starting engine (3 mins. 574 pts. 
36 secs.) ... . Io pts. 


The efficiency figure was arrived at by multiplying the 
useful load carried by the speed in km.p.h. over 8 laps of 
the circuit Orly-Buc-Orly and dividing the result by the 
total fuel consumption in kgs. 

The fuel consumption was arrived at by weighing the 
whole machine fully equipped complete with pilot, fuel, 
load, etc., before and after covering the 312 km. course, the 
difference being the alleged fuel consumption, 
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OF ORLY. 


The weighing apparatus consisted of three pre 
meat scales on which the two wheels and the ft. 
rested, so that the results obtained could not, possit 
a consistently true figure for all competitors. — 

One believes that the Caudron team protested agai 
method of weighing, but in any case Vanlaere force 
during the test and was eliminated, and Delmot 
Massot retired because they saw no chances of obta 
good position in the final classification, so their prote 
availed them nothing. : : 

For taking down and assembling every competit 
allowed 30 minutes and three assistants, so that e 
was able to qualify for the full 15 points. Unfort 
from the private owner’s point of view this test was 
useless. The Klemm and the Albert had to be ta 
pieces, and in the case of the Albert, controls, petr 
lines, etc., undone, a state of affairs that not even tt 
industrious English pilot, given unlimited time and 
position to employ several skilled mechanics, would 
pared to face if he had to put his machine away in ; 
shed such as those used in this country. The merits | 
ing wings were completely ignored. 

Five points were awarded for starting the engine 
sans aide.”’ One presumes that this was intendec 
reward for those competitors who could start their 
from the. cockpit by lever, handle or button and ; 
those who at the last moment endangered their liy 
reputations by juggling with string and india-rubber 

The points awarded for Protection contre capotag 
not so much given for those’ machines that could n 
over as for those which had some protection for the 
pants during and after turning over. As no m 
actually turned over during the contest it was not fp 
to dispute the awards of the judges. 

Every competitor collected full marks for Protection 
Vincendie. Whether tanks were in the fuselage or 
centre-section the principal requiren -nt apparently 
fire-proof bulkhead, with which every self-respecting 
plane is now equipped. 

Ouly two machines were awarded points for rigi¢ 
covering—the Albert and Guercha‘s monoplanes. 
rigid covering in small machines should be consid 
merit one does not profess to know. When used | 
private owner or flying school plywood covering is 
liable to be broken in forced landings, and in rep: 
damaged wing tips, etc., in the field it is very much 
difficult to manipulate than fabric. Even if the oute 
be undamaged after a bad landing it is always more cc 
ing to be able to open, up the wing for inspection. 
fabric this is a comparatively easy procedure, wherea 
plywood its rigidity and difficulty of removal tends t 
mote faith in the unknown, an undesirable quality 
good maintenance is essential. : 

All these preliminary tests concluded on Sept. 1: 
the following day was left blank to allow all competi 
go over their machines in readiness fr the start on S 
of the Tour de France. 

On Sept. 14, after the weighing of all aircraft onct 
to check the useful load carried, M. Rouyer on M. ] 
Caudron monoplane No. 1, left Orly at 09.17 hrs. for 
on the first stage of the tour. He was followed after 
minutes by M. Lemerre, arrayed in a gent’s straw hi 
canary gloyes and accompanied by a mechanic, 1 
Guerchais cabin monoplane. At 09.23 M. Fisbach, | 
own Albert monoplane, left, but owing to a head wit 
the fear of running out of petrol, he landed at the Ca 
Mailly to refuel. In landing he struck some short f 
and damaged his tail. This damage was quickly r¢ 
and he left again for Nancy, only to have his engmle * 
down over and into a wood, with serious results 
machine, but fortunately no ill-effects to the pilot. 

Lady Heath and Mr, Percival left at 09.45 houts, 
few minutes later Herr Lusser took off, only to land 
diately after to attend to his map-case, which was not 
tioning properly. This delayed him but a few minut 

The last to depart was Mr. H. S. Broad, on the 
Moth, who, in company with Mr. Tapper, who was. 
Lady Heath’s private Moth with her spares and kit, . 
11.16 hours. ; ) 

Lady Heath and Percival were the first to arrive at * 
at 12.09 hrs., the former landing first. They were fo 
at 13.16 hrs. by Rouyer, on the only Caudron left ! 
contest and by Lemerre on the Guerchais, at 13.19 3 
Lusser on the Klemm and finally by Broad on the | 
Moth at 13.33 hrs. 

All arrivals were given a hearty reception by the : 
of the Aéro Club d. V’Est, who were responsible 
organisation of the Nancy control, and by the a 
the 21me Régiment d’Aviation, as well as by 4 arg 

(Continued on page 551.) 
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AIRCRAFT NOISES. 


By W. H. 


ing recent weeks the correspondence and indeed other 
mns of the daily Press have been largely filled with dis- 
ions of the supposedly allied subjects of speed and noise. 
speed and noise are to be found in close association 
ost aeronautical undertakings, but those concerned with 
g while they must hope for the mitigation of the noise 
unlike the majority of recent writers of letters to the 
s—equally hope for the development of still greater 


NOISE AND SPEED. 
ere is undoubtedly a connection between speed and 
-- Noise produced by machinery in motion represents 
useless dissipation of a certain amount of energy.  In- 
sing the speed of operation of a given ymechanism 
rally speaking increases the rate of this dissipation and 
uces more noise. This connection fortunately is not so 
aate and essential as to justify abandoning efforts at 
sased speeds because increased noise must result there- 


1 the contrary efforts to suppress the dissipation of 
gy in the form of noise may lead to improved efficiency 
ae mechanism, and so actively further the pursuit of 
~ased speed. Comparatively little energy however is re- 
sd to produce a very great noise, and therefore active 
ts for the suppression of noise are not often dictated by 
desire for increasing efficiency, because other and more 
yrtant types of energy loss usually afford greater oppor- 
ies of economy. The chief incentive to the suppression 
wise is the discomfort which noise produces in its 
ers, 

good deal of rubbish has lately been published on the 
ed ill-effects of noise on the human mechanism, and if 
he pronouncements of the anti-speed and noise faction 
justified the problem of producing a satisfactorily silent 
plane might be considered nearly impossible. It is how- 
suggested that relatively simple means are available for 
greatly reducing the discomforts which are at present 
ed by the noises: made by aeroplanes and incidentally 
lany other mechanisms. 

fore this problem can be attacked with much prospect of 
‘8S it is desirable to consider how and why noise causes 
mmfort and distress, and whether and how noises of differ- 
types vary in their capacity to produce these effects. 


AEROPLANE NOISES H&ARD FROM EARTH. 

‘re it may be as well to make it clear that so far very 
serious attention has been given in this country to 
cing the discomfort caused by aeroplane noises, though 
r amount of work has been done in regard to measuring 
analysing the nature of these noises and to considering 
ible methods of making aeroplanes relatively inaudible. 
work however has been directed rather to military ends 
to any direct effort to abate an admitted nuisance. 

t military purposes the noise emitted by an aeroplane 
ds a warning of its approach, and permits of fairly 
rate location of the said aeroplane even at night or when 
ther reasons it may be invisible. Provided that the note 
ted can be detected with certainty the nature of the 
‘18 of secondary importance, A machine which emitted 
a note so high in pitch as to be inaudible to the un- 
| ear, might be regarded as perfectly silent for all civil 
oses, yet would remain amenable to acoustic methods of 
ing and locating given detectors, which can be provided, 
© range of sensitivity included that inaudible note. 

€ nature of the noise as distinct from its volume how- 
has quite obviously an important effect on the degree of 
bee or discomfort which it will cause in the human 

< 
Tur ALLEcrp In, Errects or Norse. 

the correspondence already mentioned reference has con- 
usly been made to the allegation—supported, it - is 
ied, by high medical authorities—that any loud and long- 
nued noise ultimately produces physical ill-effects on 
\earer thereof. 

1S admitted that persons habitually subjected to such 
S become apparently unmindful thereof, but it is said 


SAYERS. 


that the apparent acclimatisation to noise is the result only 
of a continued process of subconscious adaptation to circum- 
stances that needs an expenditure of neryous energy, causes 
nervous strain, and eventually produces physical distress or 
illness. 

There is much evidence which goes to refute this alle- 
gation. There are few noises louder and more distressing in 
their nature to the unaccustomed hearer than those to be 
found in a boiler-shop. Yet many men work regularly in 
boiler-shops for years without signs of permanent ill-effects. 

The most nervous of subjects may be found who will sleep 
soundly by the side of a busy railway line, yet suffer sleep- 
less nights and their often devastating effects, in the event 
of a railway strike. 

After a period of working eight hours per day in the noise 
of running plant which was so loud that conversation wit)1 
those unaccustomed to the conditions was impossible, I found 
that I could sleep peacefully in that noise, but that the 
slightest unusual sound would arouse me instantly. 

Even the lifting of the latch on a door 100 ft. away would 
wake me before the lifter of the latch could open the door. 
Even the click of an instrument needle as it swung against 
the stops at the end of the scale has awoken me in these 
same conditions. 

Wuy NOISE Is DISTURBING. 

The disturbance caused to the hearer by any noise depends 
on that hearer’s personal reaction to that particular noise. 
If the noise is familiar, and can be automatically referred by 
his mind to some known and non-perturbing cause, there is 
no disturbance of a harmful nature. 

Any new and unknown noise is disturbing until it can be 
thus sub-consciously classified as unimportant. A noise that 
is expected, but unfamiliar, or familiar but at the moment 
unexpected, calls for a definite conscious effort at classifica- 
tion, and any such effort does involve some expenditure of 
nervous energy. 

Whether the noise be familiar or unfamiliar, and whether 
the hearer’s mind deals with it automatically or by conscious 
effort, there will be disturbance if it is classified as a noise 
which may not be disregarded. A clock striking and an- 
nouncing to the hearer that he has unexpectedly little time 
in which to keep a vital appointment, or to catch a train, is 
undoubtedly a disturbing noise, and produces nervous strain 
on the part of the hearer and thus in some degree may be 
harmful in its effects. 

When the noise cannot be related either by automatic or 
by conscious effort to some known cause, it will almost in- 
variably cause annoyance. When it can definitely be related 
to an event or object which the hearer dislikes or fears, the 
annoyance becomes aggravated, and if frequent or long-con- 
tinued, may lead to very serious results. 

In the early days of railways any noise that could 
be ascribed to railway operation was the cause of 
intense irritation to all those—and they were many—who dis- 
liked and feared this novel method of transport. To-day the 
appalling noises often made by railways pass almost un- 
noticed, simply because—apart from a few abnormal beings— 
fear and aversion for railway trains has died ont. 

To-day the noise made by motor-cars and aeroplanes is the 
cause of intense irritation on the part of those who dislike 
or fear these modern forms of mechanical transport. By far 
the greater part of this irritation is the direct result of that 
dislike and fear rather than of any disturbing characteristic 
of the particular noise that provokes the irritation. 


Way Motus Worry ELDERLY GENTLEMEN. 

The gentleman who is so incensed by the passage of the 
harmless necessary Moth a couple of hundred feet above his 
house is probably moved mainly by the fear—it may be con- 
scious or not—that one day one of the beastly things will fall 
on his roof, set his house on fire, and destroy him, his family 
and all his possessions. The degree of his irritation will not 
be sensibly changed by any alteration in the character and 
volume of the noise made by the passing aeroplane so long 
as that noise remains one which he can definitely ascribe to 
the object of his aversion. 
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Complete silencing of the machine would perhaps permit 
its passage to remain unnoticed, and would of course remove 
one of his ventilatable causes of complaint against aeroplanes, 
but it would not greatly assuage his annoyance at the sight 
of the passing though silent machine for so long as his fear 
of what its passage night presage remained active. 


NOISE AND THE PASSENGER. 

The annoyance and discomfort which the noises made by 
aeroplanes cause to passengers travelling by air arises from 
generally similar causes to those which affect the external 
hearer. The mitigation of this discomfort is however of much 
greater importance at the moment than is any direct effort to 
placate the fears or animosities of those on the ground. 

The discomfort of the passenger keeps potential passengers 
on the ground. Abolish or greatly reduce that discomfort, 
and you will thereby encourage the vse of air transport, 
make it more and more a commonplace method of. travel, 
and one which arouses a steadily decreasing dislike and fear 
on the part of the ordinary man. As soon as fear and dis- 
like of the aeroplane disappears as completely as fear and 
dislike of railway trains has vanished, such noises as the 
aeroplane may habitually make will be disregarded by the 
normal groundling as completely as railway noises are now. 

Though as said already the annoyance caused to passen- 
gers arises from causes generally similar to those already 
considered, there are obviously differences of detail. Pas- 
sengers may be assumed generally to have neither a hate 
nor a well-developed fear of aeroplanes in the majority of 
cases, or presumably they would not travel by them. 

Yet I am fairly convinced that the main discomfort caused 
by noise to aircraft passengers is the result of fear or appre- 
hension aroused in them by noises which neither their con- 
scious nor their subconscious powers are able to refer to 
known and reassuring causes. On this view the main reason 
why aeroplane noise has so unpleasant an effect on the pas- 
sengers’ comfort lies in the fact that it is often—or perhaps 
it should be said usually—an exceedingly irregular as well 
as an exceedingly loud noise. 

Regular members of the crew of an deroplane whose noises 
cause acute discomfort to passengers grow accustomed . to 
these noises, are able to assign them automatically to normal 
causes, and do not mind them. Yet these same members of 
the crew transferred to another type of aeroplane making 
different, and therefore unfamiliar, noises, may suffer acute 
discomfort. In just the same way the habitual driver of an 
elderly and exceedingly noisy car has been known to com- 
plain bitterly of the, to him inexplicable and disconcerting, 
noises made by a car which in fact was far more silent than 
the one to which he is accustomed. 

Incidentally it may be suggested that the records of the 
medical history of aeroplane pilots of long experience is one 
of the best proofs in existence that noise in itself—as apart 
from its effect in arousing apprehension—has no physical ill- 
effects on the human being: 


THE IMPORTANCE OF THE ERRATIC NOISE. 

If this view is correct the object to be aimed at in produc- 
ing a comfortable aeroplane is not so much that of making 
it nearly silent as that of suppressing all noises of an erratic 
and rapidly varying type, leaving only such regular sounds 
as will rapidly become familiar to, and recognised as normal 
noises by, the passenger. 

The noise of greatest volume heard in an aeroplane of 
the cabin type is largely that of the engine exhaust. 
Some authorities will hold that airscrew noises are louder 
than exhaust noises, but this is probably rather a matter 
of the sensitivity of the individual ear to different qualities of 
noise. It is difficult to see any hope of supressing either 
engine exhaust or airscrew noise except in some indefinite 
and probably far off future. 

Neither of these noises is a regular musical note. Both 
of them has a predominant note which changes in pitch 
with engine r.p.m. Both of them are accompanied by an 
assortment of overtones or harmonics which render the 
quality of the main notes less pleasant than they might be 
to the sensitive ear. In general the pitch of the overtones of 
these two classes of noise change with engine speed. Some 
of them, and particularly some of those caused by the air- 
screw, may change abruptly and discontinuously with quite 
small variations in speed, but except with an airscrew of un- 
usually bad noise characteristics, this discontinuous variation 
in note is not often very noticeable. 

Added to these are noises made by parts of the engine 
mechanism—such as valves, gears and the like. These also 
change in pitch with engine speed. 

These three classes of noise added together provide the 
major volume of the sound audible to the passenger. By 
themselves however they produce in the ordinary way a fairly 
steady roar which varies in pitch as a whole at a compara- 
tively slow rate, though it may have in it a regular beat or 
pulsation. 


To this relatively regular noise the normal healthy pass 
ger can fairly rapidly grow accustomed. 

Superimposed on this roar however there is often a ¢ 
fused jangling and clattering, relatively small in volume. | 
exceedingly irregular in both volume and quality. As 
as the ear and the mind have grown accustomed to the m: 
roar these irregular noises grow noticeable, and the he; 
is constantly disturbed by the effect which they produce 
continual and erratic succession of new noises whi 
to him to demand some reassuring explanation. It is ¢ 
automatic effort to find an acceptable explanation for a 
tinuous series of apparently new noises that causes | 
trouble. . 

Personal observations tend strongly to confirm this theo 
It has to be remembered that individuals do vary immens 
in their sensitivity and in their capacity to grow accuston 
to any given type of noise, and therefore that what may se 
a tolerable noise to one person may be insupportabl 
other, but it is believed that these differences are rat 
of degree than of kind, and that the reduction of i 
noises of the type mentioned will reduce the discomfor 
all passengers, to a greater or less extent. 


Cases IN POINT. a 
As concrete examples of the kind of improvement whict 
is possible to secure in this respect the following account 
the characteristics of two differing types of passenger-car 


aircraft, and of the relative comfort—or otherwise—of tray 
ling in them, are interesting. : 


of passengers in the cabin conversation between those fai 
accustomed ‘to aeroplane noises was so difficult that attem 
at it were abandoned. fT 

At the end of two and a-half hours in this machine Ih 
a bad headache, my ears were singing, and I felt tired out 

From the cabin windows a watch was kept on such of 1 
machine as could be seen. All the wires of the wing syst 
were seen to alternate at irregular intervals between a st: 
of relative steadiness and one of vibration which made th 
nearly invisible. Some of the wing spars between strut joi1 
and two interplane struts were behaving in a similar but | 
vigorous way. 

Parts of the engine cowling would flap intermittently. T 
exhaust pipes dithered irregularly. One steel tube strut 
the port engine mount, loaded in the middle of its leng 
by a recording revolution meter, was almost continuou: 
oscillating with varying amplitude. Its opposite num 
waggled at intervals. Water and oil connections were son 
times still, sometimes far from it. 

Fabric on the wings—mainly in the slip stream—flapp 
vigorously, and finally the cabin walls vibrated so much tt 
touching them, particularly with the head, was acutely t 
comfortable. 7 

All these moving objects were emitting noise, and no: 
of the most irregular nature. 

As against this may be set the case of a cantilever mot 
plane with a single air-cooled radial engine also of 450 h 
of a famous Continental make. During the first few minut 
of a trip in this machine, I had the impression that t 
amount of noise was nearly as great as that in the previous 
mentioned case. } 

When therefore I heard quite clearly and comprehensit 
a question in French apparently addressed to me, I thoug 
momentarily that I was “hearing things.” But it was 
hallucination.. The passenger alongside me was asking if 
knew just where we were. I did and told him without di 
culty and we continued to converse during the three lo 
of that trip without difficulty, in a language which I 1 
conversationally on an average about twice a year. When 
alighted I had no headache, no singing in the ears, and W 
as least as fresh as I could have been after three how 
drive in a comfortable car travelling over good roads. 


NOISE AND MOTION. 


From the windows of that machine the only moyemet 
that could be discovered were those of the ailerons caus 
by the pilot’s control thereof. Nothing could be seen 
dither, and there were no rattles or jangles of an irregul 
nature of any noticeable volume. P. 

A subsequent trip in a machine of the same make, simil 
general construction, but having two of the same type 
engine mounted below the wing, showed the same absen 
of distressing or disturbing noise, together with the sat 
absence of vibrating or dithering parts. Particularly not 


able was the apparent rock-like steadiness of the emg? 
mounts, cowlings and connections as contrasted with the pe 
petual movement of similar components on the biplane afo1 
mentioned. 

These—and certain other similar experiences—leave ' 


convinced that the avoidance of irregularly vibrating © 
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ponents, and of the irregular noises which they cause, will 
go very far to remove the discomfort so often felt by pas- 
sengers, and that the suppression or reductions of the main 
volume of regular engine and airscrew sound is a matter 
relatively of secondary importance. 

It is however difficult to see how this type of irregular 
vibration can be avoided with any certainty in the braced 
biplane, particularly when it is of large size and provided with 
engines mounted on the wings. 

The prospects of keeping wires steady are not very great. 
Apart from wires there are a whole series of components, 
such as spar bays and struts, relatively short, light and 
flexible, all requiring relatively little to coax them into vibra- 
tion, all of them having their own individual natural 
periodicities. There is thus provided in the structure a 
whole series of resonators, covering in the aggregate a large 
range of frequencies, together with a power plant which can 
provide a wide and varying range of oscillating impulses to 
set these resonators in motion. 


Despite the flexible nature of the components, this structy 
is rigid so far as concerns its joints, and in general ¢ 
bracing system provides a direct and nearly perfectly elas 
path for the transmission of all these engine impulses to eye 
major component of the structure. 


As against this the cantilever monoplane provides a wj 
structure relatively homogeneous, with a low natural f 
quency of oscillation requiring considerable energy to initi: 
in it motion of large amplitude, and serving rather 
provide a damper for the impulses caused by the pow 
plants than as a resonant amplifier of these impulses, 

On these grounds. quite apart trom any other of the re 
tive merits of the two types of construction, I am firmly e¢ 
vinced that braced biplanes are not satisfactory commeze 
passenger carriers. 

[The foregoing article presents purely personal opinic 
and deductions, and not the editorial views of Tur Am 
PLANE as Such.—c. G- G.] 


NEW AEROPLANES. 


The Nieuport Delage, Type 390. 


Maps sy LA Socirte Nuieuport-Astra, 48, Boulevard Astra, Issy les 


Moulineaux, Seine. 


Type.—General utility commercial biplane. 

Wincs.—Single-bay braced biplane type. There 
section, supported on four vertical struts, 
into the forward section of the fuselage, and two lower 
stub wings built into the fuselage. Top.and bottom wings 
on the same side are interchangeable and arranged so that 
strut and wire fittings may be applied to either side. Also inter- 
plane, streamline wires are of same size and length, and there- 
fore interchangeable. ‘The centre sections are on duralumin spars 
and the upper is sheet duralumin covered. Wings of moderately 
thick section, built on two spruce and three-ply box spars, with 
wooden girder ribs. Long ailerons of narrow chord (unbalanced) 
on all wings. 

FUSELAGE.—Is in two detachable sections. The forward section has as 
integral parts of it the centre section struts and spars and is 
entirely duralumin framed. »This section carries at the front 
an engine mount attached at four points and at the rear the fuselage 
proper, also attached at four points and readily removable. Inter- 
changeable rear fuselage sections for varying purposes are made. 
All are of same general construction. Immediately following the 
metal centre section is a box, serving as cabin, etc., cased in three- 
ply ‘and built on four longerons and shaped bulk heads of three- 
ply. The longerons are continued aft to the tail and are ‘rigidly 
braced by spruce struts and fabric covered over this after section. 

UNDERCARRIAGE.—Normal Vee type with rubber shock 
absorbers. : 

Tau, Unrit.—Normal monoplane type, unbalanced rudders and elevators. 
Elevators on a single through-going steel tube. Framing otherwise 
spruce. 

PowrER PLANt.—Practically any engine, air or water-cooled, of about 
200 h.p. may be fitted, such as the 180 h.p. Hispano-Suiza, 190 h.p. 
Renault, 230 h.p. Salmson, 200 hip. Lynx, etc. Nose radiators used 


is an upper central 
which are built 


cross-axle 


with water-cooled engines. Fuel tank in top centre section (160 
litres—35 gallons). 
AcCCOMMODATION.—May be fitted with a two-seater cabin, a photo- 


graphic compartment, or otherwise by modifying the detailed 
arrangement of the cabin. Pilot’s cockpit below centre section, 
cabin with side entrance door directly behind wings. 


DIMENSIONS.—Span 10.60 m. (34 ft. 6 in.), Length 8.30 m. (27 ft. 2 in.), 
Height 3.54 m. (11 ft. 7 in.), Chord 2.045 m. (6 ft. 8 in.), Gap 
2.0 in. (6 ft. 7 in.), Wing area 39 sq. m. (420 sq. ft.). 

WEIGHTS AND LoAaDINGS.—(With 180 h.p. Hispano-Suiza engine) : Weight 
empty 958 kg. (2,009 Ibs.), Fuel and oil 132 kg. (290 lbs.), Crew and 
pay load 310 kg. (682 lbs.), Normal loaded weight 1,400 kg. (3,020 
lbs.), Maximum airworthy weight 1,500 kg. (3,300 lbs.), Wing load- 
ing 36 kg./sqa. m. (7.2 lbs./sq. ft.), Power loading 7.78 kg./h.p. 
(16.8 lbs. /h.p.). ; 

PERFORMANCE.—(Varies with engine): Maximum speed 160-165 km.h. 
(99-102 m.p.h.), Minimum speed 80-85. km.h. (50-53 m.p.h.), Climb 
to 3,500 m. (11,600 ft.) in 1 hour, Ceiling 4,000 m. (13,120 ft.). 


The Nieuport Delage, Type 540. 


Mapr sy A Societe NigUPORT-ASTRA, 48, 
Moulineaux, Seine. 

Typr.—Long range passenger carrier. 

Winc.—Tapered monoplane. Entirely of duralumin. Structure of 
each wing consists of a central box-girder with detachable leading 
and trailing edges. The two wings are attached by bolting the 
central girders to a centre ‘section built into the fuselage frame. 
Ailerons of very narrow chord and great length are inset from 
wing-tips. : 

Bopy.—In detachable sections, entirely of duralumin. In front is a 
detachable engine mount. Behind this a cabin and centre-section 
unit. Each side of this is a deep box-girder with duralumin sides, 
sides are united by a double flooring skin and by the centre section 
structure. The rear section is a braced girder structure covered with 
thin sheet duralumin. 

UNDERCARRIAGE.—Split-axle type. One 
edge of the central fuselage unit. 


Boulevard Astra, Issy les 


Vee is hinged to each lower 
A telescopic strut runs fromi the 


base of each Vee to the top of the fuselage. The telescopic 
contains an oleo-pneumatic shock-absorber. 

Tau, UNrt.—Normal monoplane typé without external bracing ; 
with unbalanced control surfaces. Duralumin framing ; 
covering. 

POWER PLANT.—Engine mounts may be provided for any engine, 
or water-cooled, of 400 to 600 h.p. Droppable fuel tanks are carr 
in wings. 

AccCOMMODATION.—Side-by-side dual control seats below leading ed 
Cabin 3.6 m. x 1.55 m. x 1.8 m. (11 ft. ro in. =. 5 tt; cess 
11 in.) below centre section with seats for 8 passengers. Bagg: 
hold of 1.3 cub. metre (45 cub. ft.) below pilot’s seat. A sec 
space of 0.67 cub. metre (23 cub. ft.) is in centre section anc 
third of about 1 cub. metre (35 cub. ft.) is provided aft the cat 

DIMENSIONS.—Span 23.40 m. (77 ft.), Length 15.0 m. (49 ft 921 
Height 3.80 m. (12 ft. 6 in.), Wing area 60 sq. m. (645 sa. ft.). 

WeriIcGHts aND ILOADINGS.—(500 h.p. water-cooled engine): Weight em 
1,880 kg. (4,136 lbs.), Equipment 108 kg. (238 lbs.), Fuel and 
400 kg. (880 lbs.), Total disposable load (including crew) 1,620. 
(3,564 kg.), Loaded weight 3,500 kg. (7,700 Ibs.), Normal pay | 
800 kg. (1,760 lbs.), Wing loading 58.3 kg./sq. m. (11.9 1bs./sa. { 
Power loading 7 kg./h.p. (15.4 lbs./h.p.). 

PERFORMANCE.—Maximum speed 199 km.h. (123 m.p.h.), Landing sp 
95 km.h. (59 m.p.h.), Ceiling (absolute) 5,000 m. (16,400 ft.), Maxim 
range 1,200 km. (750 miles). 


The Nieuport Delage, Type 640. 


Mape By I,A Societe NieuporT-Astra, 48, Boulevard Astra, Issy 
Moulineaux, Seine. 

Tyrz.—Mail or passenger-carrying commercial machine. 

Winc.—Tapered cantilever monoplane, in one piece. Built on 


multiplicity of spruce stringers running from tip to tip, t 
together by a series of box ribs at 0.6 m. (2 ft.) centres and cove 
in three-ply. Four of the stringers are of extra heavy sect 
and carry fittings for attaching wing to. body. A 

Fusriact.—Built in two detachable sections. ‘The front section 1 
doubled-walled three-ply box containing pilot’s seat and cat 
To this the engine mount is fixed in front and the rear sect 
belHind. This latter is covered by a single skin of three-ply. 

Tar, Unit.—Normal monoplane type, devoid of external bracing ¢ 
with unbalanced control surfaces. Spruce framed and three- 
covered. ‘The tail-plane is adjustable in the air. 

UNDERCARRIAGE.—Split-axle type. Two Vees are hinged below 
centre line of fuselage and support the axles. A third strut 
each side runs in a sliding fitting on the side of the body. Rubt 
ring shock absorbers are fitted to this slide. 

PowreR Prant.—Any air-cooled radial of 200-300 h.p. may be fitted 
providing a suitable engine mount. Two tanks, with jetti 
valves, are fitted in the wing. Oil tanks are carried on the eng 
mount. 

ACCOMMODATION.—Enclosed cockpit with dual controls below lead 
edge of wing. Behind is a cabin 1.95 m. x 130 Mm. * 1.14 
(6 ft. 5 in. x q ft. qt in. x 3 ft. 9 in.) partitioned from, but w 
door to, pilot’s cockpit. Four seats are fitted. A door is provi\ 
on the port side. A baggage compartment of 1.3 cub. metres 
cub. ft.) with a separate door is provided aft the cabin. 
compartment will at need take a stretcher and patient. : 

DIMENSIONS.—Span 15.40 m. (50 ft. 7 in.), Length 9.45 m. (29 it 4? 
Height 3.19 m. (10 ft. 6 in.), Wing area 30.9 sq. m. (334 Sd | 

WEIGHTS AND LOADINGS.—Weight empty 1,050 kg. (2,310 lbs.), Fuel 
kg. (440 Ibs.), Total disposable load zoo kg. (1,540 lbs.) (crew 
cluded), Loaded weight 1,750 kg. (3,850 Ibs.), Wing loading | 
kg./sq. m. (11.5 Ibs./sq. ft.), Power loading (230 h.p.) 7.6 kg./] 
(16.7. lbs. /h.p.). 

PERFORMANCE.—(250 h.p. Worraine-Dietrich radial) : Maximum §? 
205 km./h. (127 m.p.h.), Landing speed 88 km.h. (55 m.p.h.), Cli 
to 1,000 m. (3,280 ft.), 5} mins., Ceiling 5,500 m. (18,080 ft.). 


The Paulhan-Pillard Seaplane, Type &.5- 
] 


Mabe BY I,A SOCIETE PROVENCALE DE CONSTRUCTIONS AERONAUTIQUE, 3) 
Montalivet, Paris. 

Typr.—Multi-engine civil flying-boat. 

Wincs.—Semi-cantilever high-wing monoplane. 


High tensile § 


SJ 


‘TEMBER 26, 1928 Aeronautical Engineering — suprtement to Tan Amonane) 53 


ee 


The Boulton & Paul “Partridge” single 
seater fighter of all-metal construction. 


Boulton & Paul All-metal ‘“Sidestrand” 
Day Bomber. Chosen recently after exhaus- 


tive tests as a Royal Air Force Service 
Machine. 


BOULTON & PAUL LTD 
Pees NORWICH 28a 


| LONDON OFFICE: 135-137, Queen Victoria St., E.C.4 


‘Telegrams: ‘Boutique Cent, London.” Telephone: Central 4642. 
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The Paulhan-Pillard Flying-boat Type E.5 


spars and duralumin ribs. The wings are supported above the 
central hull by vertical struts and by a triangulated system of 
tubular bracing connecting hull, two lateral floats and the wings. 

Hvi.—Entirely of duralumin, with slab sides and a very slight Vee 
bottom. 

Tat. UNit.—Normal monoplane type, with tail-plane carried above the 
hull on a fin built up integral with the hull. Control surfaces 
unbalanced. 

ALIGHTING GEAR.—Consists of central hull and two large side floats 
carried fairly close in to central hull. ‘These are tied to the 
main hull by horizontal, and to the wing centre section and outer 


sections by inclined struts. Auxiliary floats of duralumin. Struts 
of high tensile steel. 

PowER PLANT.—Three direct-drive Jupiter engines (420 h.p. each) 
mounted on leading edge of wing, driving tractor airscrews. Fuel 


and oil tanks in wings. A passage way through the wing provides 
access to all power plant accessories. A starting engine (gas starter 
type presumably) is fitted in the hull and may be used to drive 
a generator for wireless, etc., purposes. 

AccCOMMODATION.—Mooring, etc., cockpit in extreme bow of hull. Pilot’s 
cockpit below leading edge of wing. ‘The space between bow cock- 
pit and pilot’s cockpit, and behind pilot below wing, may be used 
to provide passenger or goods space. (From illustrations available 
the machine appears to have been built originally for naval recon- 
naissance and is provided with a gun position far aft along the 
hull.) 

DIMENSIONS.—Span 28.15 m. (92 ft. 6 in.), Length 18.70 m. (61 ft. 10 
in.), Height 4.15 m. (13 ft. 7 in.), Wing area 140 sq. m. (1,510 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight loaded 8,500 kg. (18,700 lbs.), Wing 
loading 60.7 kg./sq. m. (12.4 lbs./sq. ft.), Power loading 6.7 kg./ 
h.p. (14.9 lbs./h.p.). 

PERFORMANCE.—Maximum speed 200 km.h. (124 m.p.h.), Climb to 2,500 
m. (8,200 ft.) 16 mins., Range with 1,500 kg. (3,300 lbs.) pay load, 
I,o0o0 km. (620 miles). 


The Paulhan-Pillard Seaplane, Type TS3-BN.4. 


MADE By J,A SOCIETE PROVENCALE DE CONSTRUCTIONS AERONAUTIQUE, 3, Rue 
Montalivet, Paris. 

Type.—Coastal defence bomb or torpedo carrying seaplane. 

WinGs.—Low wing cantilever monoplane. Metal construction generally 
similar to the Tyné E.5 of same make. 

FUusELAGE.—Rectangular section, sheet-metal covered. 


The Paulhan-Pillard Seaplane Type T3-BN.4 (two geared Jupiter engines). 


(three Jupiter engines 420 h.p. each). 


ALIGHTING GEAR.—Twin floats, of single step long type, with mar! 
Vee bottoms and turtle-back decks carried from wing by two ; 
of streamlined trousers and by diagonal struts up to fuselage, 

Tain Unit.—Normal monoplane type. Control surfaces unbalance 

POWER PLANT.—Iwo geared Jupiter engines, 480 h.p. each, on lead 
edge of wing above floats. 

ACCOMMODATION.—Gunner and bomber’s position in a semi-circt 
pulpit-like projection from the nose of the fuselage. Open pil 
cockpit above leading edge of wing. Aft gun ring position n 
way between wing and tail. 

DIMENSIONS.—Span 27.45 m.- (go ft.), Length 17.10 m. (56 ft.), Hei 
4.10 m. (13 ft: 6 in.), Wing area 123 sq.-m. (1,325 Sd. atyam 
WEIGHTS AND IoapINGS.—lLoaded weight 6,800 kg. (14,960 Ibs.), W 

loading 55.2 kg./sq. m. (11.3 lbs./sa. ft.), Power loading 71 k 
h.p. (15.6 lbs./h.p.). 
PERFORMANCE.—No data available. 


The Raab-Katzenstein 9 Grasmucke. 


MADE BY THE RAAB-KATZENSTEIN-WERKE G.M.B.H., Cassel. Sporting t 


seater. 


WiNnGs.—Cantilever biplane. ~Top wing greater span than _bott 
Parallel chord both wings. One pair N interplane struts 
side. Horn-balanced ailerons on top only. Wooden frame. 

FUSELAGE.—Rectangular section, welded steel tube frame. 


UNDERCARRIAGE.—Cross-axle Vee type, with axles hinged centrally 
cabane below fuselage. Rubber cord springing. 


Tai, Unit.—Normal monopiane type. Timber framed. : 
Power P.iant.—Three-cylinder Anzani, 35 h.p. Petrol tank 42 lit 
(9 galls.) in top wing. : 
ACCOMMODATION.—Two open cockpits in tandem, one below and | 

behind top wing. . 

DIMENSIONS.—Span (top) 8.96 m. (29 ft. 5 in.), (bottom), 8.06 
(26 ft. 5 in.), Length 6.85 m. (22 ft. 6 in.), Height 2.3 m. (7 ft. 7 ii 
Wing area 19.64 sq. m. (212 sq. ft.). 

WEIGHTS AND LoapInGs.—Weight empty 250 kg. (550 Ibs.), Ft 
loaded 450 kg. (990 lbs.), Wing loading 22.9 kg./sq. m. ( 
lbs./ sq. ft.), Power loading 12.8 kg./h.p. (28.2 Ibs./h.p.). | 

PERFORMANCE.—Maximum speed rro km.h. (69 m.p.h.), Minimum sp 
4o km.h. (25 m.p.h.), Climb to 1,000 m. (3,280 ft.) 13 mimns., Ceil 
3,60¢ m. (11,800 ft.), 
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Stand 137, Halle I de “ILA.” 


ROHRBACH Metall-Flugzeugbau G.m.b.H. 
Berlin N 65. 
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ORLY (FRANCE) LIG 


An ‘‘AVIAN” LIGHT AE 
of 85/95 h.p. and flown by Capt. I 
to gain full points in the eight days R 


85/95 h.p. ‘‘ CIRRUS” Mark III. 


We have received the following telegram from ( 


*“ AIRDISCO LONDON — (CI 
COMPETITION STOP ONLY £PASSENGE 
RELIABILITY TOUR STOP ALSO 


CLASSIFICATION KLEMM FIRST MY 
CIRRUS THREE AVIAN OF LADY HE 
We are exhibiting at the 
BERLIN EXHIBITION, 


STAND: NO." 54, The International Light Aeroplar 
BAEC NOar every possible test for such Aircraft, incl 
fire protection, starting up, visibility, comf 
day reliability tour round France. 


The ‘‘CIRRUS” MARK III en 
tests, but we draw particular attention | 


without losing a single point. 


The vital quality for an A 
Orly Competition once again prov 
degree in | 


“CIRRU 


ADC 


Capt. E. W..PERCIVAL, 2nd Place and 
Cables : } 
LADY S. HEATH, Ath Blaceat Orly “‘Airdisco, London.” 89, KI! 
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ANE COMPETITION. 


1a ‘“*CIRRUS” MARK III engine 


1e only passenger carrying machine 


eC. 


75/ 0 h.p. ‘ CIRRUS” Mark II. 


XFORMED PERFECTLY THROUGHOUT 
HINE TO GAIN FULL POINTS ON 

ON TOUR STOP IN FINAL 
IAN SECOND GIPSY MOTH THIRD 
'RCIVAL.” 


We are exhibiting at the 
BERLIN EXHIBITION, 
STAND NO. 54, 
HALL NO. 2. 


ist concluded at Orly (FrRANcE) comprised 
mbing, landing, passenger accommodation, 
weight carrying, and ended with an eight 


\ 


2ctly”’ throughout these many and varied 
_it became a question of reliability, a 


‘0 complete the eight day tour of France 


: Reliability and the result of the 


lity is inherent to an unequalled 


GINES” 


| 
| 


Lt. 


| W.2 Telovhione Capt. E. W. PERCIVAL “taking off” on 
i. Holborni4076, his ‘‘CIRRUS-AVIAN” at ORLY. 
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POLISH LIGHT AEROPLANES. = 


The Cywinski monoplane. 


Six light aeroplanes of Polish design and construction took 
part in a competition organised by the Council of the Aerial 
Defence League of Poland at the beginning of October, 1927. 
Two other Polish light aeroplanes were present at the meeting 
but did not compete. 


All these machines were designed either by students or 
by amateurs. All flew, and none suffered accidents, though 
forced landings seem to have been frequent. Such informa- 
tion as is available concerning these machines follows. 


DRZEWIECKI.—Designed by I. J. Drzewiecki, of the Warsaw Poly 
technic School, and built in the school workshops. Tandem two- 
seater low-wing monoplane, strut braced. 45 h.p. Anzani engine 
Span 9.7 m. (31 ft. 9 in.), Length 5.95 m. (19 ft. 6 in.), Wing area 
13.5 SQ. m. (146 sq. ft.), Weight empty 330 kg. (726 lbs.), Weight 
loaded 427 kg. (940 lbs.), Speed over 190 km. course (118 m.) 
116.5 km.h. (73 m.p.h.), Climb 2,200 m. (7,250 ft.)-in 30 mins. (First 
prize.) 

CYWINSKI.—Designed by Ing. S. Cywinski, built at Biala Podalski 

Aircraft Works. ‘Tandem two-seater parasol monoplane, gtrut 

braced. 60 h.p. Walter engine. Span 9.7 m. (31 ft. gin.), Length 

6.9 m. (22 ft. 7 in), Wing area 15.3 sq. m. (164 sq. ft.), Weight 

empty 352 kg. (775 lbs.), Weight loaded 659 kg. (1,450 lbs.), Speed 


over 190 km. 122.5 km.h. (76 m.p.h.), Climb 1,700 m. (5,600 ft.) 
in 30 mins. (Second prize.) 
KOzLOWSKI.—Designed and built by W. Kozlowski, of Kalisz. Tandem 


two-seater, low-wing, cantilever monoplane. 45 h.p. Anzani engine. 
Span 9.3 m. (30 ft. 4 in.), Length 6.1 m. (20 ft. o in.), Wing area 
14.2 Sq. m. (154 sq. ft.), Weight empty 337 kg. (742 lbs.), Weight 
loaded 455 kg. (1,005 lbs.), Climb 1,900 m. (6,200 ft.) in 30 mins. 
(Third prize.) 

WIGURA AND ROGALSKI.—Designed by M.M. Wigura and Rogalski, of 
Warsaw Polytechnic College, built in college workshops. Tandem 


two-seater, parasol monoplane, strut braced with swept-back wings. 
Span 10.0 m. (32 ft. 9 in.), Length 5.95 m. 


45 h.p. Anzani engine. 


The Skraby biplane. 


NEW AIRSHIP. 


The Zeppelin LZ127. 


Burt sy THE LUrFrscHirrgAU ZEPPELIN G.M.B.H., Friedrichshafen. 
Designed for passenger and mail service on long distance routes. 
The ship was to be used on the route between Seville and the 
Argentine intended to be opened this year. 


Huui.—Of streamline form, free from parallel section. Main frames 
are 28-sided polygons spaced 15.0 metres apart with two auxiliary 
frames between each main frame. Main frames are both wire 
braced in their own plane and king-post trussed. Both frame and 
longitudinal girders are of triangular section, but with circular 
section booms in place of the original Zeppelin open angle-section. 
The four bottom sides of each polygonal frame are reinforced by a 
keel framing system. 


POWER. PLANT.—Five Maybach engines, Type VI..2, each of 530 h.p., 
directly coupled to'airscrews, are fitted each in a separate gondola. 
These are arranged in two pairs of two abreast, and one well 
aft on the centre line of the ship. The engines are arranged to 
run on both petrol and on a special gas fuel. Petrol is carried 
in a relatively small quantity and may be used as emergency 
ballast. The fuel gas—which is a hydro-carbon of approximately 


The Medwecki monoplane. of 


(164 sq. ft.), Weight « 
352 kg. (775 lbs.), Weight loaded 547 kg. (z,204 Ibs.). 


(19 ft. 6 in.), Wing area 15.3 sq. m. 
SKRABY.—Designed by B. Skraby. Built by Warsaw Aircraft Y 
Tandem two-seater, equal-winged, staggered biplane. 

“Spad”-like. 45 h.p. Anzani engine. Span 7.5 m. (24 ft. ; 
Length 5.3 m. (17 ft. 3 in.), Wing area 16.509-m. (176 sq. ft.), Vi 
empty 325 kg. (715 lbs.), Weight loaded 493 kg. (1,080 
Climb 1,000 m. (3,280 ft.) in 30 mins, _ ; 

DzIALOWSKI.—Designed and built by M.M. S. and M. Dzialowski, 
and mechanic of the Polish Military air service at Cr 
Single-seater, parasol monoplane, strut braced. 45 hp. A 
engine. Span 8.4 m. (27 ft. 6 in.), Length 5:5 meee 2 
Wing area 12 sq. m. (129 sq. ft.), Weight empty 293 kg. (645 
Weight loaded 420 kg. (926 lbs.), Climb 2,000 m. in 30 mins. 

MEDWECKI.—Built by Samolot. Works, Poznan. Two-seater tai 
parasol, monoplane, strut braced. 35 h.p. Anzani engine. 
11.0 m. (36 ft. o in.), Length 7.0 m. (23 ft. o in.), Wing are 
sq. m. (176 sq. ft.), Weight empty 291 kg. (642 lbs.), Weight 1 
365 kg. (782 lbs.). (Non-competitor.) 

ZALEWSKI.—Designed and built by M. W. Zalewski at his wor! 
at Milanowek, near Warsaw. Single-seater, wire braced, monc 


with skid and wheel undercarriage. Like 1914 Deperduss 
appearance. Zalewski engine. No data _ available. 
competitor.) 


ee Oe ee 
The Dzialowski monoplane. | 
. ae & ‘ 


4 | 

the same density as air—is carried in special gas-bags in the 
section of the ship’s gas-space. As this fuel is consumed 
displaced by air and there is consequently little or no chan 
the gross weight of the ship, and therefore ne need to val’ 
otherwise get rid of—hydrogen to maintain equilibrium. 
AccomMopatTIon.—A front gondola, rigidly attached to the malt) 
framing, contains the navigating and control positions and 4 
modation for passengers. The extreme nose of this gondol: 
tains the control position. Behind this is the navigator’s 
and a separate wireless compartment. Behind this is the 
senger saloon and dining room (5 m. square) and ten d 
berthed sleeping compartments. Accommodation for the cté\, 
provisions, goods, mail, etc., are provided inside the keel-fri! 

of the hull. ee 
DIMENSIONS.—Length over all 235 m. (772 ft.), Maximum diame. 
hull 30.5 m. (100 ft.), Maximum height over all 33.5 ™. (1 
Form ratio (length dia.) 7.7, Cubic capacity 105,000 a 
(3,710,000 cub. ft.). ¥ 
Loap Capacity.—Gross lift 111,000 kg. (107 tons), Designed ad 
15,000 kg. (15 tons), with crew of 26 and fuel for 10,000 = 
miles) at 110 km.h. (68 m.p.h.), Maximum speed 128 km. 
m.p.h.). 


‘ 
’ 
i 
: 
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HAWKER AIRCRAFT 


““Aeroblane"' Photograbh. 


The Hawker ‘‘ Hawfinch” is a new single-seater machine 

for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

| metal construction, thereby facilitating production and 
reducing maintenance problems. 


EHR Hs.G: 
HAWKER ENGINEERING CoO., LTD. 


Specialists in Military Aircraft. 


Works: KINGSTON. 
\erodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cables: HAWKER, KINGSTON. 


KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 
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NEW ENGINES. 


The Le Blond 40 h.p. engine. 
The Le Blond Engines. 


MaDe sy THE LE BLOND AIRCRAFT ENGINE Co., Cincinatti, Ohio. 


Type.—Three (‘Forty’), and five (‘Sixty’) and seven (‘ Ninety ’’) 
cylinder air-cooled radials for light civil aircraft. 

CYLINDERS.—Bore 4% in. (105 m/m.), Stroke 334 in. (95 m/m.). Nickel- 
iron castings with integral heads. Two inclined overhead valves 
per cylinder. 

Pistons.—Aluminium alloy castings, with three rings above gudgeon 
pin. Gudgeon pin floats in piston and little end. 

CONNECTING Rops.—Master rod has a split big end with white feral 
direct on steel. Wrist pins locked in big ends. Both ends of 
auxiliary rods bronze-bushed. All rods H section. 

CRANKSHAFT.—Single-throw one-piece type, very short and stiff, with 
bronze counterbalance weights. Runs on two ball bearings, the 
front one serving as both journal and thrust bearing. 

CRANKCASE.—Barrel type aluminium alloy casting with a transverse 
bulkhead which supports rear crankshaft bearing, and parti- 
tions off auxiliary gear chamber. This bulkhead forms front wall 

of an annular induction chamber. 


The Le Blond 90 h.p. engine. 


VALVE GEAR.—Cam gear drive shaft floats in end of crankeeiamt 


driven by two keys which can only be inserted in ¢ 
timing position. This shaft is» supported in a plain beari' 
the rear cover of the crankcase, and passes into a gear-box 
rear of that cover. A spur gear drives a lay-shaft, which 

back through the cover and drives a single-row cam-disk 
runs on the primary drive shaft in bronze bushings. Two 
at one-fourth engine speed are used on the three a 
cams at one-sixth engine speed on the five cylinder, an 
cams at one-eighth engine speed on the seven cylinder 1 
Cast-iron tappet-rod guides passed into the rear compartm 
the crankcase carry roller tappet rods and the valves are op 
through push rods and rocker arms. Walve springs and : 

bearings are enclosed. 


CARBURATION.—One Zenith concentric float carburetter, with a! 


control supplies gas to the induction chamber through a 
jacketted passage. Mixture is led through radial pipes to! 
valves. 


IGNITION.—Two Scintilla magnetos, one on each side of rear ¢ 


Two views of the Le Blond 60 h.p. engine. 
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As in Motoring, Motor-cycling, Cycling 
and Commercial Transport 


“‘DUNLOP 


is aname synonymous with satisfac- 
tion. Dunlop Tyres have proved their 
reliability and Dunlop Aeroplane 
Tyres, on Dunlop Wheels and well- 
base rims, are approved by the Air 
Ministry for use by the 


ROYAL AIR FORCE 


DUNLOP RUBBER COMPANY LIMITED 
FORT DUNLOP “ - BIRMINGHAM 
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case cover, 
centre. 

Lurrication.—Normal dry-sump type. A duplex gear-type pump, re- 
movable as a unit, is carried below gearcase at rear of engine. 

DIMENSIONS.—Overall diameter, all models, 323 in. (0.832 m.), Over- 


driven by a transverse lay-shaft above crankshaft 


all lengths ‘Forty ” (3-cylinder) 21.94 in. (0.556 m.), ‘‘ Sixty ” 
(5-cylinder) 21.56 in. (0.547 m.), ‘‘ Ninety ” (7-cylinder) 22.25 in. 
(0.565 ™m.). 

WEIGHTS AND OvutpuTs.—“ Forty ” (3-cylinder) 4o h.p. at 1,900 r.p.m. 


for 168 lbs. (75.6 kg.), ‘“ Sixty ” (5-cylinder) 60 h.p. at 1,800 r.p.m. 
for 210 lbs. (96 kg.), ‘ Ninety ” (7-cylinder) 90 h.p. at 1,850 r.p.m. 
for 250 Ibs. (114 kg.). 

FUEL CONSUMPTION.—All models 0.55 lbs. (0.25 kg.) per h.p. hour at 
rated output. 


The Warner Scarab. 


MADE BY THE WARNER AIRCRAFT CORPN., Detroit, Mich., U.S.A. 
Typeé.—Five-cylinder air-cooled radial for light civil aircraft. 
CYLINDERS.—4% in. (108 m/m.) Bore, 4% in. (108 m/m.) Stroke, 5.2 
Compression. Steel sleeves (open-ended) with bolted-on aluminium 
heads. Two inclined overhead valves with ports facing sideways. 
PisTONS.—Die-cast aluminium alloy. 


CONNECTING Rops.—Master rod with split big end. Wrist pins 4; 
in auxiliary rods and floating in master rod flanges. 

CRANKSHAFT.—Single-throw single-piece type. 

CRANKCASE.—Split on cylinder centre line. Front cover integral y 
front casting, and an annular induction chamber is integral y 
the rear casting. All accessory drives in rear of crankcase, , 

VALVE GEAR.—Two four-lobe cam rings epicyclically driven at %-eng 
speed. Valves operated by push rods and overhead rockers— 
totally enclosed. F 

CARBURATION.—One Stromberg NASs5A carburettor exhaust-heated loy 
rear of crankcase supplies induction chamber and thence it 
valves via radial induction pipes. : 

IGNITION.—Two Scintilla magnetos, mounted askew on rear of cra 
case, supply two plugs fore and aft on each cylinder. 

LUBRICATION.—Normal dry-sump system. No data as to pump arran 
ment. z ; 

AUXILIARY GEAR.—No details available. : 

DIMENSIONS.—Overall diameter 35% in. (0.90 m.), Overall length - 
in. (0.698 m.), Diameter of mounting circle 17 in. (0.432 m.). 

WEIGHT.—270 lbs. (125 kg.). 

PERFORMANCE.—Normal output 110 h.p. at 1,850 r.p.m. Fuel consu! 
tion 9.3 U.S.=7.75 Imp. gallons (35 litres) per hour. 


NEW TECHNICAL LITERATURE. 


The Aeronautical Research Committee.* 


Reports and Memoranda No. 1114.—“ Chart for the Calculation of Air- 
screw Thrust and Torque Coefficients.’ By J. D. Coales, D.Sc. 
Price 6d. net. 

This report gives a series of charts which provide graphical means 
of solving the equations needed for the computation of airscrew 
characteristics. The theoretical basis of the charts and methods of 
using them are explained. 

R. & M. No. 1115.—% The Importance of ‘Stream-lining’ in Relation 
to Performance.” By Prof. B. M. Jones, M.A., A.F.C. Price gd. net. 

A very general consideration of the way in which power is dis- 
sipated during the flight of an aeroplane leads to the conclusion that 
if power were expended only in climbing, overcoming induced drag 
and skin friction considerably less horse-power than is actually re- 
quired would be necessary for a given performance. The extra power 
actually required must be dissipated as a result of turbulent or non- 
streamline flow. 

An elementary analysis shows that if these turbulence losses were 
‘avoided aircraft could fly at their present speeds with between one-third 
and one-half the present horse-power, or reach from 1.7 to 1.2 times 
their actual speed with the same power and that correspondingly im- 
proved results in climb could be attained. 

The author suggests certain specific lines of experiment as 9 
sible method of discovering means of avoiding the present 
turbulence losses. 

R. & M. No. 1119.—‘‘ Model Experiments with Rear Slots and Flaps 
on Aerofoils R.A.F.31 and R.A.F.26.” By H. B. Irving, B.Sc., 
A. S. Batson, B.Sc., and A. L. Maidens. Price 6d. net. 

Provides data as to lift coefficients obtained on these aerofoils with 
front and rear slots and flaps for various flap positions, including the 
effects of varying the position of the nose of the rear flap. 

R. & M. No. 1120.—‘ Analysis of Experiments on an Airscrew in 
Various Positions within the Nose of a Tractor Bods.” By 
Crs ON. “Lock, (MwA. o> Price 1s... net. 

A mathematical analysis of the experiments already reported (R. 
& M. No. 1030) on the performance of an airscrew in various positions 
on a tractor body. (The boss of the screw was enclosed in a spinner 
which conformed to the body lines and by changing the spinner both 
the form of body and the relative distance of airscrew from nose were 
changed.) The analysis is directed toward separating out the effect 
on the airscrew performance caused by the presence of the body, 
the effect of increased body drag caused by slipstream, and the effect 
of the airscrew in ‘spoiling’? the flow past the body and _ setting 
up turbulence. It is concluded that the first effect is small, the 
second is calculable with reasonable accuracy by a formula suggested, 
and that the turbulence effect may vary within fairly wide limits, 
but does not account for more than a very small proportion of the 
total drag of a normal machine and can be estimated with sufficient 
accuracy for practical purposes. 

Re Ot Vien eNO. 1121.—*‘ The Experimental 
Trajectory of Aircraft Bombs.’’ By H. E. 
Price 1s. 6d. net. 

An account of the work carried out during the War to provide such 
data concerning the path of a bomb dropped from an aeroplane as was 
necessary for accurate bomb-sighting. An approximate method of 
solving the equations of motion for the path of a particle whose 
resistance varies as the square of velocity was devised and is given in 
the report. It was then necessary to discover if a real bomb behaved 
sufficiently like a particle for this solution to be applicable and ex- 
periments which gave an affirmative answer to this question are 
described. Other experiments bearing on the motion of a bomb after 
striking the water are described. 

The solutions to the equations of motion of a particle with resist- 
ance proportional to V? should be of value in many aeronautical 
problems other than those concerning bombs. 

R. & M. No. 1122.—‘ Lift and Drag of Three Model Aeroplanes. 
Comparative Tests in Atmospheric and Variable Density Tunnels 
at the Same Reynolds Number.” By H. C. H. Townend, B.Sc. 
Price 6d. net. 

Tests made in the variable density wind channel of the American 
National Advisory Committee for Aeronautics on three model biplanes 
supplied by the N.P.L. showed a very satisfactory agreement between 
the model tests at high density and British flight tests at full scale 
on machines having the same wing sections as the models, in regard 
to lift coefficient (N.A.C.A. Report No. 279). ‘ 


pos- 
large 


Determination of the 
Wimperis, C.B.E., M.A. 


Committee can be 
Cannon House, Pilgrim 


* All Publications of the Aeronautical Research 
supplied by ‘Tur AEROPLANE Book Dept., 
Street, H.C.4. 


On the return of the models from America they were re-tested 
one of the 7 ft. tunnels of the N.P.I.. at the same Reynolds number 
that used in the atmospheric pressure tests in America to disc 
if any discrepancies due to characteristics of tunnels, or ‘method: 
measurement existed. 

Such discrepancies as were found of this type appear to be 
smiall magnitude compared to those caused by scale effect, and 
result of the tests throws no doubt on the reliability of the vari: 
density tunnel method of securing correct full-scale data. 


R. & M. No. 1123.—‘ Wind Tunnel Tests with High Tip-Speed 
Screws. The Characteristics of Bi-Convex No. 2 Aerofoil Sec 
at High Speeds.” By G. P. Douglas, D.Sc., and Weec. 
Perring, R.N.C. Price gd. net. 

Describes tests made on airscrews with a sharp-edged bi-convex b! 
section at tip-speeds up to 1.3 times the velocity of sound. The u: 
phenomena of a slight rise in lift coefficient with speed up 
speeds between .6 and .7 of the speed of sound and a rapid fall th 


after, and a drag coefficient which increases rapidly after .6 of 
speed of sound. é 


The National Advisory Committee for 
Aeronautics, U,S.A. 


Report No. 269.—‘ Air Force Tests of Sperry Messenger Model ‘1 
Six Sets of Wings.’ By J. M. Shoemaker. 


Report of tests made in the variable density tunnel of a m 
Sperry Messenger fitted with wings of R.A.F.15, U.S.A.5, U.S./ 
U.S.A.35B, Clark Y and Géttingen 387. Tests of all were mad 
various pressures ranging from 1 to 20 atmospheres, the latter 
responding approximately to full-size scale-effect. 

All the wings showed a marked decrease in drag and all 
Gottingen 387 a notable increase in maximum lift with increa: 
pressure. Assuming, as seems to be the case, that the high pres: 
conditions accurately simulates full-scale conditions, the low pres: 
tests of both model and of wings alone are shown to be very mislead 


Report No. 270.—‘ The Measurement of Pressure through Tube: 
Pressure Plotting Tests.’ By P. E. Hemke. 


Records tests made to determine the error in pressure plottings cat 
by using small tubes to connect orifices on the surface of aircraft \ 
pressure indicating instruments. The results show a time lag 
a change of magnitude in the pressures thus recorded. Under | 
ditions of full size test on aeroplanes these errors are so small 
to be of negligible importance. The change in magnitude is in 
direction of recording pressure higher than the actual pressures, 
may amount to a maximum of 5 per cent in exceptional cases. 


Report No. 271.—% Pressure Distribution Tests on P.W.9 Wing Mo 
Showing Effects of Biplane Interference.” By A. ]. Fairbanks 


Records tests made on model wings and tail surfaces of the P. 
pursuit machine in a normal wind channel. Models of each v 
were tested both individually and in their correct biplane relation 

The results show that the effect of biplane interference is P 
tically confined to the lower surface of upper wing and the uJ 
surface of lower wing, and that the overhang of the upper wins 
not greatly affected by the presence of the lower wing. 

It was .also found that a slight wash in of the cut down ce: 
section of the upper wing would compensate for the reduced cho 
so long as the aerofoil section was not mutilated—and prevent a 1: 
drop in normal force over this section. : 


Report No. 272.—“ The Relative Performance Obtained with Sev 
Methods of Control of an Over-compressed Engine Using G 
line.’ By A. W. Gardiner and W. E. Wheden. 

Report of an investigation of three alternative methods of kee] 
detonation within permissible limits on an engine with high c 
pression. The three methods were (a) throttling, (b) maintaining 
throttle, but greatly retarding ignition, (c) varying inlet timing 
reduce effective compression. 

Tests were made on a variable compression engine and the 
consumption and power output with 80 per cent. benzol, 20 per ¢ 
petrol at 4.7 compression were used as a standard of comparison. 

Method (a), throttling, gave a decrease of 39 per cent. in pO 
and a markedly smaller fuel consumption than the stan¢ 
compression. Method (b), retarding ignition, maintained practic 
constant output and fuel consumption’ independently of compress 
The ignition advance had to be reduced from 30° at 4.7 to 3° at 
compression. Exhaust temperature and heat loss to water jack 
and explosion pressure remained normal at the higher compress! 
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Method (c) gave a loss of about 25 per cent. in output and a marked 
increase in fuel consumption at the higher compression ratio. 

It is concluded that retarding of the ignition is the most satis- 
factory service method of controlling a super-compressed petrol engine 
at low altitudes. 


Report No. 273.—‘‘ Wind Tunnel Tests on Auto Rotation and the 
*Flat Spin”? By M. Knight. 

See AERONAUTICAL ENGINEERING, Mar. 28, page 434 (Technical 

Abstracts). 


Report No. 274.—“ The N.A.C.A. Photographic Apparatus for Studying 
Fuel Sprays from Oil Engine Injection Valves and Test Results 
from Various Researches.’ By E. G. Beardsley 

The apparatus used’ for photographing oil sprays is required to pro- 
duce exposures of a duration of about one-millionth of a second at 
a rate of several thousands per second. The object is attained by 
charging a bank of condensers from a high tension supply to 30,000 
volts and successively discharging each condenser across a spark gap 
by a motor-operated switch. 

This spark gap is used to illuminate the oil spray and the illuminated 
images are recorded by a lens and a rotating film drum. 

Photographs of a number of sprays with injection pressures of up 
to 8,o00 lbs./sq. in. into air at pressures up to 900 lbs./sq. in. have 
been taken successfully. From these a large amount of data as to 
spray penetration under various conditions have been obtained. 


Report No. 275.—“The Effect of the Walls in 
Thimnelsic. (Bay 'G. oi. see eoins. 

Records a series of tests on different aerofoil models in the variable 
density wind tunnel to determine the effect’ of tunnel wall interference. 
Several methods of correcting for this effect were tried, and the Prantl 
theoretical correction was found to be the most satisfactory. 

An appendix deals with a survey of the air velocity in this tunnel 
close to the tunnel walls. This showed a marked ‘scale effect’? in 
the thickness of the boundary layer, which grew in depth with in- 
creasing density. 

Report No. 276.—‘ Combustion Time in the Engine Cylinder and its 
Effect on Engine Performance.’ By C. F. Marvin, Jr. 

A very simple consideration of the effects of rate of combustion in 
an I.C. engine and its effect on efficiency and output. Though maxi- 
mum efficiency should be obtained by instantaneous combustion, the 
author shows that by suiting the ignition timing to the actual con- 
ditions widely different rates of combustion should make inappreci- 
able differences to efficiency and output. 


Closed-type Wind 


Report No. 277.—“ The Comparative Performance of an Aviation Engine 
at Normal and High Inlet Air Temperatures.” By. “ALSW: 
Gardiner and D. W. Schey. 

Investigation of output and fuel consumption of an aero-engine 
when the inlet air pressure is maintained steady and the temperature 
of that air varied between 45° and 1809 F. The results show that 
the output falls off more rapidly than as the square root of absolute 
temperature, and follows a linear law in the case of a 30 per cent. 
benzol mixture. 


Report No. 278.—‘‘ Lift, Drag, and Elevator Hinge Moments of Handley 
Page Control Surfaces.’ By R. H. Smith. 
Tests on Handley Page type balanced elevators with various positions 
of the inset hinge, used on a symmetrical tail-plane section. 


Report No. 279.— Tests on Models of Three British Airplanes in the 
Variable Density Wind Tunnel.” By G. J. Higgins, W. S. Diehl 
ang 'G. La-Dew hoe, 

Reports tests made at varying pressures on models of the BE2E 
with R.A.F.19 wings, Bristol Fighter with R.A.F.15 wings and a 
Bristol Fighter with R.A.F.30 wings at the request of the British 
Aeronautical Research Committee. 

The observed variations in lift coefficients of these models at vary- 
ing pressures agree extremely well with the variations between British 
model and full-scale results for the same machines, thus tending to 
confirm the reliability of the high-pressure wind tunnel as a method 
of overcoming the “ scale-effect ” difficulty. 

Variations in drag coefficients with varying pressure show a scale- 
effect of the type normally found, but no comparison between these 
and British full size tests is possible as the models were devoid of tail 
surfaces, radiators, etc. The variation in drag is however mainly due 
to parts of the model other than wings. 


Report No. 280.—‘ The Gaseous Explosive Reaction. 
Inert Gases.’ By F. W. Stevens. 

Analysis of experiments made with soap-bubble constant pressure 

bombs to determine the effect on combustion rate of a CO+O mixture 
diluted with varying proportions of (Oy, NG and He. 


Report No. 281.—‘ The effects of Fuel and Cylinder Gas Densities on 
the Characteristics of Fuel Sprays for Oil Engines.” By W. F. 
Joachim and E. G. Beardsley. 

Records and analyses results of tests made with the photographic 
apparatus described in Report No. 274, to discover the effect of fuel 
and cylinder gas densities on the penetration of fuel-sprays. The 
results show that penetration increases with increasing density of 
injected fuel, owing to less complete atomization and decreases with 
increasing densitv of the gas in the chamber. ‘Tests with gases 
of differing specific density show that gas pressure per se has no 
effect on, penetration. 


The Effect of 


Report No. 282.—‘ The Performance of Several Combustion Chambers 
Designed for Aircraft Oil Engines.” By W. F. Joachim and Carlton 
Kemper. 

Reports of tests made on a single-cylinder test engine fitted with 
a cam-operated injection pump and a spring-loaded injection valve 
fitted with four types of combustion head running on Diesel oil of 
S.G. .85 over a speed range of 600 to 1,800 r.p.m. Two of these heads 
were of the plain type, one with a domed and one with a pent- 
house roof. The other two were bulb-type. Of these one had a tan- 
gentially directed outlet designed to produce high turbulence in the 
bulb during compression and in the cylinders during expansion 
stroke. 

The results show that aircraft oil engines can be run at speeds of 


round without encountering excessive explosion 
sures. 

With the bulb-type head and tangential outlet, an J.M.E.P. o 
Ibs./sq. in., a fuel consump.ion of 0.43 lbs. per 1.H.P. hour a: 
maximum explosion pressure of 740 lbs./sq. in., and a minimum 
consumption of 0.26 lb. per I1.H.P. hour at an I.M.E.P. of 52 
sq. in. was reached at 1,600 r.p.m. The other heads gave inf 
results. 


Report No. 283. “A Preliminary Investigation of Swperchargin, 
Air-cooled Engine in Flight.” By Marsden Ware and O 
Schey. 

Report of results of flying tests made with Wright Whirlwind 
engines and N.A.C.A. Roots type superchargers to determine wh 
any mechanical or temperature difficulties were likely to be 
countered on a supercharged air-cooled engine. 

Ground-level air pressures were maintained to 18,500 ft. withou 
effect on the engine and without excessive cylinder-head teim 


1,800 1r.p.m. 


tures. 
Report No. 284.—% The Comparative Peformance of Roots Type 
craft Engine Superchargers as affected by Change in Im} 


Speed and Displacement.” By Marsden Ware and E. E, WwW; 
Comparison of the performance of the Roots type supercha 
differing essentially only in the length of the impellers and thet 
in the air displacement per revolution. Assuming no losses i 
speed of revolution of each of these blowers were made inyersely 
portional to the length of the impellers, the delivery rate and _ 
consumed would be the same in all cases. There are losses, 
these tend to increase with the smaller-sized blower running 
speed giving equal air output. Tests show that the increased _ 
therefore necessary to drive the small high-speed blower is small 
unimportant as compared with the saving in weight and bulk o: 
smaller machine. 


Report No. 286. “ Aerodynamic Characteristics of Aerofoils V.’ 
Standardised curves giving the profile, lift, drag, and C.P. 
acteristics of 135 aerofoil sections. 


The Geared Bristol Jupiter Engine. 


The Bristol Aeroplane Co. I.td., in accordance with their usual 
cedure of submitting all their engines to the most extensive po: 
tests, have just subjected one of the new geared Jupiter engin 
159 hours’ flying test. The engine was fitted to a Bristol Bloodh 
for these tests. | 

Apart from securing the obvious end of proving the engine its! 
service this test was intended to discover the most suitable compré¢ 
ratio for use in the high compression tyne of engine and to 


covering a suitable arrangement of exhaust system for this e1 


With the two-to-one ceteen gear the cooling effect of the 
stream on the exhaust ring is much less than with the direc! 
engine under otherwise similar conditions, and for the geared 
an exhaust ring having more cooling surface, together with se: 
outlet pipes from each exhaust valve to the ring, have been P. 
to ensure that in service the temperature of the exhaust syste 
not exceed the limits set by the Fire Prevention Comnt 
requirements. 

The photograph reproduced shows the geared engine with ef 
ring as installed on the Bloodhound. ‘he result of the 150 hou 
was exceedingly satisfactory and the exhaust ring shown “4 
compression ratio of 5.8 have been adopted as standards. 

The speed of the Bloodhound was found to be increased by 72 |: 
at 5,000 ft. as a consequence of fitting the geared engine. 
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(Continued from page 530.) 
interested crowd of spectators. In the evening all com- 
petitors were entertained at a dinner by the Aéro Club de 
Est. 

On Sept. 15 Rouyer was again first to leave, his departure 
for Lyon being timed at 08.13 hrs. He was followed at 
98.25 hrs. by Lusser. At 08.27 hrs. Lady Heath and Per- 
cival, on Avians, and Tapper on Lady Heath’s Moth, left 
in close formation. At 10.05 hrs. Lemerre, ‘‘ hatted and 
gloved,” left on the Guerchais at 10.31 hrs. Broad brought 
up the rear on the Gipsy-Moth. 

All arrived safely at Lyon, where the arrangements were 
in the hands of the Aéro Club du Rhone et du Sud-Est, and 
competitors were given a dinner in the evening by M. 
Vermorel, President of the Aéro Club du Rhone. 

The departures for Marseille on Sept. 16 took place be- 
ween 08.24 hrs. and 13.15 hrs, Broad, as usual, being the 
last to leave. Lady ‘Heath was the first to arrive at Mar- 
seilles, and Broad the last, the latter having met the mistral 
which sprung up during the day. Owing to the distance of 
the aerodrome from. Marseille the crowd here was not so 
ig as at previous stopping places, but the arrangements for 
he competitors, which were in the hands of the Aéro Club 
le Provence, were as efficient as usual. All competitors 
vere entertained to dinner by the Aéro Club in the evening. 

On Sept. 17 competitors had to fly from Marseille to 
Toulouse. All left Marseille between 08.06 hrs. and 08.30 
ws. and all arrived safely at Toulouse with the exception 
ff Lusser. He had landed at Lezignan out of petrol and 
illed up with some inferior spirit, which forced him to land 
iain at Carcassonne, where he stayed the night. The 
irangements at Toulouse were in the hands of l’Amicale des 
{viateurs, and a banquet was given to all competitors and 
fficials in the evening under the presidence of the President 
f the Toulouse Chamber of Commerce. 

On Sept. 18 Lusser left Carcassonne and flew to Toulouse, 
vhere he arrived at 07.11 hrs. He expressed his intention of 
etiring from the contest, but was prevailed upon to con- 
inue by his mechanic, and left half an hour later for 
sordeaux. The first away was Lemerre, at 08.25 hrs., and 
he last was, as usual, Broad, at 10.04 hrs. All arrived 
afely at Bordeaux, the. most impressioning arrival being 
hat of Broad on the Gipsy-Moth, with Tapper on Lady 
death’s spare-carrying Moth-flying wing to wing. 

In the evening the Aéro Club du Sud-Ouest gave a vin 
Vhonneur to all competitors and officials. 

The following day competitors flew from Bordeaux to 
Yantes, and on Sept. 20 from Nantes to Le Havre. 

On this latter stage Lady Heath was forced to land at 
saen, and later on the beach at ‘Trouville with a broken 
ston. She was compelled to stay at the latter place over- 
light, as, although her Moth which was flown round the 
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AR IN THE AIR.—Here are seen the personalities concerned in this new use of aircraft. 


course by Tapper as a spares carrier had fetched a new 
piston, it was too late to complete repairs. 

On Sept. 21 the last lap was completed from Le Havre to 
Le Bourget. Lady Heath got her Avian going again and 
flew to Havre and on to Le Bourget. Broad was detained at 
Le Havre with a defective oil pump, but all other com- 
petitors got through to Le Bourget. 

Percival arrived first, at 09.43 hrs., and he was followed 
eighteen minutes later by Lemerre on the Guerchais mono- 
plane. Rouyer and Lusser were the only other two arrivals. 

The final classification was as follows: (1) Lusser (Ger- 
many), Klemm monoplane (40 h.p. Salmson), 1,691 pts.; (2) 
Percival (Great Britain), Avro Avian (A.D.C. Cirrus III), 
1,606 pts.; (3) Broad (Great Britain), D.H. Gipsy-Moth (85 
h.p. Gipsy), 1,531 pts.; (4) Lady Heath (Great Britain), 
Avro Avian (85 h.p. A.D.C. Cirrus IID), 1,531 pts.; (5) Rouyer 
(France), Caudron C—109 (40 h.p. Salmson), 1,294 pts.; (6) 
Lemerre (France) Guerchais monoplane (60 h.p. Anzani), 
1,055 pts., and (7) Fisbach (France), Albert monoplane (40 
h.p. Salmson), 833 pts. 

The final result is satisfactory to England and to Australia, 
for Mr. E. W. Percival’is one of the most prominent Aus- 
tralian civil pilots. The success of Herr Lusser must act 
as a slight consolation to France, as he was using a 4o h.p. 
Salmson engine, which gave him no trouble except for the 
slight attack of indigestion at Carcassonne, due to being 
fed on some local brand of essence unsuited to its delicate 
interior. 

The rules of the competition may have provoked much 
dissatisfaction, and there is no doubt that they did not work 
as was intended, but, taking things all round, all connected 
with the contest did their very best to give everyone a good 
time and, where possible, the benefit of the doubt.—1. B. 


THE MILK WAR IN THE AIR. 


A new activity for aircraft has been found by the National 
Farmers’ Union. The Chairman of the N.F.U. Milk Com- 
mittee, Mr. Langford, has been flying about the country ex- 
horting meetings of farmers to band together against the 
profiteering middlemen. Here is the story as told in The 
N.F.U. News-sheets of.Sept. 17 and 24. 

THE MILKY Way. 

No feature of the ‘‘ Milk War’ has appealed more to the public 
than the Flying Campaign waged by Alderman Langford, Mayor of 
Hereford and Chairman of the N.F.U. Milk Committee. A member of 
the Union, Colonel Strange of Worth Matravers, Dorset, who is 
keenly interested in the advance of private aviation, generously placed 
his private ’plane, piloted by Mr. H. W. R. Banting (a “ Simmonds 


Spartan”? machine, which flew in this year’s King’s Cup Race), at 
Alderman Langford’s disposal. 

Aldeman Langford flew 
Hereford on Friday last. 
Ryland, 


from Croydon to Devizes and thence to 
He was seen off from Croydon by Mr. T. H. 


Chairman of the Union’s Co-operation Committee, and Mr. 


Left 
Louis Strange, D.S.O., M.C., D.F.C., himself a farmer on a big scale, who lent the machine 


Banting, and ‘‘ Vimy’’; Mr. George 


Union; Alderman E. W. Langford, Mayor of Hereford, and 


-_ Chairman of the National Farmers’ Union Milk Committee; and Mr. T. H. Ryland, Chairman of the Opera- 


_tions Committee of the N.F.U.; and the Simmonds Spartan biplane (Cirrus III engine) 
Langford to meetings all over the country. 


which conveyed Alderman 


Jo 
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George Dallas, the Agricultural Organiser of the Workers’ Union, 
who at once left Croydon by road for Charing Cross, a distance of 
about 12 miles; Alderman Langford had landed in a field at Devizes 
some 90 miles away before Messrs. Ryland and Dallas had reached. 
Charing Cross. 

The way in which this aeroplane has landed and taken off from 
unprepared places opens up a vista of the part that light aeroplanes 
are destined to play in the future. Alderman Wangford has «received 
a rousing welcome, wherever he has been. This is his first experience 
of flying and he is enthusiastic about it. 

THE FLYING MAyorR ! 

Undoubtedly the episode of the milk ‘‘ war’? now happily ended 
which struck the public imagination was the utilisation of a privately- 
owned aeroplane by the farmers’ leader, Mr. E. W. Langford, now 
enthusiastically acclaimed as the Flying Mayor of Hereford! By this 
means Mr. Langford was able to carry out the dual réle of negotiator 
in London and inspirer of the farmers’ campaign in the countryside. 

When Colonel Strange, a member of the N.F.U. in Dorset, placed 
his Simmonds Spartan light aeroplane at Mr. Langford’s disposal he 
could not have foreseen the effect of his generous impulse. With the 
entire Press of the country as instrument no more vivid message of 
the urgency and seriousness of the situation could have been sent to 
milk producers in every corner of the country. 

Another interesting, if less spectacular consequence, has been to 
demonstrate the practical value and remarkable simplicity of swift 
travel across country by a two-seater light ’plane. The Simmonds 
Spartan light aeroplane used on this occasion, is clearly not dependent 
on the officially recognised elaborate aerodromes for landing and 
setting off. In fact, under the circumstances there was no time for 
any careful choice beforehand of landing places. 

No doubt had the necessity called for it use would have been made 
of some of the excellent fields in the proximity of the farmers’ rally- 
ing centres which were mentioned as inducements in the many invita- 
tions received by the popular spokesman of the milk producers. 


DUTCH EAST INDIAN ENTERPRISE. 


At 06.00 hrs. on Sept. 13 Capt. Koppen left Schiphol Aero- 
drome, Amsterdam, on a Fokker FVII-3m monoplane (three 
Armstrong Siddeley Lynx engines) to fly to Batavia, a total 
distance of 8,750 miles, in twelve daily stages. This ma- 
chine is one of four which are to be flown to the Dutch East 
Indies, there to inaugurate internal mail and passenger 
services. 

The itinerary of the route is as follows :—Amsterdam, 
Budapest, Constantinople, Baghdad, Bander Abbas, Karachi, 
Allahabad, Calcutta, Rangoon, Bangkok, Medan, Palembang 
and Batavia. 

The machine reached Karachi on Sept. 18, Calcutta on Sept. 
20, and Rangoon on Sept. ar. 

Reports from Holland dated Sept. 24 announce that this 
machine had arrived at Palembang (Sumatra), presumably on 
the 23rd, and it may be assumed that it will have reached 
Batavia before this note can be published. 

The second machine left Amsterdam on Sept. 20 and on 
Sept. 24 was reported from Holland to have reached Bander 
Abbas. 

The third machine will leave Amsterdam on Sept. 27. 

Heavy rains in British India have made certain of the 
aerodromes unfit for use, and the first machine has been un- 
able to land at all its scheduled stopping places. In such 
cases mails have been landed at the nearest usable aero- 
drome. 

The fourth machine will leave on Oct. 4. 

A fifth machine will leave on Oct. 11, but this machine 
will eventually fly back to Amsterdam. During 1929 eleven 
return flights to Batavia will be made in continuation of this 
last mentioned flight. 

The first machine carried 2,251 registered and 18,631 ordi- 
nary letters, postcards and printed matter, including mails 
for various places in British India, All machines will carry 
mail, for which purpose special Dutch Air-post stamps have 
been issued. 


THE LATEST ZEPPELIN.—The first appearance from her shed at Friedrichshafen on Sept. 18 of LZ127, 
named ‘‘ Graf Zeppelin’’ after the great originator of the type. 


The first routes to be established by the operating co; 
pany, the Nederlandsch-Indische Luchtvaart Maatschappij, 
concern allied with the K.l).M., at the end of October w 
be the Batavia-Semarang-Surabaya and Batavia-Bandoeng s 
vices. A service between Batavia-Singapore and Med 
(Sumatra) will be opened soon after. 

The Fokker monoplanes, which carry a crew of two pilc 
and an engineer, possess certain new features, the mc 
interesting of which are the large diameter landing whe 
brakes. These brakes are of the internal-expanding ty; 
similar in design to those used on motor-cars. The bra 
lever is compensated and located between the two pilots a: 
is connected to the tail skid to enable the machine to 
turned quickly on the ground by braking the wheel on t 
inside of the turn. It is said also that its application - 
duces the run of the machine on the ground from 250 
roo yards and that the operation is so gradual that there 
no chance of the machine nosing over. 

The wheels are shod with Goodrich tyres and run 
roller bearings. The cabin is ventilated by a new desi 
of louvre controlled from the interior. 

The Armstrong-Siddeley engines, with which the n 
chines are equipped, are the standard seven-cylinder a 
cooled radial Lynx type, which develop 200-225 h.p. 7! 
is the same type of engine as was used last year by Lie 
Koppen on his experimental record-breaking flight fr 
Amsterdam to Batavia and back, and its success on tl 
occasion largely accounted for its selection for the n 
service. 

The latest engines are fitted with metal airscrews, t 
wing engines using two blades and the central engine thr 
A top speed of approximately 120 miles per hour, a cruisi 
speed of 104 miles per hour, and a landing speed of 
miles per hour indicate the capabilities of the machines. 

On the afternoon preceding the send-off of the first n 
chine an official reception was held by the K.L.M. at Schip! 
Aerodrome, near Amsterdam. ‘The aeroplanes were lined 
m front of the enclosure and a large number of guests 
the K.ly.M., besides large crowds of the public, imspect 
them. Most of the afternoon was occupied in broadcasti 
the speeches of Ministers and important men in the Dut 
financial and flying circles. 


THE FIRST FLIGHT OF LZ127.— 


Z127, the new 3,700,000 cubic foot Zeppelin aitsh 
left the Zeppelin shed at Friedrichshafen on Sept. 18 
16 hrs. and, thanks to calm weather, was handled withy 
difficulty. She cruised over Lake Constance and was hou: 
safely by 19.00 hrs. | 

She left her shed again on the morning of Sept. 19 for | 
first cross-country flight. The airship had on board 
total of 76 persons and was commanded by Dr. Eckener 
the veteran pilot of the earliest Zeppelins. | 

During the day the airship passed over Ziirich, Ba‘ 
Freiburg, Baden-Baden, Karlsruhe, Mannheim, Frankfort < 
Darmstadt before returning to Friedrichshafen. | 

Passengers on this trip describe the journey as be 
exceeding comfortable and free from either the rolli: 
pitching or noise usually noticeable in aeroplanes, and t] 
were especially struck by the freedom of movement gi) 
by the passenger accomodation. ; | 

The new gas-fuel for which this ship is designed was" 
used on the trials, because difficulties have arisen 1n 
manufacture thereof. The Zeppelin firm have decided 
reserve all available supplies of the gas-fuel for the 1 
jected flight to America. Consequently a benzol-pe' 
mixture was used. : 

A specification of 1,Z127 will be found in the Aeronaut 
Engineering Supplement in this issue of THE AEROPL!' 


SEPTEMBER 26, 1928 The Aeroplane 553 


KING’S CUP 1928. 
THE WINNING MACHINE 

a D.H, MOTH piloted by Capt. W. L. Hope 

WAS COATED WITH 


“TITANINE” LIGHT AEROPLANE DOPING SCHEME. 


20 Machines out of 24 
which took part in the Race 
were coated with 


TITANINE 
DOPE. 


TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


TELEPHONES Telegrams and Cables :— Works: Hendon (London), 
Regent 4728. “Tetrafree, Piccy, London." New Jersey (U.S.A.), 
G rd 2312 Codes: A.B.C. 5th Ed. and Bentleys Milan (Italy). 
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THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec. Harold E. Perrin, 3, Clifford Street, London, W.1.] 

Report for week ending Sept. 23. 

Flying Time 68 hr. 45 min. Instruction 4o hr. 25 min. Soloists 28 
hy. 20 min. Instruction—With Mr. V. H. Baker—Miss Fletcher, Miss 
Hicks, Miss C. Johnson, Dr. Cook, Messrs. J. W. Radbone, D. I. 
Peacock, A. J. Richardson, B. S. Whidborne, G. R. C. Charles, H. R. 
Presland, A. O. “Wigzell, J. A. C. Haslam, E. C. Gosling, G.. F. 
Roberts. With Mr. F. R. Matthews—Capt. ‘The Master of Gray, Miss 
H Cholmondeley, I.t.-Col. A. J. Farfan, Messrs. S. Hansel, A. O. 
Wigzell, F. V. Fairbairn, E. I. Gosling, C. J. Pool, N. L. Sherlock, 
E. D. Moss, W. W. Briscoe, D. I. Peacock, B. I.. Middleton, T. H. O. 
Richardson, I, R. Gaywood. Soloists—Miss Fletcher, Miss Hicks, 
Capt. A. G. Lamplugh, Major K. M. Beaumont, D.S.O., Capt. Roche 
Kelly, Messrs. H. C. Bergel, E. T. Symmons, C. Campbell, P. W. 
Hoare, BE: Hosley, H. Sutton, J. J. Hofer, J. A. *G. Haslam, 2 2.) oH. 
Esler, W. Hart, W. I,. M. O’Connor, J. W. P. Chalmers, E. D. Moss, 
D.T; Peacock, I. Eider Hearne, B.A, Wills; <GouR> S, Charless ML. 
Bramson, G. H. Craig, A. R. Ogston, EK. E. Stammers, A. F. Wallace, 
R Ward, E. A. Iingard. Passengers.—6. 

Notes.—Messrs. H. Sutton and W. Hart did their Certificate Tests. 

Miss Hicks made her first solo flight on Sept. 19. 

Club Aircraft—Saturday was a busy day as regards Club Aircraft. 
We took delivery of a new D.H. Moth (Cirrus Mark II) G-AABI, to 
replace G-EBYD, which was crashed on Aug. 3. 

Mr. Clark, the Pilot Instructor of the Cinque Ports Flying Club, 
arrived at Stag Lane with a cheque in his pocket to purchase one 
of the Club’s Moths. The transaction was completed in a few minutes 
and he left immediately with G-EBNN for Lympne. Shortly after- 
wards, the Club heard that a D-H. Moth (Cirrus Mark II) fitted with 
slots was for sale. It was tested by Mr. Matthews and Capt. A. G. 
Lamplugh and the purchase completed the same afternoon. The 
London Aeroplane Club has now five D.H. Moths (two Mark II and 
three Mark I). They will consider offers for the Mark I Moths. 

Record Flying Month.—September has so far proved a record month 
for the Club. The previous best month since the club was formed 
was May, 1927, 235 hours. The total so far this month is 244 hours 
and nine Members have obtained their ‘‘ A” Tjicences. The Club 
Instructors, Messrs. V. H. Baker and F. R. Matthews, have been ably 
supported by the ground staff, Messrs. C. Humphreys and G. Gibbons 
in achieving this record result. 

Shed Accommodation.—The new hangar for the accommodation of the 
Club Aircraft is now being erected and will be ready in a few weeks. 

Mr. F. R. Matthews—Wedding Present.—Mr. Matthews has been pre- 
sented with a cheque for £28 11s. representing the sum kindly sub- 
scribed by the members. 


The Lancashire Aero Club. 

[Sec.: F. W. Atherton, Woodford Aerodrome, Cheshire.] 

Report for week ending Sept. 22. 

Flying Time 36 hr. 35 min. Instruction 11 hr. 
30 min. Passengers 9 hr. 10 min. Tests 2 hr. 40 min. Instruction.— 
With Flt. Lt. Todd—Miss Emery, Miss Swithenbanks, Miss Baerlein, 
Messrs. Eckersley, Ashworth, J. H. Taylor, S. Nuttall, Goss, Kay, 
Butt, Allott, Brooking, Agar, Foote, Greg, Davies, R. G. Barlow, White- 
house, Faulkner, Dane, Riley, Hepworth. With Mr. Cantrill—Mr. 
Kay, Miss Baerlein. With Mr. Scholes—Mr. J. H. Ashworth. Soloists 
(under instruction).—Messrs. Faulkner, Ashworth, W. Eckersley, Kay, 
Allott. Pilots—Miss Baerlein, Messrs. Cohen, Michelson, Caldecott, 
Mills, Ruddy, Lacayo, Nelson, D., Brooking, Leeming, Iwemlow, Hall, 
Riley, Agar. Passengers.—22. 

Notes.—Messrs. Eckersley and Kay made successful first solo flights. 


The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet.] 

Report for week ending Sept. 22. 

Flying Time 20 hr. 35 min. Instruction 6 hr. 50 min. Soloists 13 hr. 
25 min. Passengers 20 min. Instruction.—With Mr. Beck—Miss Ellison, 
Messrs. Bamford, Brackenbury, Dujardin, Gaunt, Little, Palmer. 
Soloists.—Messrs. Dujardin, Fitton, Little, Senior. “!A’” Pilots.— 
Messrs. Ambler, Birch, Clayton, H. Crowther, Dawson, Ellison, Lister, 
Mann, Thomson, Wood. Passengers.—2. 

Notes.—A fine first solo was put up by Mr. Dujardin who has shown 
great perseverance and keenness in carrying on despite innumerable 
difficulties. 

We were visited during the week by Mr. Bentley, who was on his 
way to Scotland and called in his Moth, Dorys. 

We have now been awaiting spares for our third machine for a 
matter of some weeks. This aeroplane is in perfect readiness for the 
engine when spares come to hand. We still live in hone! 


The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Report for week ending Sept. 22. 

Flying Time 44 hr. 28 min. Instruction 21 hr. 35 min. Soloists 19 hr. 
40 min. Passengers 2 hr. 45 min. Test 28 min. Instruction.—With 
Fit. Lt. T. Rosé, D.F.C., and Mr. W. H. Sutcliffe——Messrs. M. Blakeway, 
©: LL. Rickards, ska): Scott, 7. (AURV.» Cook, Rin 1G. Welch) .C. 1. Davis: 
T. W. Wild, G. P. Haylock, D. N. Khatri, J. K. Motton, W. J. Halland, 
Tes Ape Steward, T. H. Dury, J. Fitzgerald, H. Coleman, M. C. Wilks, 
P. M. Patel, J. A. Ridsdale, A. E. Coltman, Mrs. I.eigh Fermor, Dr. 
W. G. Tillieke, Major D. Thompson. “A” Pilots——Messrs. E. P. 
Lane, S. Duckitt, G. Robson, G. C. Jones, R. C. Baxter, R. D. Bednell, 
S H. Smith, H. J. Lattey, W. M. Morris, E. R. King, M. A. Murtagh, 


35 min. Soloists 12 hr. 


J. Rowley, R. L. Jackson, W. Swann, Dr. N. J. Nock. Soloists (under 
instruction),—Messts. R. G. Welch, J. A. V. Cook, F. J. Steward, E. L. 
Hulme, T. H. Drury, H. Coleman, J. W. Astley, I. K. Morton, D. N. 


Khatri. Passengers.—8. 

Notes.—Messrs. H. Coleman, J. K. Morton, and D. N. 
fully made first solos. 

Fit. Lt. Rose collected LT from De Havilland’s on Tuesday after its 
third annual overhaul. LT has been in continuous service on school 
work since September, 1925, with out any untoward happening and now 
has 833 hr. flying to its credit. 

The Club will be represented at the opening of the Northampton 
Club on Saturday next by EBXT. 


Khatri success- 


The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, Hamble Aerodrome, Southampton.] 

Report for week ending Sept. at. 

Flying Time 37 hr. 55 min. Instruction 
Io hr. 35 min. Soloists 3 hr. 35 min. 
30 min. Instruction.—With Flt. Lt. Swoffer and Mr. W. H. Dudley— 
Messrs. Reuther, Mariner, Beagley, Tobutt, Crook, Hall, Buckley 
Brodrick, Evershed, Richardson, Mattocks, Weekes, _Miss Home, Mrs 
Gordon Smith, Cdr. Bell, Major Thorn, Lt. Des Grae Mrs. Crook, I 
Roskill, Lt. Gewald, Miss Melvill, Miss Grace, Lt. Coode. “A ipa 
Messrs. Scott-Hall, Wells, Parker, Michelmore, Curtis-Nuthall, Sander 
Clark, Jopp, Rayson, Hayter, Capt. Kirby, Lt. Heinemann, Lt. Hea 
Miss Grace, Lt. DuCane. Soloists—Messrs. Hall, Whittle, Holmes 
Hughes, Cdr. Bell, Cdr. Tower. Passengers.—25. a 

Notes.—We have been greatly handicapped this week owing to 
of aircraft, and have been struggling along with one Meth, 
fortunes néver come singly. On Wednesday a soloist tried to ie 
one of the few rough spots on the aerodrome and the machine 
onto its nose. Another prop gone but fortunately little other da 
In consequence we had no machine at all for 12 hours. 


The Norfolk and Norwich Aero Club. 
Basil Young, The Aerodrome, Sprowston.] 

Report for week ending Sept. 23. 

Flying Time 45 hr. 20 min. Instruction—With Mr. Young— 
WwW. S. Coates, I. C.' Morter, A. A. Rice, C. Bethell, C. Tow 
Girling, H. J. Justin, C. Brown, R. Harvey, Mrs. Cator. Solo 
Messrs. D. Corsellis, E. Varden Smith, A. A. Rice, E. Lamb 
Wharton, Sq. dr. C. A. Rea, Messrs. A. G. Marshall, F. G 
W. P. Cubitt, H. Pank, C. Bethell,“H:. J. Cator, H- Neaverm 
T. Image, C. Lincoln Sutton, R. Harmer, C. Land, Waa 
H Harvey. Passengers.—63. 

Notes.—Congratulations to Mr. C..Bethell and Mr. C. Land on 
first solos and also to Mr. H. Neave for his successful height t 

This week we are seeing ourselves on the screen as we fea 
perhaps not as we should be. ‘The British Film Tatler, who 
recently started operations, took a film of the Club in ope 
fortnight ago through the kindness of Mr. Benjamin, a local 
Manager, who went to no end of trouble that the film might 
success. On Saturday evening after the show was over we 
opportunity of seeing the film through. This will prove a 
attraction in the City and we are sure will do quite a lot to 
us in our efforts to convert people tc airmindedness 

On Monday, Mrs. Harry Cator flew up to her home in Yori 
and was accompanied by the Instructor, as this was her first _ 
cross-country flight. She was met by practically all the inhab 
surrounding her home and given a very hearty welcome. The ‘oes 
was made in 2 hr., as was the return journey the followag day Ne 
trouble of any kind was experienced. 

We hope to send three machines to visit the Northam cb a 

Seturday—that is, of course, if they are all whole by then. =| 


The Suffolk and Eastern Counties Aeroplane Club, 
[Sec.: Major P. L. Holmes, D.S.C., The Aerodrome, Hadlei, igh 
Suffolk. ] ae 

Report for week ending Sept. 15. ie 
Flying Time 29 hr. 10 min. Instruction 7 hr. 50 min. “A anc 
“R™” Pilots 7 hr. 45 min. Soloists (under instruction) 6 hr. 35 
Passengers 6 hr. 25 min. Tests 35 min. - 
Report for week ending Sept. 22. 4 
Flying Time 17 hr. 30 min. Instruction 10 hr. 30 min. “A? a 
“BEB” Pilots 2 hr. 5 min. Soloists (under instruction) 3 hr. ro min 
Passengers 55 min. Tests 50 min. Instruction—With Mr. Lowdell— 
Dr Mildred Yate, Mrs. Young, Messrs Welsh, Ogilvie, Wedd, Croydon 
B. F. and T. Marriage, Hanson, Billinton, Collins, Dr. Dunn. Soloist: 
(under instruction).—Messrs. Ogilvie, Hanson and Jolly. “A~ “ant 
“B” Pilots—Dr. Sleigh, Messrs. Birt, Prentice, Brown. oe 
Notes.—Owing to the display no report was sent in last week; there 
fore two weeks are now included in one report. We congratulate a 

Cinque Ports and the Norwich Clubs on being First and Sec 
the “On to Hadleigh,” and also thank them and others for hei 
valued support at the Display. ; 
Mr. Glen Ogilvie passed his tests for ‘‘ A” Licence. He spel 

Summer holidays from Rugby with us and made very good pri 
as an ab initio pupil. He has now returned to school and at thi 
end of this term will, we believe, take up an appointment in the 
Aircraft Industry. We hope that other Public School people wil 
follow his example. We are all out to do what is within our powe! 
to help them. ef 
4 


The Bristol and Wessex Aeroplane Club. = 

[Sec.: C. F. G. Crawford, Filton Aerodrome, Bristol.] : 

Report for week ending Sept. 22. 

Flying Time 23 hr. 50 min. Instruction 13 hr. ; 
Instruction.—With Mr. Bartlett—Miss Miles, Messrs. Davis, Dutton 
D. B. Singh, Heaven, R. S. W. Clarke, Tinson, Harris, Amory, Byrne 
and C. Pitman. With Mr. Tratman—Mr. Davis. With ‘Mr. Culve 
well—Messrs. Davis, D. B. Singh. 

Notes.—Mr. R. S. W. Clarke made his first solo flight on Sept. 2 
Mr. D. H. Amory successfully passed the ‘‘ A” Licence tests dur 
the week. a: 

With two machines away for renewal of C. of A., the total fly 
hours can be but few. ‘The Brownie is expected pack this bd 


The Cinque Ports Flying Club. é. 

[Sec.: R. Dallas Brett, 114, High Street, Hythe.] 

Report for week ending Sept. 22. 

Notes.—No flying took place during week ending Sept. 22 owi 
to machine SS having to go back to the works for the results of 
West’s landing to be rectified. 

The Club has began to reap the fruits of its labour from the 
Government and advartage has been taken of this to buy anothe! 
D.H. Moth. This will obviate delays due to minor accidents, whicl 
have held up flying during the Summer. The machine is a Mark 
Cirrus Moth NN and was delivered to Lympne on Saturday evening) 
We hope to have our old SS back from the works on Wednesda) 
and thereafter the two machines will carry on together and th 
hangar will house SS, NN, and ZZ. The latter belongs to one ol 


18 hr. 20 min. ‘“ A” Pilot: 
Passengers 4 hr. 55 min. Test. 


[Manager : 


45 min. Soloists 6 ht 
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WESTLAND AIRCRAFT 
THE WESTLAND WAPITI. 


(Photos 1 & 2.) 


With Jupiter VI engine. A General 
Purposes Aircraft suitable for recon- 
naissance, bombing, wireless and 
advanced training, etc. Fitted with 
Handley Page Automatic Slot Gear. 
(Wood or all-metal construction.) 
As supplied to the Royal Air Force. 


THE WESTLAND WIDGEON 
(Photos 3 & 4.) 


An ideal light ’plane for the private 
Owner, club use, etc. Robustly con- 
structed to exceedingly high stan- 
dards. A machine the excellence of 
which will be appreciated by the most 
experienced as well as the new pilot. 
Possesses exceptional controllability, 
even when in stalled flight. Folding 
wings—no rigging to require adjust- 
ment—excellent view for pilot and 
passenger. Low running costs. 
Enquiries solicited for all types of 
Civil and Military Aircraft. 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 
Contractors to the Air Ministry, 


YEOVIL, ENGLAND. 
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our members, Captain Rattray, who kindly let the Club use it for a 
bombing expedition against a motor-cycle and side-car at the Kent 
Motor Club’s Grass Speedway Meeting on Sept. 19. Capt. Rattray 
was not successful in hitting the side-car though he nearly demolished 
one of the officials, and a bomb burst prematurely in the cockpit 
so that Capt. Rattray landed looking like a snow-storm. 

It has been decided to make special rates for members joining the 
Club during the Winter months, taking effect from Oct. 1, and per- 
sons desirous of taking advantage of this may obtain full particulars 
from the Hon. Sec. 

Nottingham Aero Club Ltd. 

[Sec.: C. R. Sands, A.C.A., Imperial Buildings, Victoria Street, 
Nottingham.] 

Report for week ending Sebdt. 13. 

Flying Time 21 hr. 5 min. Instruction 8 hr. 55 min. “ A” Pilots 
6 hr. 15 min. Soloists (under instruction) 3 hr. 55 min. Passengers 
55 min. Tests 1 hr. 5 min. Instruction.—With Mr. Martin—Messrs. 
Taylor, Cudlip, Paul, Chawla, Selvey, Hutchenson, Thorpe, Winn, 
Wynn, Thirlby, Shipside, Glenn, Hancock, Bradley, Kay. TA” 
Pilots—Messrs. ‘Taylor, Paul, Pilgrim, Selvey, Whitby, Bradley. 
Soloists (under instruction).—Messrs. Chawla, Shipside, Winn, Glenn. 
Passengers.—6. . 

Notes.—Our new machine—a “G” type Moth with Cirrus Mk. II 
engine, registration letters, G-AABA—was duly collected by Mr. 
Martin on Sept. 8 from Stag Lane and brought to Hucknall, since 
when it has been in great demand. The split undercarriage is a 
great improvement and is ideal for school work. We have quite a 
large number of members waiting to take their “A” tickets, so 
that we ought to have a fairly successful month after all. 

Rebort for week ending Sept. 2t. 

Flying Time 20 br. 40 min. Instruction 4 hr. <A Pilots 7 ar. 
Soloists (under instruction) 7 hr. 40 min. Passengers 1 br. 10 min. 
Tests 50 mins. Instruction.—With Mr. Martin—Messrs. A. A. Austin, 
J. S. Austin, Hutchinson, Kay, Darren, Cudlip, Hancock, Granger, 
Thorpe. “ A” Pilots.—Messrs. Bradley, Wynn, Taylor, Selvey, Granger, 
Pilgrim, Austin. Soloists (under instruction).—Messrs. J. Austin, 
Hancock, Winn, Glenn, Shipside, Chawla. Passengers.—6. 

Notes.—Morning and cvening fog has prevented a large number of 
members from flying, but with only one machine in action, we cannot 
complain. Our engine for KW has just arrived, so we are starting 
this week with two kites. 

We have to congratulate Mr. Glenn on passing his R.Ae.C. tests 
O.K. His height test showed a perfect ‘ cupopola.”’ 

Mr. J. S. Austin would have completed his test, but failing light 
prevented him: Hard luck, as he has a long way to come and can 
only get periodically. 

The skywriting “’erbs ” are still with us, trying to monopolise our 
one and only stove (delivered by plain van) Owing to our very suc- 
cessful onslaughts both inside and outside the aerodrome, they have 
called for reinforcements in the shape of Sydney St. Barbe avec kite. 
We can cope with the whole personnel. 


The Northamptonshire Aero Club. 

[Hon. Sec. P. G. Hayward, 19, Market Square, Northampton.] 

In the Club Notes last week the Northamptonshire Aero Club, in 
describing the whereabouts of their Aerodrome, stated that the 
nearest landmark was Sywell Wood. This has now been corrected 
to Sywell Reservoir. ; 

The Isle of Purbeck Light Aeroplane Club. 

[Sec.: Lt.-Col. I. Strange, D.S.O., M.C., D.F.C., Worth Matravers, 
Dorset.] 

Flying Time 8 hr. 30 min, 

Notes.—Club work this week has been much restricted, owing to 
the Spartan having been lent to the N.F.U. and her-spare time being 
more than occupied by inquisitive people bent on ‘ rumbling.” 

Thirty minutes with the Portman Hunt round Manston, a burning 
scent, big doubles with heavy going both on the take-off and landing 
side, nervous thrusters and cursing Master, leaves one with a’ good 
impression of the Spartan’s recent work. Needless to say she came 
through sound in wind and limb and must be cast iron. Verily 
she is a ‘‘ Good one to follow and a bad one to beat.” 


FLYING SCHOOLS. 
The Henderson Flying School, 
[Managing Director: Lt.-Col. G. L. P. Henderson, Brooklands Aero- 
drome, Byfleet.] 
Report for.week ending Sept. 20. 
Flying Time 45 br. 5 min. Instruction.—With 


Col. Henderson— 


Messrs. May, Vatcha, D’Eyncourt, Garthwaite, Elton, Kerr, Salah, 
Moursi, Groner, D’Eyncourt. With Mr. Davis—Mrs. Scott, Mrs. 
Monkton, Messrs. Hsiao, Vatcha, Eltham, Kerr, Banks, Swann, 


Ducane, Garthwaite. Soloists—Messrs. Daniel, May, Hsiao, Bellville, 
Anderson, Oldmeadow, D’Kyncourt, Hill, Oliver, Stewart, Allen. 
Notes.—With much regret we record the accident to Miss Honor 
Wellby, who, on about her 3oth solo flight, inadvertently took off 
tail-down, made a flat turn to the left, and stalled when too low 
to recover control. We tender our sincerest sympathy to her parents. 


A FATAL ACCIDENT AT BROOKLANDS. 


On Sept. 20 Miss Margaret Honor Wellby, a pupil at the 
Henderson Flying School at Brooklands, while making a 
flight on one of the school machines stalled and dived onto 
the railway embankment just. outside the motor park and 
was killed instantly. 

At the inquest, held on Sept. 22, Lt. Col. G. L. P. Hender- 
son gave evidence that Miss Wellby. took off tail low and 
approaching the railway bank started to turn without bank- 
ing properly. The machine thereupon swung its tail round 
and dived to the ground. 

Major Cooper (Inspector of Accidents, The Ait Ministry) 
said that his examination of the machine showed nothing 
to account for the accident. 

A verdict of ‘‘ Death by Misadventure ’’ was returned. 
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LADY BAILEY’S RETURN. 

The Hon. Lady Bailey, finding that the Sudan autho 
refused to sanction her unescorted flight over the d 
section of their territory on her return flight to Eng 
has decided to attempt the return journey via the 
Coast of Africa and thus evade their jurisdiction. 

In pursuance of this aim Lady Bailey left Pretori 
Sept. 21 for Bulawayo, where she arrived on the same 
and left Bulawayo for Elizabethville (Belgian Congo) o1 
morning of Sept. 22 and arrived there on Sept. 24. 


A WARNING. 

The following notice, dated Sept. 24, 1928, has been i 
by the Air Ministry for general information :— 

AIR MINISTRY NOTICE TO AIRMEN.—WNO. 70 OF THE YEA] 
PILOTAGE OF AIRCRAFT FITTED WITH THE HANDLEY PAGE AUTOMATIC 
General Warning. 

It is hereby notified :—The attention of all pilots is drawn 1 
fact that the object of the Handley Page Automatic Slot is to in 
the safety factor of flying by giving increased control to a 
when brought below the flying speed either through inadverter 
the part of the pilot or in cases of real emergency. 

Unless, therefore. all slotted aircraft are normally flown «¢ 
as if they were not fitted with slots, the additional margin of 
given by the slots is entirely destroyed. 

Consequently it is particularly emphasised that the criterion 0} 
pilotage in normal flying should be that the slots are never 
for the purpose of giving control below stalling speed, except | 
emergencies for which they were originally fitted. 

[Which is true enough up to a point, but one ime 
that any pilot might reasonably, stall his machine on pt 
to sink into an aerodrome instead of doing a long 
and would do so relying on his slots to maintain cc 
This could hardly be called a “ real emergency.”—<. | 


THE AUTOGIRO ABROAD. 

Senor de la Cierva, accompanied by M: Henri Bouch 
editor of L’Aéronautique, left the London Terminal 
drome, Croydon, on Sept. 18 at 10.55 hours on the Au 
G-EBYY (Armstrong Siddeley Lynx engine) to maki 
first trip across the Channel on this type of machine. 
While taxying to get the rotating wings up to spee 
machine ‘“‘ buck-jumped ”’ on a patch of rough groun 
one of the rotating vanes struck the rudder, fortu 
only bending the framework of the rudder, which 
romptly re-bent straight. | 
Thereafter the machine took off, without waitin 
A.I.D. inspection or a renewal of the machine’s airwort) 
certificate after the bending of the rudder, and reach 
Bourget at 16.22 hours after landings at St. Inglever 
Abbeville to give demonstrations. | 
On Sept. 20, after a series of demonstrations < 
Bourget, the undercarriage of the machine collapsed 
the wings were rotating at high speed, the machine t 
on its side and the wing system was wrecked. Acct 
to some reports the undercarriage failed on a lal 
whereas other reports are that the machine fouled a 1 


‘“HONORIS CAUSA.” 

On Friday, Sept. 14, the staff of the Royal Aircraft | 
lishment at Farnborough gave a dinner and dance t 
and Mrs. R. J. Goodman-Crouch, as Mr. Crouch is | 
transferred from Farnborough to the Air Ministry. 

Mr. Goodman-Crouch has been head of the OM 
Department at Farnborough since its inception and ha: 
responsible for certifying the airworthiness of the d 
of all aircraft submitted for examination. In that ca 
he has won the regard of everybody concerned. In th 
there were plenty of complaints about Farnborough’s 0) 
of dealing with aircraft designers, but Mr. Goodman-Cr! 
methods have produced complete cordiality betwee 
Department and the whole of the Aircraft Trade. 

In spite of their arduous duties he, and his able ass 
Mr. Dancy, have found time to act as Handicappers-G 
to all British Flying Meetings which have happened | 
past six or seven years. Their success as such 1) 
judged by the fact that on practically every occasion 
competitor, including the winners, has been comvinet 
his handicapping was unjust, and yet that handicappit 
consistently produced astonishingly close finishes 1n § 

In addition, Mr. Goodman-Crouch has for some yeat 
the British Technical Delegate at all meetings of the! 
national Convention for Air Navigation. b 

In his new capacity Mr. Goodman-Crouch will be c 
-a new department known as R.D.A.6 (Research Direc’ 
Aircraft), which will deal with the technical policy 
search, particularly in relation to Civil Aviation. And, 
will be pleased to learn, Mr. Dancy is also being tram 
to that department. 

All will hope that in this new office, Mr. Goodman-' 
will have increased opportunities of extending the v 
work which he has already done for British Avi 
remembering that a British air-worthiness certificate ' 
sponds to an “ Ar at Lloyd’s” certificate 1m shipp!y 

The organisers of the party above-mentioned Pre 
to Mr. and Mrs. Goodman-Crouch a handsome cock- 
in silver as a mark of esteem and regard. 
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COMMERCIAL AERONAUTICS, 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Sunday, 8; Monday, 31; Tuesday, 33; Wednesday, 27; 
Thursday, 26; Friday, 35; Saturday, 27. 
IMPERIAL AIRWAYS LTD. : 

J,ondon—Paris—Zurich ; TLondon—Ostend—Brussels—Cologne 
turn: Machines 73, passengers 636, freight 25 tons. 
Aik UNION: 

Paris—I,ondon and return: Machines 45, passengers 185, freight 11 
tons. 
1S CW EES 

Amsterdam—Rotterdam—lLondon and return: Machines 24, passengers 
145, freight 6 tons. 
SABENA ? 

Brussels—London and return: Machines, 12, passengers 60, freight 
2 tons. 
DEUTSCHE LUFTHANSA A.G. : 

Amsterdam—lLondon and return: Machines 24, passengers 45, freight 
32 tons. 
MiIscELLANEOUS : 

British machines, 9, passengers 8. 

Foreign machines 0, passengers 0. 

Total number of trips by British Machines, 82, 
sengers. Foreign Machines, 105, carrying 435. 

COMPARATIVE FIGURES. 

Week ending Sept. 22: 

Machines, 187; Passengers, 1,079; Crews, 356; Total personnel, 1,435. 
Corresponding week, 1927: 

Machines, 155; Passengers, 990; Crews, 288; Total personnel, 1,278. 
orvesponding week, 1926: 
Machines, 103; Passengers, 572; 
Corresponding week, 1925: 


and re- 


carrying 644 pas- 


i 


Crews, 136; Total personnel, 708. 


Machines, 124; Passengers, 556; Crews, 163; Total personnel, 710. 
Corresponding week, 1924: 

Machines, 110; Passengers, 481; Crews, 132; Total personnel, 613. 
Corresponding week, 1923: 

Machines, 106; Passengers, 350; Crews, 162; Total personnel, 512. 
Corresponding week, 1922: 

Machines, 106; Passengers, 321; Crews, 190; Total personnel, 511. 
Corresponding week, 1921: 

Machines, 82; Passengers, 208; Crews, 105; Total personnel, 313. 
Corresponding week, 1920: 

Machines, 108; Passengers, 175; Crews, 132; Total personnel, 307. 


Croydon Notes. 


The event of the week at Croydon was undoubtedly the 
departure of Senor de la Cierva for Paris on the Autogiro 
on ‘Tuesday morning, for many of the regular hands at the 
aerodrome had never before seen a machine of this type 
before, and scarcely believed it when they did see it. 

Their incredulity looked like being justified during the pro- 
cess of taxying over the ground to get the rotating wings 
up to speed. The aerodrome surface is far from smooth, and 
in his progress Senor de la Cierva struck so rough a patch 
that one blade of the rotor flapped into contact with the 
rudder, and bent this important organ, as related elsewhere. 

The subsequent wreck of the machine at Le Bourget, com- 
bined with the contretemps at Croydon seems to point to the 
necessity for some better means of getting the rotor up to 
speed than that now in use. 

Apropos the state of the aerodrome, it may be recollected 
that when the new buildings came into use early this year 
complaints were rife as to the water-logged condition of the 
ground on the edge of the concrete-paved area outside the 
main building. Thanks to the dry Summer there has been 
no real trouble with mud, but now what threatened at one 
time to become a bog has turned into an area of sandy dust 
which is picked up and distributed over the surrounding 
country by the slip-stream of every machine passing over 
it. 

The result is a very fair imitation of an Eastern dust-storm, 
which is singularly unpleasant for all who are involved in 
it. To leave open the window of an office facing the aero- 
drome is now to ensure that everything in that office shall 
be thickly overlaid with fine dust. Doubtless the mud trouble 
will revive as soon as the wet weather sets in. 

On Friday a report was received that the incoming Luft 
Hansa goods machine from Cologne, due about 14.30 hours, 
had lost one of its landing wheels. All preparations were 
made to wave wheels at it and warn the pilot, the ambulance 
and fire engine were turned out and all available hands were 
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ready for the threatened emergency. However, the ala 
whatever caused it—was entirely unfounded, and the mact 
landed perfectly on two perfect wheels. < 


LIVERPOOL—BELFAST. | Ss 

On Sept. 22 one of Imperial Airways’ Short Caleutta flyi 
boats (three Bristol Jupiter engines) made a return trip f; 
Liverpool to Belfast carrying fifteen passengers, represe: 
tives of the Liverpool and Belfast authorities who are in 
ested in the experimental service which is operating du 
the present week. 

The journey in both directions was accomplished witt 
untoward incident and to schedule. The passengers 
reported to have found their trip unexpectedly comforta 
and to be impressed by the desirability of a regular seap] 
service between the two cities. 

The first trip of the daily service between these two p 
arranged in connection with the Liverpool Civic week, 
made on Sept. 24. The Calcutta with fifteen passengers | 
mails was half-an-hour late leaving the Mersey, and lost| 
other forty minutes on the way wing to a strong head w 
and reached Musgrave Channel, Belfast, over an hour late 

The return trip was also made with a full load of pas 
gers and passed without incident. 

Mails sent by the flying-boat, posted in Liverpool at 1 
hours, were delivered in Belfast at 14.00 hours, a savin; 
nearly a whole day over the usual method of transmiss| 


THE LYMPNE—OSTEND NEWSPAPER SERVICE 
The service for the delivery of London morning newspa’ 
run by the K..M. between Lympne and Ostend during! 
summer months, closed down for the season last week. 
While it was in operation this service maintained the r 
larity and reliability which distinguishes all K.l).M. serv’ 
and delivered an average of five tons of papers per wee 
Ostend many hours before they could have reached 
place by any other method. | 


NEW COMPANY. 


SmmmMoNDS INTERCHANGEABLE WING COMPANY L1p.—Private { 
Registered Sept. 14. Capital, £100 in £1 shares. Objects: To { 
an agreement with O. E. Simmonds to acquire interests in an} 
vention relating to the design, manufacture or use of aircraft oy 
craft parts, in particular interests in any patents, licences, cc) 
sions and the like held by the said O. E. Simmonds. ‘The subsci| 
(each with one’ share) are:—O. E. Simmonds, Holmfels, Woo} 
aeronautical engineer. C. F. Simmonds, Stevenage House, ; 
Holborn Viaduct, E.C.1, solicitor. O. E. Simmonds is chairman 
managing director for life. Remuneration: As fixed by the com 
Solicitor: C. F. Simmonds. 


PERSONAL NOTICES. — 


DEATHS. 

DE WOULF DE WYTT.—On Sept. 19, at Eastchurch, Isle of Sh 
as the result of a flying accident, Athal Patrick de Woulf de ; 
Flg. Off., RAF. 

Mr. de Woulf de Wytt entered the R.A.F. with a S.S. com 
January, 1926, and after a course of flying instruction at No. 4 I} 
Abu Sueir, Egypt, was posted to No. 5 (Army Co-operation) i 
India. He returned to England in October, 1927, and after a 
at the Central Flying School he was posted to the Armamen? 
Gunnery School, Eastchurch. He represented Eastchurch in} 
Diving Championship event at the R.A.F. Swimming Association | 


ing on July 28. ; 


COODFELLOW.—On Sept. 1, at Sidmouth, following an ope | 


Martyn Boston, aged 4 years, beloved son of Mr. and Mrs 
Goodfellow, of Sharston Manor, Northenden, Cheshire. 
WELLBY.—On Sept. 20, in a flying accident at Brooklands, Mak 
Honor, youngest daughter of Mr. and Mrs. Howard Wellb 
Huntington House, St. George’s Hill, Weybridge, aged 22. 

BLACKDEN—ROWE.—On Sept. 15, at Christ Church, Lancaster é 
Vyvian Quentery Blackden, Flg. Off., R.A.F., fifth son of Brigit 
General L. S. Blackden, C.B.E., and Mrs. Blackden, M.B.1 
Dorothea Mercy, elder daughter of the late Archdeacon of Roc 
and Mrs. Tetley Rowe. 

RAGCG—MOIR.—On Sept. 17, at Holy Trinity Church, Brompton | 
Flt. Lt. R. L. Ragg, A.F.C., son of the late R. S. Ragg, M.A. a 
Mrs. Ragg, to Margaret Moir, daughter of the late G. W. Moir é 
Mrs. Moir. 


s 


MARRIAGES. 

THOMAS—HORSFALL,—On Sept. 15, at Barnes Parish Churchil 
Off. Denys S. Thomas, R.A.F., son of Mr. and Mrs. L. D. aa 
“ Chessington,” Exmouth, S. Devon, to Nancy, daughter of M: 
Mrs. H. M. Horsfall, Castleton Mansions, Barnes, S.W. 
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Of NL LINOIS 


| FOR SOUTH AMERICA :—The Vickers Vendace (330 C.V. Hispano-Suiza type F. engine) two-seater landplane for 
I adyanced training, a type calculated to give confidence to pupils, flying at Brooklands before being delivered to a 
South American Government. 


| 
: 
: 
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——_—_)} ON HIS MARCONI EQUIPMENT. 


‘*T have insisted always that it is necessary to have a sea- 


| © { ‘ourtn y worthy machine and efficient wireless for ocean flights . . . 
| tain These principles have just saved our lives in probably as 
: ap bad a situation as aviators were ever in.—Courtney.” 
-MARCONI’S WIRELESS TELEGRAPH COMPANY, LIMITED, 
Marconi House, Strand, London, W.C.2. 


— Telephones:— 

Factories : Gerrard 2312. 

Hendon (London,NW.2) : Regent 4728. 
New York (U.S.A.) ae : Telegrams & Cables, - 
Milan Citaly.) “Tetrafree, Piccy,London. 
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ON A NORTH SEA 


2 Story of a North Sea Air Station,—C. F. Snowden 
Gamble. 446 pages. 34 photographs. 27 drawings, and 
a chart. The Oxford University Press. 21s. net, and 
from THE AEROPLANE Book Department, Cannon House, 
Pilgrim Street, Ludgate Circus, E.C.4.] 


1 the notes already published on the story of a North Sea 
Station, which were a purely personal expression of 
1ion coupled to a few basic facts about the book, one 
cated that the contents of the book would be discussed 
week in further detail. The first thing which demands 
‘ntion is the general scheme,—for it is a model of how a 
ory of any kind should be arranged. 

efore the official first chapter comes an Introduction, 
ch amounts to what a Staff Officer might call ‘‘ an appre- 
jon of the situation ’’ as it was before the Royal Naval 
Service came into being. Then come four chapters 
cribing (1) how Great Yarmouth Air Station came into 
ig; (II) the naval manceuvres of 1913 and the part played 
‘ein by Yarmouth Air Station; (III) the growth of the 
‘ion and (IV) the events thereat during 1914 up to the 
oreak of war. 

‘hereafter comes (V) another appreciation of the situa- 
|. describing the state of development in the R.N.A.S.:at 
‘outbreak of war, and (VI) the development of the 
yerial German Naval Air Service up to the same time. 
‘e the reader will do well to note that all Mr. Gamble’s 
sriptions of German activities have been checked care- 
y by German authorities and that many of the German 
rations against us are described by the German airship 
_ seaplane officers who took part in or even commanded 
| operations. 

1 this arrangement you have the work of a sound 
‘ineer laying down as it were the bed plate, or if you like 
| crankcase, of an engine, clearly and firmly so as to 
‘re that the working parts thereafter have every chance 
joerforming properly. 


THE STORY OF THE WAR. 

faving absorbed all this information, and knowing all 
Jat the R.N.A.S. and its German opponents, we are then 
(VII) of the first months of the War at Yarmouth and 
Ml) of the activities of the station’s opposite numbers in 
ulanly. That gives a clear idea of everything up to the 
1 of 1914. 
den we have three chapters devoted to ror5,—(IX) what 
‘mouth did to the Germans; (X) the general development 
lhe R.N.A.S. during the year 1916, which might be called 
)t the Admiralty did to Yarmouth, and to the Germans, 
| (XI) what the Germans did to Yarmouth. The 
-uralty, so far as one’s personal recollections go, held a 
iWay position and strafed Yarmouth and the Germans 
lost equally impartially, so one agrees cordially with Mr. 
‘able in arranging his chapters in that way. 
he events of the year 1916 are similarly arranged. The 
‘igs of Great Yarmouth (XII) precede the description 
-) of the famous air agitation which resulted from the 
(ous alliance of Lord Montagu of Beaulieu, Mr. Joynson 
1 xs, M.P., and Mr. Pemberton Billing, M.P., and this 
spllowed according to plan by a description of the German 
| ations (XIV), 

‘le year 1917 is similarly divided. We have (XV) the 
(vities of Yarmouth, (XVI) a description of the political 
1 Strategic influences which produced the Royal Air 
pes and a review of technical development in the R.N.A.S. 
‘ng the year, followed as usual by what our German 
}onents did (XVII). 
| ei Sequence is broken thereafter by a description (XVIII) 
‘ ¢ German submarine campaign against mercantile 
1 Ping, and (XIX) the development of the Zeppelin air- 
+) and the Imperial German Airship Service during the 
. These ive a very clear understanding of the chief 
| eS which moved, modified or developed the work of 
 RNLALS. in the last phase of the War. 

| these chapters there are masses of information from 
Man sources, both personal and official, which have cer- 
‘'Y Never been made available in any other publication. 
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AIR STATION,—II. 


They should be of immense value to Staff Officers in all 
three Services as indicating lines of thought and of activity 
for future wars, and as giving an opportunity of studying 
the psychology of those who fought against us, and will in 
future wars almost certainly fight alongside us. 

The last three chapters of the book deal with (XX) the 
work at Yarmouth during 1918 up to the formation of the 
R.A.F., (XXI) the process of amalgamation between the 
R.N.A.S. and the R.F.C. into the Royal Air Force, and 
(XXII) the doings at Yarmouth by the Royal Air Force until 
the Armistice. 

By the time the reader has reached the end of the last 
chapter there is little left for him to learn about the con- 
duct of war at sea as waged from a coast-defence station. 
And, though the axiom still holds that we approach every 
new war as novices, anybody who has studied the book 
carefully will have a very good working idea of the things 
which are most important to avoid and of many things 
which must certainly be done in the next war. 

A MATTER OF STYLE. 

In this history of Yarmouth there is no attempt at fine 
writing. That is one of its virtues. It is written in very 
plain homely English. Yet here and there one meets pas- 
sages which as literature reach a very high level, and are 
worthy of the history with which they deal. Of such are 
the very first and the very last passages in the book, though 
there are many as good in between. 

The first is particularly worth quoting because it explains 
so simply so much which many of us who were then very 
young and enthusiastic failed to understand in the earliest 
days of flying. This first passage reads thuswise :— 

‘The ‘ Articles of War’’ state that on the Royal Navy 

“under the good Providence of God, the wealth, safety 

and strength of the Kingdom chiefly depend,” thus de- 

fining the responsibility of the Senior Service. It is, there- 
fore, natural for those on whom devolves the duty of main- 
taining the Navy. as “a safeguard unto our most gracious 

Sovereign Lord .... and his Dominions, and a security 

for such as pass upon the seas upon their lawful 

occasions ’’? to observe a cautious attitude towards any 
untried courses and new devices.’ 

Here you have the justification for the Admiralty’s lack 
of enthusiasm in the beginning of flying. But the 
Admiralty’s policy was sound, as is shown in this passage :— 

‘It cannot be said that the Navy welcomed aviation— 
it did not—Englishmen as a rule do not welcome innova- 
tion—but it made plain the conditions that must be satis- 
fied by aircraft if such were to be employed for naval 
purposes. It gave help and—in the majority of instances 

—fair play and, may it be said, at times showed consider- 

able patience and indulgence.’ 

The immediate results of this policy are told simply and 
clearly and the reader will appreciate how much. Naval 
Aviation, like other branches of the Service, owes to Admiral 
Sir John Fisher and his friends in the ‘‘ Fish Pond,” as 
his particular band of followers, or clique, in the Navy was 
commonly called by those who were not in it. Admiral 
Fisher is credited with having written in a Visitors’ Book 
‘ Favouritism is the essence of efficiency.’—Which is true, in 
that a man who is efficient will only favour those who are 
efficient. 

One of the few mistakes in the book occurs in this section. 
In the list of the personnel of the special branch formed at 
the Admiralty to handle the building of the first naval air- 
ship appears the name of Captain Oliver Schwann, R.N. 
This officer, now Air: Vice-Marshal Sir Oliver Swann, K.C.B., 
C.B.B., was then only a Commander. The point is of some 
importance because the appointment of a Post Captain to be 
Assistant Inspecting Captain of Aircraft to Captain Murray 
Sueter, R.N., who was the head of the branch, would in- 
dicate that these small beginnings were bigger than in 
fact they were. 

In this introductory chapter the international outlook of 
the period on air navigation is very well indicated. And 
the soundness of our official views as to anti-aircraft defence 
is made clear. 
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THOSE EARLY Days. 

The Navy’s first attempts at flying, when Lieutenants Sam- 
son, Gregory and Longmore, R.N., and _ Gerrard, 
R.M.L.I., were appointed to learn to fly at EKastchurch on 
biplanes built by Short Brothers and lent by Mr. Frank 
McClean, are told afresh with several fresh sidelights. Mr. 
George B. Cockburn, who acted as Honorary Instructor for 
some six months entirely at his own expense, is by a misprint 
made into Mr. C. B. Cockburn, but doubtless he will forgive 
those responsible. } 

The description of the stock of Short machines acquired by 
the Admiralty immediately thereafter is valuable. Old 
timers will be pleased to be reminded of ‘No. 39, known 
as ‘‘the vacuum cleaner ’’ because the draught was said 
“‘to. pull the hairs out of a fur coat ’”’.’ 

How farsighted were the people in the Air Department at 
the Admiralty in those days may be judged by an official 
statement of the functions of naval aviation in time of war. 
This stated that naval aviators would be required : 

‘ (a) To ascertain which vessels were in enemy harbours 
and which could not be seen from blockading ships. 

(b) To ascend from a floating base and ascertain if any 
of the enemy’s vessels be in sight. (This remark is of 
interest, as it contains the germ of the future aircraft- 
carrier.) 

(c) To locate submarines. 

(2) To detect minefields. (Experiments had been con- 
ducted some months previously in this connection from 
HKastchurch over the Thames Estuary, but owing to the 
large amount of mud in suspension in the water they had 
not met with much success.) 

(e) To direct the fire of ships’ guns.’ 

Barring the introduction of torpedo machines and of fleet 
fighters, there is little else in the duties of the Fleet Air 
Arm to-day. Furthermore the attention of readers of the book 
is particularly directed to the extract on page 17 from the 
‘Memorandum on Naval and Military Aviation, April 11, 
1912,’ which shows clearly how sound were the views of 
those in authority even at that early time. 

One is pleased to find recorded in this introductory chapter 
that ‘the onomatopceic word ‘‘ crash,’’ used in the litera- 
ture of aviation, was coined by Captain J. D. B. Fulton of the 
Royal Field Artillery and Royal Flying Corps (who was 
originally one of the officers of the Air Battalion of the 
Corps of Royal Engineers). ‘This officer also devised an in- 
strument called a ‘‘ Crashometer,’’ which made a record of 
the quality of the pupil’s landing in case he (Captain Fulton) 
was not there to witness it.’ 


THE BEGINNINGS OF YARMOUTH. 


Apparently the choice of the site for the Yarmouth Air 
Station was originally due to Lieut. 1’EKstrange Malone, 
R.N., who, after a useful and distinguished career in the 
R.N.A.S. and R.A.F. left the Service after the War, unfortu- 
nately took to politics, was imprisoned for a political offence 
connected with Bolshevik doctrines, was deprived of his rank 
as a retired officer and is now a Socialist M.P. for Northamp- 
ton. 

The story of the negotiations, and the wording of the 
original agreement, between the Town Council of Yarmouth 
and the Admiralty for the site which ultimately became the 
Air Station and Aerodrome makes amusing reading. 

One has tender recollections of Yarmouth Air Station in 
those early days, particularly during the mangeuvres of 1013, 
when it was commanded by the late Lieut. Reginald Gregory, 
R.N., who had under him Lieuts. C. L. Courtney and J. W. 
Seddon, R.N., Sub-Lieut. F. K. T. Hewlett, R.N., and Lieut. 
T. S. Cresswell, R.M.L.I. (who was killed in an accident off 
Calshot before the War), and of the feared loss at sea, and 
subsequent rescue, of Sub-Lieut. Hewlett. They ‘were 
strenuous and very amusing times. 

Mr. Gamble tells in considerable detail the story of these 
first naval manceuyres in which aircraft were used. The 
work of the aircraft is well worth studying in the light of 
what is done to-day. Incidentally wireless was used with 
considerable success even then. 

Another interesting section in this chapter is made of quo- 
tations from two letters in The Times from a German officer 
signing himself ‘ Colonel Donner und Blitzen ’ which at any 
rate give an idea of the views of one section of German 
Service people at the time. 

Old hands in the Naval Air Service will take a fierce joy 
in the description of the development of the Yarmouth 
Air Station in Chapter IV. The photographs of No. 69 Maurice 
Farman Longhorn and No. 20 Short seaplane equipped with 
the Gregory-Riley-White wheel float attachment for launch- 
ing (a kind of one-way amphibian affair) will bring back 
memories of the ‘them was the days’ kind. 

This part of the book includes quotations from ‘THE 
AEROPLANE of the period, which show how closely this paper 


even then was in touch with Service doings. In fact th 


ports from the Service air stations of that day were no 
like the Club reports of to-day,—likewise the beginnin 
greater things. 

Hereabouts are set forth the new substantive ranks i: 
Royal Navy which were created for the special benefit o 
R.N.A.S. Few people now remember that thongh | 
Commander, Squadron Commander and Flight Comma 
were merely verbal descriptions in the R.F.C., they 
actual ranks in the Royal Navy, and that those few p, 
who happened to retire from the R.N.A.S. before the R. 
came into being are still entitled to use those titles. H 
Squadron Commander James Bird of the Supermarine \ 
pany, who has been responsible for so much of our pro; 
in seagoing aircraft. \ 


| 
THE BEGINNING OF WAR. re 


The story of the part played by the newly-formed R.N| 
in the great Naval Review of July 18, 1914, which ultim 
developed into the mobilisation of the Fleet for war, is 
told. The Fleet instead of being dispersed after the Re 
was kept ‘in being’ thanks to the high intelligence of| 
Winston Churchill, who was then First Lord of the Admii| 

and Prince Louis of Battenberg, who was First Sea Lo! 
and thus the German Fleet was bottled in its harbours 
before war was declared. . 

In this section is a picture which deserves to be histo. 
{t shows Commander Samson, R.N., flying a Short sea: 
over H.M.S. Lion during the Review. The two craft 1: 
sented at that period the very last word in naval mater| 

Close to it is one of Mr. Leonard Bridgman’s best ske’ 
showing the old Short gun-carrier,—a pusher float bi: 
in which a gallant young officer named Clark-Hall us 
imperil his life by firing from the bows a gun of such ci 
as (alleged) to bring the machine to a standstill in the 

The discourse on the state of development at the: 
break of war begins with a catalogue of all the aircraft: 
engines pertaining to the Navy at the time. It make’ 
tertaining reading. Many a Group Captain, Air Comm! 
or Air Vice-Marshal of to-day will probably recognise in: 
list machines which will bring back sometimes joyou)) 
frequently painful memories of his early days in the air. | 
many even of junior rank will remember that 80 h.p. D: 
dussin monoplane which the late, and much-beloved | 
Commodore Groves used to fly when he was a Wing < 
mander in the R.N.A.S. It actually survived until 17 

This chapter (V) also contains very valuable inform: 
about the armament of the R.N.A.S. at the period. W) 
these days ever hears of the Marten Hale rifle grenade: 
missile from aircraft, or of the Ranken dart? | 


GERMAN DEVELOPMENT. 


The description of the development of the Imperial 5 
man Naval Air Service up to the outbreak of war, 
follows, is a peculiarly valuable piece of history. } 
Gamble goes as far back as 1884, when an experi 
division of airship troops existed, for the beginning oil 
history. He does not concern himself here with the hi 
of the Zeppelin airship, for which he reserves a chapt 
itself later in the book. He merely assumes the exis! 
of Zeppelins and gives a very clear account of how th: 
ship and aeroplane services of the German Navy wet'' 
veloped side by side. ; 

In this chapter the photograph of the Zeppelin L.:' 
only airship in the German Naval Airship Service a't 
outbreak of war, deserves its place among historic pict 

There is much interest also in seeing the precise di\¢ 
tion of all German airships at the outbreak of war. 
the catalogue of the types of aeroplanes owned by thez 
man Nayy is highly illuminating,—despite the fact 
Albatros is erroneously spelt with a double S. - | 

EARLY WAR WORK. 

The story of the actual War opens on page 99 of the > 
and an excellent word-picture is given of the work ot 
personnel by two examples of daily reports of seaa 
patrols, as for example Squadron-Commander Courtney 
port of a flight with Petty Officer Telegraphist Hend) 
well-known character) as passenger. 4.30 p.m. #4 
Yarmouth. 4.31 p.m. Passed a T.B.D. and signalled « 
Ecce 4 

Mr. Gamble evidently had no-excuse for including i 
book the famous report of a seaplane observer on his 
first flight somewhat as follows: ‘ 2.30 p.m. Took off 
Felixstowe. 2.31 p.m. Passed Harwich. °2.35 Passed D 
court. 2.36 p.m. Passed a seagull flying backwards 
never having realised before that even the slow seap? 
of the time were faster than the best gulls. 


REMINISCENCES. 


Some of the most interesting portions of this cht 
are the reminiscences of certain Chief Petty Office: 
Yarmouth at the time about the machines which they 
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AIRCRAFT EXHIBITION 
October 7th to 28th, 
SAN Doj2r HALE OE. 
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DUPUCUUUUCUDUSEEDTTETOAERTEDOUTTTETESUEPOTD EEO CT TET E OETA 


URTHER proof of the amazingly 
Bn cittent reliability of the Napier 
aero engine is given by the flight of four 
Royal Air Force Supermarine-Napier 
“Southampton” flying boats which 
have completed a cruise from England 
to Australia and back to Singapore. 


During this journey the flight have— 


| 


PUMUNQUROEOUDGOONUTOUENOCDOUNRCONCUUGSOCUCCOO OE CCVOUOUCTTOOEETYO OOD ECOCUCTTOAETCOU EEE CTTETTT 


Flown192,000 engine miles without the slightest mishap. 
Kept to a prearranged time-table throughout. 
Flown in formation during the whole cruise. 
Made the first flight round India. 

Made the longest reliability flight of this kind. 


OO ee 


KINDLY MENTION “ 


No other engines in the World have given such 
practical proof of their amazing reliability as the 
British-built Napier. These engines were Standard 
Napiers taken from stores without any special testing. 


The Napier will give YOU this service. 


NAPIER 


The finest aero engine in the World 


*>Grams: IDE NAPIER & SON |vasi Dy >Phone: 
Moneyer, Act, ACTON, LONDON Chiswick 
London W. 3 1220 
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to tend and their experiences with newly-enlisted mechanics 
and strange armament. 

The regular C.P.O., R.N., and the Engine-Room Artificer 
of the period were just about as well educated and as intel- 
ligent as anybody in the Service, and seeing things from a 
point of view quite different from that of their officers their 
reminiscences are singularly entertaining. Mr. Gamble has 
been fortunate in getting a good many such reminiscences, 
which appear at intervals throughout the book. 

Much of the interest of the book in fact depends on his 
skilfully selected extracts from letters of officers and ratings 
at Yarmouth telling of their individual outlooks and ex- 
periences throughout the War. The task of selection must 
have been heartbreaking for he had enough material to have 
filled the book twice over with this material and nothing 
else. And so much as is published is so informative or so 
funny that one laments the rest which had to be scrapped. 

One gets all sorts of outlooks. There is that of the war- 
worn, weary and disgusted pilot after a fruitless patrol; 
there is that of the tired but triumphant warrior returned 
from a successful battle with an airship or enemy seaplanes ; 
there is that of the experienced and slightly cynical Warrant 
Officer in relation to the terrible material, human and 
mechanical, on which he had to work. Through these 
letters one gets a wonderful insight into the psychology of 
the R.N.A.S. ; 
THE GERMAN STORY. 

Chapter VII dealing with the activities of the German Air 
Stations opposed to Great Yarmouth is equally interesting. 
The reader will see with surprise that the German Commiand- 
ing Officer at the Zeebrugge Seaplane Station rejoiced in 
the name of von Arnauld de la Perriére. 

In those early days of the War even the best of British 
officers with German names were viewed with suspicion in 
this country. It was not till considerably later that Service 
aviators applied to be appointed to squadrons commanded by 
officers with such names as Albrecht or von Péllnitz because 
anything which seemed German had come to be regarded 
as necessarily efficient. 

When one comes to read these German accounts of their 
operations against Yarmouth one is struck by their similarity 
to our own outlook and experiences. ‘There were the same 
complaints of insufficient and inefficient equipment, the 
same lamentations about shortness of men and material, 
about unreliability of engines and untrustworthy aircraft, 
and about bombs that went off when they were not supposed 
to do so, or did not go off when required. It is only since 
the War that we have discovered that on pretty well all 
counts the German Fighting Services and our own were 
just about 50-50. 

To go through the book chapter by chapter would take 
up far too much space. At the opening of these notes one 
has indicated the contents of each chapter. And one can 
only recommend the readers of THE AEROPLANE to study the 
book themselves. 

The author has made no effort to emphasise individual 
heroism or personal perils, but in the ordinary tale of the 
Station’s work individual examples of gallantry could not be 
ignored, nor could individual stories of extraordinary en- 
durance and almost miraculous escapes be omitted. 

Thus we have the story of one Cripps, who, landing a 
B.B. in the dark and afraid to drop his bombs lest he 
should hit a house, flew his machine down till his altimeter 
showed 100 feet above sea-level, stepped out onto a wing, 
counted six and then jumped, only to fall a few feet into 
soft mud unhurt. Even the machine was very little 
damaged. 

And we have the story of an officer and man whose sea- 
plane was wrecked after a forced alighting, and spent four 
days and nights hanging onto one float which had come 
adrift from the wreck. 

Then we have the story of how Flight Commander Vincent 
Nicholl and Flight Jjeutenant Hards, on two BEacs., 
chased a Zeppelin, for sixty-five miles out to sea without any 
prospect of being saved if their engines let them down. 

Also there is the classic story of Squadron Commander 
Nicholl, as he had become, with Flight Lieut. Leckie, in 
a flying-boat, rescuing the crew of a land machine which 
had come down in the middle of the North Sea, and spend- 
ing days and nights on the water before they were picked 
up, thanks to the intelligence of a mere civilian in uniform 
who calculated their position accurately from a pigeon-borne 
message after the naval navigators had failed to find the 
flying-boat. 

Actually the most spectacular work of the Yarmouth 
Station was chasing Zeppelins. The descriptions of the 
various anti-Zeppelin patrols, successful and unsuccessful, 
the attacks on Zeppelins which failed and succeeded, the 
risks that were run, the bitter disappointment and the 
elation at success are enough to make a book in themselves. 

The exploits, in particular, of Egbert Cadbury (in his 
various ranks), of Robert Leckie, of Galpin, Culley, Fane and 
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AFTER A NORTH SEA ADVENTURE.—Fit. 
Trewin, Sqd. Comm. Nicholl, Fit. Lt. Leckie and | 
Lt. Gilligan on H.M.S. ‘‘ Halcyon,” after thei 


others, make reading for a book of adventure. 
are plain history, and are told as such without adjectiva 
broidery.. And they are all the more impressive becat: 
Mr. Gamble’s straightforward style. ae 

The heroism of the German airship crews is $s 
be as great as that of our own people. Mr. Gamb 
full credit to the airship commanders, from the great C: 
Strasser downwards. At the end of his story one see! 
know and respect these officers, and the officers of thi 
plane stations opposed to us, as well as if they were < 
people. 4 

From one of the early stories, of a sail-make 


we 


Wundrack who crept up into the top of a badly si 
Zeppelin amid all the escaping gas to stop the holes 1 
gas-bags, to the wonderful exhibition of skill and pri> 
Captain Heine who surrendered his ship after the Arns 
by driving her, without help from the ground, prac? 
inside our shed at Pulham one finds . nothing but r 
appreciation of our enemies. a 
That represents truly the spirit which existed amon 
majority of our fighting men during the War. Prac 
the only place in which one could express admiration | 
Germans during the War was with the Fleet at sea, wi 
Army in the field or at Air Service Stations. te 


THE AIR AGITATION. Sab 
The story of the famous, or infamous, air agitation GI 
is told with accuracy and without prejudice in Chaptert 
From that agitation sprang the Air Board from whi 
Air Ministry developed. aan 
Mr. Gamble, not being tied down as is an official hist 
has naturally been able to write quite freely on this sw 
He has even been able to be fair to the much-maligr1 
eccentric, Mr. Pemberton Billing, who was the origin! 
the agitation. His scheme for a separate Air Service w) 
different in essentials from that which exists to-day. ' 
particularly commends this chapter to those in seal1 
historical enlightenment. | 
Another piece of history which is little known | 
present generation of aviators appears in the same clP 
that is, the origin of the flying-boat as we know 1! 
Proper credit is given to Mr. Glenn Curtiss (who a? 
with only one N instead of two), to the late John ° 
R.N., and to Lieutenants ‘ Jack’ Towers, ‘ Pat” Belt 
and ‘Dick’ Richardson, U.S.N., all happily with > 
day. Nowhere else has one read.such a clear si 
t 


the development of the ‘ Small America’ and ' 
America,’ later known as the H.12. type, and the Feli 
‘F? type boats from which we have developed todé 
Southamptons and Calcuttas and Irises. ; 


ENGINEERING VALUE. 


Engineers in the Air Force and out of it will find 3 
much enlightenment as will fighting people or pel 


| 
ticians. In its proper place in the history of each yea! 
is always a section devoted to technical development 
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experiences with different types of engines, guns, wireless 
gear and so forth. And every here and there there are 
extracts from letters from engineer officers who served at 
Great Yarmouth describing their experiences, and various 
dodges which were used to get over mechanical difficulties. 

The engineer people will be particularly interested in the 
story, told one believes for the first time, of how the Con- 
stantinesco gun-gear came into being. During its introduc- 
tion to the Service it passed through the hands of three 
officers whose names are now very well known,—Lieut.- 
Colonel Caddell, now of Vickers Ltd., Major Hopkinson, a 
great scientist who was unfortunately killed during the War, 
and Captain Blacker of the Guides. bt 

Limitations of space prevent one from saying anything 
here of the numerous actions against Zeppelins and against 
German seaplanes over the North Sea. And even if there 
were space, one would be unfair both to the book and to its 
readers in telling even one of these stories here. One can 
only recommend that they should be read in the book itself, 
for they make just about the finest reading of any war ad- 
ventures yet told. 


THE ILLUSTRATIONS. 


At this point one must really cease from saying any more 
about what is in the book and leave people to read for them- 
selves. Besides Mr. Bridgman’s sketches of historical types 


THE FOKKER-AVRO DEAL. 


One of the most interesting announcements affecting the 
Aircraft Trade which has appeared for a long time is the 
statement that A. V. Roe and Co. Ltd., which is now prac- 
tically the property of Siddeley Proprietary Ltd., has 
arranged with the Fokker Aircraft Company in Holland to 
manufacture and sell the Fokker FVII-3m design in Great 
Britain, the Irish Free State, and all British Dominions and 
Colonies with the exception of Canada. 


This arrangement is evidence of the astuteness and fore- 
sight of Mr. J. D. Siddeley, and it should prove a very 
salutary lesson to our aircraft constructors in general and 
our chief designers in particular. One hopes that it will 
provide that shock to their self-esteem which is necessary to 
produce accelerated progress in this country. 


For a very long time THE AEROPLANE has been preaching 
to the whole Aircraft Industry the need for the production 
of passenger-carrying aircraft if we are to capture the 
World’s over-seas markets. A few firms have set about 
producing such machines, but they seem to have been so 
busy on more immediately paying propositions that instead 
of turning out aircraft of the types which the World’s 
markets want, at the rate of about six weeks per new type 
(which is definitely possible given the necessary drive and 
urgency) they have allowed the production of their new 
types to drift. 

A. V. Roe and Co. Ltd. themselves have in fact had a 
design for a cabin monoplane in hand for several months. A 
picture of it as it would have been had it ever been finished 
appeared in THE AEROPLANE of March 7, 1928. Unfortunately 
the Works at Hamble have been more or less forced by the 
Air Ministry during the past year or two to produce 
very interesting experimental machines for the Royal Air 
Force, none of which, unfortunately, though very fine aero- 
planes, have brought Air Ministry production contracts. 
And so what might have been a highly marketable civil 
product, and in fact one which might have made this Fokker 
arrangement unnecessary, had to be shelved. 

This seems to teach us that putting one’s trust in Air 
Ministries is just as bad as putting one’s trust in Princes, 
and that by far the best policy is to find out what the 
World’s markets want and make it, regardless of everything 
else. After all that is only what any manufacturer in any 
business has to do all his life. He backs his own judgment. 

Mr. Siddeley has shown in this Fokker deal that business 
acumen which has placed him in the front rank of British 
business men. His success is the more remarkable because 
he has built up his position in such chancy businesses as 
the cycle trade and motor trade instead of in some more 
prosaic and stable industry such as soap or sausages. 

It is a curious fact throughout British Industrial History 
that when we have developed a certain trade to a certain 
point we always seem to have to go abroad for our next 
step forward. And we do this in spite of the fact that 
among our junior men there are plenty of brains which are 
far in advance of the foreigners to whom we go for our 
improvements. In due course, those younger and brighter 
brains improve on our imported designs and ultimately we 
arrive at having the best products in the World. 

History will repeat itself, and thus through Mr. Anthony 
Fokker we shall arrive at better and better British aircraft. 
One can only hope that other British firms will follow Mr. 
Siddeley’s example and will import other promising designs 
on which in turn they also will improve.—c. G. G. 


of aircraft, the actual photographs are as remarkab 
everything else. 

The photograph taken from a German seaplane o 
Coastal Airship C.27. falling in flames is one of the | 
striking, if one of the grimmest, pictures yet publi 
The picture of one of our flying-boats burning on the — 
after being shot down would be almost as grim, if it 
not for the comic element in the story which tells abo 
The picture taken from the air of German seaplanes capt 
a Dutch sailing barge is in a different way as arresting 

The publication of the portraits of the sides te 


Strasser and of Oberleutnant Christiansen, besides be 
tribute to our enemies, shows us what a fine type of 
our aviators had to meet. The pictures of Sopwith s 
seaters and big flying-boats on barges which were towe 
into the North Sea so as to give the aircraft greater 1 
of useful action show a little-known side of the war. | 

Among the most interesting records in the book is a) 
plete table, covering 43 pages, of all the airships used ¢ 
the War 1914-18 by the Imperial German Naval Airshij 
vice together with the number of war flights made by: 
ship, the names of the commanders, and the fates < 
ships and crews. | 

In fact in every way the book combines at once thy 
of a really good novel with the informative value of hi 
as it should be written.—c. G. G. | 


| 
THE CONTROL OF FRENCH AVIATI( 


The disagreement between M. Laurent Eynac, the ti 
appointed French Air Minister, and M. Painlevé, Minis: 
War, and M. Leygues, Minister of Marine, concernin| 
extent of the Air Minister’s control of Service Aviatic 
now been settled, for the time being, by a compromise. | 
has been arranged, so report says, by M. Poincaré, Pre 
of the French Republic. | 

Under this compromise all Votes for aviation, Mi: 
Naval, or Civil, will appear on the Budget of the Mi: 
for Air. ‘These Votes will include provision for mati 
which has not been seriously disputed—and also for Si 
personnel—which the Army and Navy Authorities ha) 
sired to keep under their own exclusive control. 

The compromise lies in the fact that the personnet 
provided for in the Air Votes is to be at the disposal 
Ministries of War and of Marine, and that althoug 
Minister for Air will take responsibility for the cost f 
such personnel the Services will be in a position larg) 
dictate what personnel is to be provided and how th’ 
to be employed. | 

Politically the arrangement seems to be a draw, hea'l 
favour of M. Laurent Eynac. Practically it seems lik) 
ensure all the drawbacks alleged to accompany a sé: 
Air Force with no compensating advantages except tho: 
may accrue to the French Aircraft Industry. > | 


THE ALLEGED FRANCO-BRITISH 
AGREEMENT. = | 

The rumours which have been so current in the P: 
all countries—more particularly Italy—during the pe 
weeks as to the existence of a secret agreement betw«i 
British and French Governments for the co-operation’ 
two countries in the matter of common measures for! 
Defence have led to the publication by the British J 
Office of the following statement :— | 
‘There is no agreement or understanding of an! 
with France in regard to aerial matters that has n/ 
published, and all rumours to the contrary are it 
untrue.’ | 
That these rumours owed their origin to some ” 
political interest must have been obvious to all inti 
readers thereof. The precise interested quarters fron 
they originated is however at present in some doubt. 


THE ROYAL AERONAUTICAL socit 
The following lectures have been arranged by, the 
Aeronautical Society for the first half of the Session } 
All lectures will be held in the theatre of the Royal 
of Arts, 18, John Street, Adelphi, W.C.2, at 6.30 Pp. 
cept the joint meeting with the Institution of Aut 
Engineers, which will take place at 7.45 p-M.:— | 
Oct. 4.—Mr. J. D. North, HeR.Ae:S., | Mieaeaes ‘tne. 
Development of the Aeroplane. Oct. 18.—Mr. H. Sutton, M.S 
Alloys and their use in Aircraft. (With special reference 0 
rosion Problems.) 
Nov. 1.—Mr. W. D. Douglas, A.F.R.Ae.S., and Miss C. B. e 
The Testing of Adhesives for Timber. Nov. 8.—Wing Cdr. T. 
Browne-Cave, C.B.E., F.R.Ae.S., Machinery Installation of R.- 
15—Mr. R. J. Penn, A.M.I.Mech.E., Aeroplane Engines nF 
(With special reference to Carburation.) (Joint Meeting wit 
tion of Automobile Engineers). Nov. 22.—Major F. M. 3 
F.R.Ae.S., Weight of Aircraft. (With special reference to 2 
on size.) Nov. 29.—Mr. F. Sigrist, A.F.R.Ae.S., Production 
Dec. 6.—Capt. A. P. Thurston, D.S.c., F.R.Ae.S., M.1.Ae.E. 
of Aeroplanes by Alulas. 
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AERO ENGINES HAVE GIVEN 


PROOF 


OF THE 


UTMOST RELIABILITY 


The most recent demonstration being at the INTERNATIONAL 
MEETING AT ORLY (FRANCE) a CIRRUS MARK III 
engine being the only one to complete the eight-day tour of 
France without losing a single point. 


OUTSTANDING 66 CIRRUS ae ACHIEVEMENTS. 


ENGLAND — AUSTRALIA. In 16 pDAYs. 
ENGLAND — AUSTRALIA. With passenger. 
LONDON — CAPETOWN — LONDON. 
LONDON — CAPETOWN. In 13 DAYS. 
LONDON — CAPETOWN. Lady Pilot. 
CAPETOWN — LONDON. Lady Pilot. 


st KING’S CUP AIR RACE, 1926. BRITANNIA TROPHY, 1927. 
st KING’S CUP AIR RACE, 1927. Ist SIDDELEY TROPHY, 1928. 
Etc., etc. 


“CIRRUS” engines are in use by The British Royal Air Force, 50 Light 
Aeroplane Clubs, and 26 Different Countries, and are fitted in D.H. ‘*MOTH,” 
AVRO “AVIAN,” WESTLAND ‘‘ WIDGEON,” SIMMONDS “SPARTAN,” 

SHORT “MUSSEL,” and 21 Foreign Types of Light Aeroplanes, in GERMANY, 
ITALY, JAPAN, SWITZERLAND, CANADA, U.S.A., ete. 


The requirements o0o MANUFACTURERS, PRIVATE OWNERS. CLUBS, and 
NAVAL and MILITARY PURPOSES are met by these two engines: 


75/80 bhp. “CIRRUS” Mark U. 
85/95 hp. “CIRRUS” Mark IIL 


Manufacturers :— 


A.D.C. AIRCRAFT LTD. 


REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS, : 
(eohone— Constructors of ‘‘ CIRRUS "' and “NIMBUS” Aero Engines. Telegtams— 
; orn 4076. Constructors of ‘‘ MARTINSYDE” Types of Aircraft. Airdisco London. 
UTM TTT 
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A FORECAST OF THE BERLIN SHOW. 


The Berlin Aero Show will open on Sunday next; Oct. 7, 

and judging by the preliminary notices it is likely to be a. 
big affair. One wishes every success to the Reichsverband 
der Deutschen Luftfahrt-Industrie (National Association of 
German Airfaring Industry). The show is limited to Civil 
Aircraft by the Treaty of Versailles. 
' The German exhibits of aircraft and engines should be 
quite interesting. Among the light aircraft will be found the 
Sausewind designed by the late Herr Baumer, and still pro- 
duced by the firm which perpetuates his name; the Klemm 
L.20 and L.25; the Miiller-Griesheim G.M.G.2; the Espenlaub 
14 two-seater, and the Meteor 2 two-seater biplane. 

The school and air-traffic machines include the Raab- 
Katzenstein Schwalbe, Pelikan and Grasmiicke; the B.F.W. 
Flamingo and B.F.W.2r and an improved Flamingo type, 
the B.F.W.M.20; the Arado transport machine and a two- 
seater sports machine C.S.2; the Focke-Wulf Mowe. A.17a 
and the Habicht; the Heinkel H.E.10 and H.D.22; the Alba- 
tros Ass and the 73a. 

The three makers of giant machines will show the Dornier 
four-engined Superwal and the improved Delphin; the latest 
and biggest Rohrbach, the Romar; and the Junkers G.31, 
the W.33 and the F.13. 

In addition there will be shown all kinds of models and 
testing apparatus. 

The French exhibit will include a Farman 180, the “Flying 
Bar,’’ a type 190 four-seater; a Wibault all-metal machine ; 
the Breguet XIX of Costes and le Brix; a Bleriot eight- 
seater limousine; a Potez eight-seater; a Nieuport; and a 
new Latécoére flying-boat. 

Czechoslovakia will be represented by the Avia and Aero 
firms. 

Italy will be represented by a Caproni and a Savoia. 

Belgium’s representatives will be Sabca, Renard, 
Stampe et Vertongen. 

Holland will have a Fokker F.VII and the Koolhoven 
BIKA. 

Among the German motors shown' will be the B.M.W., 
Siemens, Daimler, Argus and Junkers. 

France will have the Gndédme-et-Rhdéne, 
Renault, Salmson and Lorraine. 

Czechoslovakia will have the Skoda and Walter. 

Italy will have the Isotta. 

Belgium will have the Renard. 

The British exhibit will be as follows :— 

A. V. Roe and Co. Ltd. will show two standard Avians, one 
with a Mark II Cirrus and the other with a Mark II Genet. 

The De Havilland Company will ,show a complete Gipsy 
Moth (Gipsy engine) specially show-finished,.in cream and 
lined in red. Also there will be a float undercarriage with 
floats by Short Brothers and an undercarriage with .a pair of 
skis. In addition there will be D.H. accessories such as tele- 
phones, telescopic clocks, portable tail trolleys, wheel jacks, 
tethering pickets and aerobatic harness. Also the De Havil- 
land Co. will show a Williamson Eagle Aircraft Camera. 

Handley:Page Ltd. will show a De Havilland Moth with 
Handley Page Slots. Also there will be a small model 
aeroplane fitted with slots placed in front of an electric fan 
so that the action of the slots can be studied. 

The Bristol Aeroplane Co. Ltd. will show Jupiter engines. 

Armstrong Siddeley Motors Ltd. will show their whole 
range of Jaguar, Lynx, Mongoose and Genet engines. 

Rolls-Royce Ltd. will show a standard “ F’’-type aero- 
engine, which is the very latest development of the famous 
Rolls-Royce Falcon. 

Palmer Tyre Ltd. will show a complete line of their famous 
wheels and tyres, and wheels fitted with brake equipment 
in accord with the latest developments in aircraft. 

A.D.C. Aircraft Ltd. will show a Cirrus Mark II and a 
Cirrus Mark III and an A.D.C. Nimbus. 

The British Russell Parachute Co. Ltd. will show three 
Russell Lobe parachutes with their full equipment. 

The Gloster Aircraft Co. Ltd. will show a Gloster Hele- 
Shaw Variable Pitch Airscrew. This will be shown rotating 
at about 200 r.p.m. so that the variation of’ pitch may be 
studied on the spot. 

Imperial Airways Ltd. will show a full-size model of an 
Argosy cabin fitted up with buffet and lay figures. 

D. Napier and Son Ltd. will show a Series XI Lion of 
570 h.p. 

The Blackburn Aeroplane and Motor Co. Ltd. will show 
a complete Bluebird, and a seaplane float undercarriage. 

Henry Hughes and Sons Ltd. will show compasses and 
other aircraft instruments. 

A.B.C. Motors Ltd. will show a Hornet engine on the stand 
of their Berlin Agent,—Autoflug,—in the German Section. 


and 


Hispano-Suiza, 


the stand of their Berlin Agents,—Deco, G.m.b.H. 
C. C. Wakefield will show oils on the Deco stand. 
The Irving Air Chute will be shown on the Aut 
stand. 
All the aircraft firms will, in addition, show models, 
photographs of various types which they make but are; 
showing. te | 
A very interesting sub-section of the British section | 
be that organised by the Air Ministry in conjunction {| 
the Royal Aeronautical Society as a contribution to the | 
torical Section of the Exhibition. This will afford to; 
British Nation an opportunity of demonstrating to our fri) 
in Germany and to Continental Europe in general the 1: 
of British aeronautical development from the earliest ( 
For this section much credit is due to Col. the Mast 
Sempill (Chairman of the Royal Aeronautical Society), 1; 
Villiers of the Air Ministry, and Mr. Claude Taylor of; 
Department of Overseas Trade. i | 
To make this exhibit of more than usual value the }) 
Aeronautical Society, the oldest institution of its kind iit 
World, have very wisely enlisted the help of Mr. J 
Hodgson, the author of that historical work ‘‘A Hic 
of Aeronautics in Great Britain,’? which deals with 
nautics in Great Britain from the very beginning unti| 
time when flying began, and for it Mr. Hodgson has collit 
documents and pictures the value of which cannot pos! 
be estimated. For example, it includes much of the ori: 
work of Sir George Cayley, who made successful practica: 
periments with aeroplanes over 120 years ago. ‘These 1 
able manuscripts have been lent by Sir Kenelm Cayley 
descendant of Sir George. ‘There are also personal relica 
records of the early British experimenters with balloons) 
of the earliest actual flyers in this country. 
The significance of the whole exhibit is vastly increas 
the loan from the Air Ministry of a remarkable and exte)i 
collection of aeroplane models showing practically «« 
type of British aircraft. | 
It is, of course, regrettable that so few British aircraft 
be shown compared with the numbers exhibited by foi 
nations. But such exhibits as we shall have at Berlina 
at any rate represent the best British design and worki: 
ship. And the fact that they are there is ‘witness to the ¢t 
prise of their makers.—c. G. G. 


SAXONY AND THE LUFT HANSA. 
According to The Times’ Berlin correspondent, the Det’: 


Luft Hansa A.G. has ceased to operate all its , 
Saxony as from Sept. 25, because the Government of S: 


has refused to continue payment of its share of the | 


S. Smith and Sons Ltd., will show aircraft instrument, 
| 


subsidies. ; 

This is the outcome of the abandonment by the Luft I1 
of the aerodrome of Mockau in favour of that at Schell: 
on the ground that Mockau is unsuitable for present-da.n 

Mockau is on the outskirts of Leipzig, whereas aah 
is nearly midway between Leipzic and Halle, and serves 
centres. It is however in Prussian and not Saxon tert 
and. it is understood that the municipality of Hal 
Prussia is largely responsible for its construction. |] 
Saxon susceptibilities have been ruffled. : | 

This ruffling has been accentuated by the refusal qt 
authorities of the Reich to authorise the running of a sv 
from Mockau to Berlin by the North Bavarian Air Trap 
Co., a firm independent of Luft Hansa, which still 
between Bavaria and Mockau, on the ground that the 
Hansa services from Scheuditz were adequate. 


A LUFT HANSA MISHAP. 


The Junkers G.31 monoplane (three Jupiter engines)? 
ing the name Deutschland is reported to have been- 
pletely destroyed on Sept. 25. Carrying eight pass's 
and a crew of four, it was making a trip from Paris to -t 
Shortly after passing Cologne the pilot decided to ld 
Arnsberg as one engine was not running satisfactorily. 

Immediately on landing smoke was seen issuing fr. 
faulty engine, and the passengers and crew were on} | 
able to get out before the whole machine was on fire. 

Press reports allege that the machine was redu : 
ashes. This, though improbable, is by no means Imp ' 
for some aluminium alloys, when well alight, burn lik 
magnesium wires which are, or used to be, used biP 
tographers. This is especially likely when the alloyis 
the form of thin sheet. And one has been told that 10 
quickly and fiercely, whereas doped fabric fries or smo 

The G3r was the largest of German aircraft, Ged 
signed for long-distance passenger transport, amd © 
much interest during the past Summer when it pa 
or three visits to Croydon, partly because of its high A 
but even more because of its luxurious accommodat 
passengers. The general belief is that the type was 1 
for the proposed Berlin-Pekin service. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
‘ September 25. 

; ROvAL AIR FORCE. 

GENERAL DUTIES BRANCH.—The following are granted S.S. comns. as 
Plt. Offs. on probation with effect from and with seniority (Sept. 14) :— 
ASG. Adnams aA. Pamb., ouaminee (et 7 NGoth wieGles, sakeAc av leeAn) pat unee 
Armstrong; J. F. Ballin; A. C. Baber; J. KE. Beynon (Lt., Essex Regt., 
T.A.); B. A. Blythe; A. l.. Brain; C. M. D. Chambers; C. M. Champion 
de Crespigny; G. H. Clarke; H. R. Collins; R. G. Cruickshank; E. W. 
Downing; HW. A: Fenton; K. ‘R. Garle; a. 1. Gibson; ly C. Giests 
F. N. Hemphill; H. R. Hughes-Hallett; BE. Ions; A. EK. Louks; D. S. 
McDougall; F. A. MeNeill; CC. C. C. Manson; G. O. St: J» Morris; 
M. PB: O'Reilly>- Ke UW.-Pell ‘(and Lt., R.W. Kent Reet., T. Aja AY 
Powell; =G, Cy.Shirtchifies C. Ray, F. Read; R. A. Ro =Robinsons, J.D: 
Roden; Ij. =P). Rowley; F.- W.. H. Russell; D. F. Satchwell J. S: 
Shakespeare; V. C. F. -Streatfeild; 1. Ps Thomas. ‘Plt. Offe-G. Selk 
is promoted to the rank of Flg. Off. (Oct. 26). 

The following Plt. Offs. on probation are confirmed in rank :— 
C.K. “Turners (Augi-31)5 J. C.K. Rogers, Jn, Es Markby, 3b Ge Hicks, 
J. C. B. Tinling, J. B. Veal, A. D. Bennett, J. W. Smith, P. H. Smith, 
W, D. J. Michie, H. l. Piper, C. H. Appleton, R. W. K. Stevens; I. V. 
Bennett, J. A. Greenshields, C. L. Myers, M. C. Collins, C. A.-Pearson, 
P:. FF. “‘uxton, DD. MM.) :Hatrison, Al Le RR: Si Uptonw(Sepew >). 

Fit. Lt. F. Carpenter is placed on the retired list at his own request 
(Sept. 22). The following are transferred to the Reserve :—Crass A.— 
Flg. Off. C. B. Wilson (Sept. 18); Flg. Off.,L. H. Ross (Sept. 15) (sub- 
stituted for the notification in the Gazette of Sept. 18). Cuass C.— 
Blt. Lt: UR? “bese -Allen= (Sept. 12) 

The S.S. comns. of the following Plt. Offs. on probation are terminated 
on cessation of duty :—C. R. Shillingford (Sept. 15); G. R. Chameroy 
(Sept. 25); P. B. T. Rowland (Sept. 26). Lt. E. B. Carnduff, R.N., Fig. 
Off., R.A.F., ceases to be attached on return to Naval duty (July 28). 

MEMORANDUM.—The permission granted to Sec. Lt. A. C. J. Payne, 
M.M., to retain his rank is withdrawn on his enlistment in the 
Supplementary Reserve (Aug. 17). 

RESERVE OF AIR FORCE OFFICERS. 

GENERAL DuTIES BrancH.—-The following Plt. Offs. are promoted to the 
rank of Flg. Off.:—O. F. Maclaren, lL. R. Stooke (Sept. 21); B. J. 
Apthorpe Webb (Sept. 22). Plt. Off. on probation BE. Rea is confirmed 
in rank (Aug. 11). Vlg. Off. D. P. Cameron, M.B.E., is transferred 
from Class C to Class A (Sept. 10); Plt. Off. J. H. M. Smith is trans- 
ferred from Class AA to Class C (Sept. 22). 

The following Flg. Offs. relinquish their comns. on completion of 
service :—G. R. Schooling (Sept. 16); P. Colbeck, M.B.E. (Sept. 7) 
Flg. Off. EK. R. Stafford relinquishes his comn. on completion of service 
and is permitted to retain his rank (Sept. 2). 

Pit. Off. EK. J. Brighton resigns his comn. on appointment to a 
S:S, comn*(Aug.-123); the comm, of Plt, 7Off. ‘ontmprobation TL. Lj, 
Davies is terminated on cessation of duty (Sept. 1). 


Appointments. 
Week ending Oct. 1. 
GENERAL DutIEs BRANCH.—Flight Lieutenants G. H. Mariingell, A.F.C., 
to C.F.S., Wittering, 2/10. E. C. Delamain, M.C., to No. iz Sadn., 


DOWN 
a Unit of the Royal Australian Air Force at Point Cook. 
Point Cook, and on his left is Sq. Ldr. 


Australia on Sept. 20 and arrived at Wellington, New Zealand, on Sept. 25. 


UNDER. 


Air Marshal Sir John Salmond, K.C.B., C.M.G., C.V.O., D.S.O., ADCs R.A.F., inspecting 


Bostock, O.C. Flying Squadron at Point Cook. 


Netheravon, 5/10. F. H. Jaurence, M.C., to No. 4€0 Flight, C: 
15/8. G.E. Ranson, to R.A.F. Base, Calshot, 1/10. R. Harrison, I 
to No. 2 F.T.S., Digby, 11/10. J. Duminy, to M.A.E.E., FRelix 
18/9.. R. E. Meek, to H.M.S. Furious, 1/10. J. D. S. Denhol 
H.Q., A.D.G.B., Uxbridge, 1/10. J. Marsden, to R.A.F. Depot, Uxt 
1/10. V. B. Bennett, to No. 602.Sqdn., Renfrew, 1/10. J. S. Nick 
E. and W. School, Flowerdown, 17/9. A. H. J. Howlett, to ] 
Sqdn., Donibristle, 6/9. 

Flying Officers A. H. Berry, D.S.M., to R.A.F. Base, Gosport, 
A. H. M. Weir, to R.A.F. Training Base, Leuchars, 6//o.eS 
Gray, to No. 20 Sqdn., India, 24/8 R. A. Barnett, to No. 28 
India, 29/8. A. E. Groom, ~D.S.M., to A.A.E.E., Martlesham ] 
8/10. H. EB. E. Weblin, to M.A.E.E., Felixstowe, 18/9. B. Gj 
to No. 603 Sqdn., Turnhouse, 24/9. 

Pilot Officers W. H. Hutton and A. W. Hunt, to School of 
Co-operation, Iee-on-Solent, 10/9. The undermentioned are pos’ 
R.A.F. Depot, Uxbridge, on appointment to S.S. Comms. (on prob; 
with effect from 14/9:—A. G. Adnams, A. F. P. Anning, A. R, 
strong, A. C. Baber, J. F. Balling, J. K. Beynon,-B. A. Blythe, | 
Brain, C. M. D. Chambers, C. M. Champion De Crespigny, | 
Clarke, H. R. Collons, R. G. Cruickshank, E. W. Downing, © 
Fenton, K. R. Garle, I. I. Gibson, I. C. Guest, F. N. Hemphill, | 
Hughes-Hallett, E. Ions, A. HE. Louks, D. S.. McDougall} 
MeNeill, C. C. C. Manson, G. O. St. J. Morris, M. P. O'Reilly); 
Pell, A. F. Powell, C. Ray, F. Read, R. A. R. Robinson ama 
L. P. Rowley, F. W. H. Russell, D: F. Satchwell, J. S. Shakes 
G. C. Shirtcliffe, V. C. F. Streatfeild, L.. P. Thomas. Bi 

STORES BRANCH.—Flying Officer A. J. Redman, D.F.C., to G4) 
Party, Cattewater, 20/7. ; 

CHaPLAINS BRaNcH.—The Rev. J. F. Cox, M.C;, B.A., to RAF. j 
Middle East, 8/9. The Rev. W. P. Hughes, to No. 4 BtiSp] 
East, 7/9. é 


The World’s Speed Record. _| 


The first trial flight of the Supermarine $.5 (Napier 
engine), in which Fit. Lt. D. D’A. A. Greig will mak 
attempt on the World’s Speed Record, was made at Ca| 
on Oct. 1. 

After waiting for 12 days for suitable weather Flt. 
Greig made a flight of half an hour during the afternoo 

During the past week two more officers haye joine¢ 
High Speed Flight at Calshot and have begun prelim) 
training in a Fairey Flycatcher. They are Fit. [It G 
Stainforth, from the C.F.S., Wittering, and Flg. Off. | 
Staniland, from No. 41 (Fighter) Sqdn., Northolt. ~ 

[Those who are interested in the capturing of Wc 
Records will be either amused, or furious, according tc 
working of their sense of humour, at the way in which, | 
wasting the whole of one of the finest Summers on fr) 
in doing nothing, we now set out to break records in wel 


which has already broken. We might have had the r 


| 
a 


Behind Sir John Salmond is Wing Cdr. Cole, 0.C. 


Sir John Salmond left 
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THE “RIPON II” 
NAPIER- ENGINED 
TORPEDOPLANE 
with gunner‘s cockpit - 

immediately behind the 
~- pilot. Equally suitable — 

for coastal-defence, _ 
reconnaissance, bombing, — 


purposes. Built to see 
as a seaplaneora shares 
eee’ by the FLEET. 
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the day after the Schneider Trophy Contest last year. We 
might have captured it during the fine spell in October last 
year. We killed poor Kinkead by sending him after the re- 
cord in unsuitable weather in the Spring of this year. And 
now we go for the thing in the wrong weather again. Verily 
we English are a wonderful people.—c. G. G.] 


Army Officers and Flying. 


The Times of Sept. 28 states :— 

It has been decided that Regular Army officers will not be selected 
for courses in flying with the R.A.F. unless they volunteer to fly 
and state their willingness in writing to do so. The courses will be 
made up only from those who volunteer. j : 

[If the political side of the War Office is going to be in- 
timidated by a few silly questions in the House of Commons 
into producing regulations of this sort, which are only likely 
to bring the Army into contempt, one suggests that the Per- 
manent Officials, who are not politicians, should reduce the 
whole thing to an absurdity by requiring officers to state 
in writing their willingness (A) to ride a horse (B) to fire a 
gun (C) to go into battle.—c. G. G.] 


The Health of the R.A.F. 

[Report on the Health of the Royal Air Force for the Year 
1927. H.M. Stationery Office or THE AEROPLANE Book 
Dept a scaaeta . 

In submitting his report on the health of the R.A.F. in 
1927, Air Vice-Marshal D. Munro, Director of Medical Ser- 
vices, R.A.F., states that the health of the force at home 
and abroad has been good, and the figures for sickness, death 
and invaliding incidence during 1927 compare very favourably 
with those of previous years. EKighty-eight per cent. of the 
officers of the General Duties Branch who were called upon 
to fly had been found to be fit for full flying duties, and 
the standard of fitness of both officers and airman pilots 
had been shown by the routine physical efficiency tests to 
maintain its high level of previous years and to be well above 
the accepted standards. 

This Report, which has appeared six months earlier than 
usual, is on the same lines as previous Reports, the main 
difference being that the units of the Fleet Air Arm are 
shown this year as a separate area. 

The average strength of the Fleet Air Arm is shown as 
711 and the deaths incidence per 1,000 of strength is 11.3, 
considerably higher than in any other area, India being the 
next highest with 8.1. . 

The average strength of the total force during 1927 was 
30,123 and the total number of cases of sickness was 24,422. 
The table of sickness by disease groups shows a decrease 
from other years in most diseases but an increase in malaria, 
influenza and pneumonia. 

The increase in malaria occurred in Egypt and Palestine and 
53 cases were contracted in one Armoured Car Company on 
reconnaissance around Azrak. In ‘Iraq there were consider- 
ably fewer cases of malaria than in previous years. 

There were 786 cases of influenza at home stations during 
1927 compared with 472 in 1926. Flower Down and Henlow 
accounted for 25 per cent. of them, and Netheravon had 105.2 
cases per 1,000 of strength. 

The average strength of the R.A.F. in China, excluding the 
Fleet Air Arm, was 147 and 206 cases of sickness occurred, 
resulting in two deaths and three invalidings to the United 
Kingdom. 

The total number of cases of injury during 1927 was 2,120. 
Of these 702 were due to athletics on duty (organised games) 
and 378 to motor transport off duty. Five members of the 
R.A.F. were bitten by.cats—whether on or off duty is not 
stated. 

Of the 80 deaths from injury 52 were caused while flying 
on duty and 10 by motor transport off duty. 

During 1927 there were fewer casualties in flying than in 
any one year since 1923 and considering the number of air- 
craft hours flown per accident resulting in death or injury, 
the casualty risk was the lowest recorded. 

Motor-cycle accidents off duty amounted to 308 and resulted 
in 8 deaths and 6 invalids. 

There were two cases of injuries sustained from rifle fire 
while flying, both of which recovered. ‘Twelve cases of in- 
jury during parachute descents were reported, one of which 
was fatal. 

The Central Medical Board 
flying duties and accepted 311. 
was defective eye-sight. 

The Medical Officers’ School of Instruction and the Hospi- 
tal Orderlies’ Training Depot, have been incorporated into 
a new medical Unit known as the Medical Training Depot, 
and stationed at Halton. 

The new R.A.F. General Hospital at Halton, which was 
opened on Oct. 31, 1927, is described in this Report and scale 
plans of the two floors are given. 

The decrease in the garrison in ‘Iraq accounts for the drop 
from 130 in 1926 to 56 in 1927 in the number of patients trans- 
ferred to hospital by air. Of.these 32 were conveyed in air- 


examined 588 candidates for 
The chief cause of rejection 


craft specially detailed for the purpose, and 24 in aire: 
carrying out duty trips for purposes other than medical, 

In Palestine, during 1927, 69 patients were transferred fr 
the R.A.F. Station at Amman to Ramleh, a distance of 
miles, over country impracticable to road transport. 


Wing Commander J. H. S. Tyssen, M.C. 

Wing Commander J. H. S. ‘Tyssen, M.C., Wh 
appointment to H.M.S. Argus as Senior Air Force Officer 
dated October 10, was born at Westbury, Barton Reg 
Somersetshire, in 1889 and educated at Wellington. 
joined the Somerset Light Infantry, Volunteer Battalion, 
a 2nd Jjieutenant in 1907 and transferred to the Some: 
Yeomanry in 1912 and was promoted Captain in August, 1 
He served in France with his Regiment from March 
June, 1915. He learned to fly on a Maurice Farman bipl. 
at Shoreham and his Royal Aero Club certificate, No. 1 
is dated Aug. 20, 1915. He was seconded to the Royal Fly 
Corps in September, 1915, and appointed Flight Comman 
in February, 1916. In April, 1916, he went to France y 
the R.F.C. and in November of that year he was awar 
the Military Cross. The London Gazette of Noy. 14, 1 
states :— 

For conspicuous skill and gallantry. He has done fine work in ph 
graphy often fighting against odds in order to get his work done. 
one occasion when five enemy machines interfered with one pat 
he, with another officer, dived at one and brought it down. 

He was appointed Squadron Commander with 
temporary rank of Major in January, 1917, and Major in 
Yeomanry in March, 1918. In August, 1919, he relinquis] 
his Army commission on appointment to a permanent c 
mission in the R.A.F. In April, 1920, he was appointed 
command No. 20 Squadron, Ambala, India. In Janna 
1923, he was promoted to be Wing Commander and in Ap 
1923, he was posted to No. 5 Wing H.Q. at Biggin Hill. | 
1924 he went to No. 21 Group H.Q. and in November, 1c 
he was appointed to command the R.A.F. Station 
Tangmere. | 

R.A.F. SPORTS AND PASTIMES. | 
Boxing. a 

The Sir Charles Wakefield Boxing Competition, for tea 
of novices representing stations, will take place at Hen’ 
on Wednesday and Thursday, Nov. 7 and 8, 1928. The cc 
petition will be conducted in accordance with the rules p 
lished in the handbook of the R.A.F. Boxing Association | 
1927-1928. 

Officers” 
clude the following weights: (Teams of 5) 
Welter, Light and Feather. | 

Airmen’s Competition :—* BB” and “CC” Teamsiomes. | 

Incomplete teams may enter and entries may be forwarc. 
to reach the Hon. Secretary, R.A.F. Boxing Assn.,” togetl 
with entrance fee of £2 in respect of each team entered | 
Oct. 20, 1928, at the following address :—Sq. Ldr. A. | 
Pettingell, Home Aircraft Depot, R.A.F., Henlow Car 
Beds. | 


Competition :—* A”? This competition will | 
Heavy, Midé 
| 


The R.A.F. Swimming Association. | 

The duties of Secretary to the R.A.F. Swimming Asso: 
tion have been taken over from Fit. It. V. G. A. Bent! 
with effect from Sept. 27, 1928, by Flt. Lt. G. Con: 
Armament and Gunnery School, EKastchurch, Kent. | 


No. 28 Squadron, Old Boys’ Association. 
The Annual Re-Union Supper of No. 28 Squadron, | 
Boys’ Association, will be held at the White Horse, Holbc 
near Holborn Tube Station, at 6 o’clock for 6.30 p.m. | 
The Committee have arranged the supper for the sec 
Saturday in October this year so that members who live: 
the Provinces may take advantage of the excursions to | 
Motor Show. 
Application for tickets, 3s. 6d. each, should be made! 
soon as possible to-C. IT. Hodges, 102, Camden Street, 1 
don, N.W.1. Men friends may be invited. 
A Seaplane Station Re-union. | 

The Annual Re-Union Dinner of the Seaplane Base, Se. 
Islands, will be held at the Maison lyons, Shaftesb’ 
Avenue, W.1 (2nd floor) on Friday, Oct. 19, at 19.00 hou: 
The Re-Union is for all ranks. Tickets, 6s. each, may? 
had from F. W. Hunt, 157, Coldersham Road, West Hal: 
W.13. 


A LONG DROP. | 

The Chevalier Willy Coppens, the famous Belgian ‘ 
pilot and ‘‘ Ace,’? who was a well known and popular fig" 
in British flying society during his residence in London! 
the Belgian Air Attaché, left an aeroplane by parachute 4' 
height of approximately 20,000 ft. on Sept. 25, somewhere! 
the neighbourhood of Paris. | 
His many friends in this country will be glad to hear tt 
this experiment—for it was no more—was entirely success 
and that neither the Chevalier himself nor his artificial |§ 
suffered any damage. Congratulations to him on a V! 
gallant and spectacular effort. 
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THE VOYAGE OF SIR PHILIP SASSOON. 

On Sept. 29 at 07.00 hours Sir Philip Sassoon, Under-Secre- 
tary of State for Air, left the R.A.F. Seaplane Station at 
Cattewater in a Blackburn Iris II flying-boat (three Rolls- 
Royce Condor engines) on his voyage to India. With him 
is Air Commodore A. M. Longmore, C.B., D.S.O., Director of 
Equipment at the Air Ministry. The pilots are Sq. Ldr. 
CRE. Scott, DiS Cy anderlt Vt) We Martins, thesrest of athe 
crew consist of four airmen and Sir Philip’s valet. 

The object of the voyage is two-fold. Firstly, to test the 
latest type of R.A.F. flying-boat on a long journey, which 
will amount to somewhere about 15,000 miles. And secondly 
to give our Under-Secretary of State an opportunity of visit- 
ing R.A:F. Units over-seas. 

The Iris will proceed first to Cairo. There Sir Philip will 
leave it and will ge by land machine to Khartum and back, 
and thence by the desert route to Baghdad. Meantime the 
Iris will follow the route taken by the Southamptons of the 
Far East Flight from the Mediterranean to the Euphrates. 
From Baghdad Sir Philip will travel in the Iris to Karachi 
and from Karachi he will fly by land machine to the various 
units in India. Having visited them he will return to the 
Iris at Karachi and fly back to England by way of Malta. 

The exact route to be followed is by way of Bordeaux and 
Marseille to Naples, where he arrived on Sept. 30. ‘Thence 
to Athens, where he intends to stay for two days, and thence 
to Cairo, where he is due to-day, Oct. 3. 

From Cairo his approximate time-table is Khartum, Oct. 
7-9, then Aswan, Cairo, Amman and Baghdad, Oct. 11-12. 
After that come Basrah to Karachi, Oct. 14-15. 

From Karachi he will fly to Jodhpur, Amballa, Simla, 
Lahore and Peshawar, Oct. 20-22, on R.A.F. land machines. 
This will mark the farthest point on his journey. 

After visiting Quetta he is due back at Karachi on Oct. 
23-24. Thence he will fly in the Iris to Baghdad, Oct. 26-30, 
and while the Iris is returning to Abukir he will go by land 
machine to Mosul, and back by way of Amman to Cairo and 
Abukir, Oct. 29-31. Thence. his route will be along the 
North African coast, calling at Sollum and Benghazi, to 
Malta, Nov. 1-3, and so back by way of Naples and Mar- 
seille to Cattewater, where, all being well, he should arrive 
about Noy. 6. 

Sir Philip’s route, including land flying, will cover about 
17,000 miles, and in the course of the journey he will be en- 
abled to visit every R.A.F. Unit over-seas, with the exception 
of the Far East Flight at Singapore, and the squadron at 
Aden. By the end of the tour he will probably be about the 
best-informed person in this country on the subject of R.A.F. 
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OUTWARD BOUND.—The Under-Secretary of State fo1 


Air, Sir Philip Sassoon, with Air Commodore A. M 
Longmore, C.B., D.S.O., Director of Equipment, anc 
Sq. Ldr. C. L. Scott, D.S.C., Officer Commanding 


Flying-boat Development Flight, R.A.F., just before the 
start of their 17,000 miles’ cruise in-the Blackburn Iris 
II flying-boat (three Rolls-Royce Condor engines). — 


conditions, with the possible exception of a few senior office 
who have actually commanded units in these various are: 

When Sir Philip Sassoon first became Under-Secretary | 
State for Air there were those who were under the impr 
sion that he was just a rising young politician who saw | 
the Air Ministry an opportunity for political advancemei 
Those who-have had the opportunity of meeting him of la 
know that his interest in air affairs is very much more p¢ 
sonal than merely political. He has an insatiable thirst fi 
knowledge about all branches of aviation, Service and Civ, 
and the information which he demands in these days shc 
that he forgets nothing of what he has seen or heard sin: 
he first took office. He has all the Sassoon family gift f 
assimilating information, and those who are well qualii! 
to judge regard him as a most valuable asset of British Av: 
tion, with great possibilities for the future.—c. G. G. | 


| 
| 


THE ITINERARY OF SIR PHILIP 
SASSOON’S VOYAGE. | 
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Aircraft of metal construction. 


“Bristol” design, “ Bristol” worke 
manship and “Bristol” performance. 


Telegrams: “ Aviation, Bristol.” 
Telephone: 3906 Bristol. 


THE BRISTOL AEROPLANE CO., LTD., 
FILTON — BRISTOL. 
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AEROBATICS. 


[‘‘ Aerobatics,’ by Major Oliver Stewart, M.C., A.F.C. 78 
pages, 9g photographs, 1o diagrams, appendix, index. 
72 in. by 5 in. Sir Isaac Pitman and Sons Ltd. From 
THE AEROPLANE Book Dept., Cannon House, Pilgrim 
DLECEL, iy. Cod.) SS aaletey 

The reviewer is not quite certain whether this book is 
intended to instruct the uninitiated how to become an aeria} 
showman, or whether it is merely a booklet written en passant 
with the intention of encouraging the inexperienced pilot to 
stunt. Whichever it be, it does not justify the ambitious 
claim of the publisher that ‘‘ This book will be found inter- 
esting and helpful to both pilots of H.M. Royal Air Force 
and to members of private flying clubs ..... » for all the 
evolutions which are diagrammatically described (these being 
the only evolutions in the book which have any instructive 
value) were being performed by R.A.F. pilots over a decade 
ago, and have since been practised and improved upon with 
such success that annually the Royal Air Force Display at- 
tracts more spectators than any other public attraction of the 
year. On the other hand there is nothing in the book which 
will improve the aerobatical education of the R.A.F. flying 
instructor (who imparts his knowledge and technique to his 
juniors) as the same evolutions are more accurately and 
lucidly described in the various R.A.F. Flying ‘Training 
Manuals. 

The degree of educative value of this book to the members 
of private flying clubs will depend chiefly upon the flying 
stage which they are in when they peruse the volume, and 
upon the mentality and experience of their instructor, for 
if he be an ex-Air Force instructor or a keen stunt pilot, 
it is doubtful whether the book will be of much assistance 
to them. Personal instruction is always more instructive 
and successful than the postal correspondence type of course, 
irrespective of the subject, let alone on Aerobatics, which 
the author aptly describes as ‘‘ the only searching test of 
control yet evolved.’’ 

Major Stewart deals primarily with those evolutions which 
are commonly termed Aerobatics, and are normally per- 
formed at some time or other by all pilots who are imbued 
with the offensive spirit. He describes the various evolutions 
with a variable degree of simplicity and lucidity, usually de- 
pending upon whether he supports the manceuyre with a 
diagram, as he does when describing the climbing loop, the 
spin, the right-hand flat turn, the left side slip, the left- 
hand vertical turn, the falling leaf and the flick roll; but as 
these are all “stunts with grey whiskers on,” they do not 
intrigue the reader. 

He would prefer a better description supported by a diagram 
of such evolutions as the slow roll, which has far more claim 
to be classed as ‘‘ the most spectacular and brilliant of all 
aerobatics, when performed very close to the ground ”’ than 
the flick roll, a stunt which the author startingly declares 
““demands of the pilot technique which is difficult and 
elaborate ’!!; a double bunt; an inverted falling leaf; and 
similar evolutions which one sees at the Air Force Display, 
but which very few pilots can perform accurately. 

More interesting and edifying still would have been dia- 
grams giving the control movements of each  evolu- 
tion described in the chapters on ‘‘ New Evolutions ” and 
“Future Evolutions,’ especially the one on the “ stunts ” 
which Major Stewart describes as ‘(a kind of mixed ‘ Black 
Bottom’ and ‘ Heebie Jeebies ’ raised to the power of 7. 
The aeroplane while switchbacking along close to the ground, 
alternately flat turns to the right and left. There is also 
the trick in which one wheel and a wing-tip are trailed along 
actually on the ground during flat turns.” 

One feels that it 1s a great pity that such a distinguished 
pilot as the author has not already mastered some of these 
visionary evolutions which appear so fascinating to the reader, 
so that he might have benefited by his experience. 

Nine chapters deal with the question of various evolutions, 
the remaining five are of heterogeneous subjects with a 
direct bearing on Aerobatics. The chapter on “ Aerial Show- 
manship ’’ is possibly the best in the book, the author spread- 
ing himself on how to maintain a permanent gape among the 
spectators, for example he says, ‘‘a low roll, indeed, should 
be started five yards from the railings,’? while “‘ after a low 
loop—parallel to the railings, for example, the machine may 
be held down and slightly turned so that as it finishes the 
loop it rushes past at extremely high speed a few feet from 
the enclosure. If the machine is still held down, a vertical 
bank, as the end of the enclosure is reached, will keep 
things going, and the machine may instantly be canted over 
for ‘crazy’ flight along in the opposite direction’?! [The 
italics are the critic’s.—ED.] 

The chapter on the use of instruments is good, the author’s 
remarks that “‘ if the pilot uses his instruments intelligently, 
that is, if he uses them to check and support his own judg- 
ment, he will reduce to vanishing point the risk of making 
a big error in the estimation of air speed,” is worthy of 
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While his assertion that ‘‘ modern aircraft inst 


support. 


with the view of the reviewer, for if all pilots, especia 
the conceited ones, will only rely more on their instrume: 
and not so much on their own judgment the number of es 
due to stalling, etc., will undoubtedly decrease in numbe 
The final chapter on ‘“‘ The Physiology of Aerobatics ” 
most interesting, and the paragraph on “ Height Effect; 
‘briefly and lucidly expounds the fundamental difference - 
tween height as it affects a person in an aeroplane an 
affects a person standing on the edge of a roof of 
building. ij 
This little book is certainly interesting and should 
by all would-be pilots, and those undergoing ab in 
ing, for it will give them an insight into the thrills 
they must expect if they have the desire to becor 
‘‘ aerial showmen,’’ and to stimulate their passion 
the evolutions performed by the late Captain Arms 
we are informed by the author, had such control 
Camel that he used to “‘ Fly across the aerodr 
wheels of his machine skimming the grass. Stfdd 
without a jerk, the machine would rear up, turn c 
upside down without raising itself above the lev 
shed roofs, and flatten out with the wheels again | 
the grass.” [Captain Armstrong was killed on Arm 
when performing precisely this manoeuvre by wa. 
brating the cessation of War.—ED.] 
More experienced pilots are recommended to 
book as a matter of interest, for Chapters VII and 
gest new evolutions which inquisitive and impecun 
may like to try.—S. M. K. 


WHAT EVERY PILOT OUGHT TO 
[The Law in Relation to Aircraft. — By Lawren 
Wingfield, M.C., D.F.C., and Reginald Brabant 
M.C. 304 plus VI pages. Longmans Green 
Price 12s. 6d. From THE AEROPLANE Book Depa 
Cannon House, Pilgrim Street, E.C.4] 
The English being essentially a law-abiding peop’ 
well that readers of THe AEROPLANE should know somethi 
of the laws which affect their own particular a tivitil 
Therefore one commends to all who are or who definitel 
tend to be pilots or owners of aircraft that they should p 
sess a copy of ‘‘ The Law in Relation to Aircraft.” 
Hitherto books on aircraft law have consisted almost ‘ 
tirely of long and dull dissertations as to what may happ! 
if the common law of the land be applied to special cas} 
in which aircraft are concerned. Or else they have argu 
about the effect on the users of aircraft of international la} 
And one excellent lawyer has actually gone to the Teng} 
(considerable length) of writing on the laws of war as th) 
affect aircraft,—cheerfully ignoring the one great lesson of t 
War, 1914-18, that nobody is going to stick to any la} 
in war and is merely going to be guided by consciens, 
whether personal or national. 
In this book Messrs. Wingfield and Sparkes, each a g 
lant officer who after distinguishing himself in war bj 
taken to the law, have attacked their subject in a thorougt’ 
practical way. They have merely taken the existing la’ 
which have been made specially for the control of ot 
and have set them forth in a simple manner with, wh¢ 
necessary, simple explanations of what these laws mean, 
The first chapter deals with the International Regulatil 
of Air Navigation which, applying purely to times of pea, 
does deal with laws that can be enforced. The second che 
ter deals with the General Principles of English Law, a 
ing how the special legislation for aviators is in itself les! 
and how the Common Law on $uch things as the Iiabil 
of carriers and the law as to insurance and so forth, de 
apply to practical aviation. ; 
Chapter 3 tells one what an Aerodrome is within the mei 
ing of the Act, and then proceeds to set forth the la; 
which govern the conduct of aviators on aerodromes. Ché 
ter 4 is concerned with the Regulation of Aircraft, tells c 
what a flying machine is within the meaning of the A) 
sets forth the conditions which are essential before an 
craft may be flown, and tells the aviator just how to be? 
good boy before setting off into the atmosphere. : 
Chapter 5 deals with the Personnel of Aircraft, descril} 
the tests for “A” and “B” Licences, and indicates t 
knowledge required of an air navigator. And incidenta 
shows how the Workmen’s Compensation Act applies 
people employed in or on aircraft. Here one has @ slig: 
quarrel with the authors, because they say of the “A. 
Licence that it ‘does not permit the pilot to fly for f 
or reward or for any industrial purpose.’? Their meant. 
perhaps is fairly clear, but from their wording one m1 
imagine that an enterprising farmer who does mot poss¢ 
a “B”’ Licence is thereby debarred from spraying his © 
crops from the air or even from flying from his farm to t] 
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nearest market town on business, or that an equally enter- 
prising commercial traveller is thereby debarred from visit- 
ing his customers by air. 

Chapter 6 deals with the regulation of actual flying, such 
as documents which must be carried in aircraft, the carrying 
of wireless, general safety conditions (such as smoking in 
British aircraft), rules as to lights and so forth. Chapter 
7, which is happily only just over a page in length, dea‘s 
with the law in relation to accidents—the notification and 
investigation thereof. 

This portion of the book only takes 64 pages and the in- 
formation in it is well worth the price of the book. ‘There- 
after follow seven Appendices, which are reprints, with brief 
introductions, or explanations, of the chief laws which 
govern aviation. 

(A) Is the text of the Convention for the Regulation of 
Aerial Navigation in 1919. (B) Is the Air Navigation Act of 
1920. (C) Is the Consolidated Order of 1923, which is the 
basis of all our air law. A knowledge of it is absolutely 
necessary to all nsers of aircraft and the producers of the 
book have done well to include it as an appendix, for it is 
not always easily obtainable. (D) Contains the Air Naviga- 
tion Directions of 1926. (EK) Deals with the Airworthiness 
Handbook. 


AN ANGLO-GERMAN RECORD. 


On Sept. 14 Dipl. Ing. Schinzinger, flying a Junkers W.34 
monoplane fitted with a Bristol Jupiter Series VII super- 
charged engine made two flights in which new records for 
altitude with 1,000 kg. (2,204 lbs.) and 500 kg. (z,102 lbs.) 
were established. The results of these two flights have been 
officially recognised by the Deutsche Versuchs-Anstalt fiir 
Luftfahrt, but are still awaiting acceptance by the F.A.I. 
The official German figures so far exceed the present World’s 
records in the two categories that there is little doubt that 
they will be homologated as World’s records. 


The first flight—carrying 1,000 kg.—started at 08.37 hours 
and a height—corrected to standard conditions—of 7,926 metres 
(approximately 26,000 ft.) was reached in 783 minutes, after 
which 25 minutes’ glide brought the machine to earth at 
10.20 hours. 


The second flight—with 500 kg.—began at 15.52 hours, a 
corrected height of 9,215 m. (approximately 30,230 ft.) was 
reached in 68 mins. The glide to earth took 24 mins, and 
the flight ended at 17.24 hours. 

The supercharger of the Jupiter engine was in action 
during the whole of both climbs, but full throttle was not 
used below 3,300 m. (11,000 ft. approx.). The engine speed 
at ground level in both flights was 1,520, increasing to 1,600 
r.p.m. at 1,000 m. and 1,760 r.p.m. at 3,000 m. (9,840 ft.). On 
the second flight (500 kg. load) a maximum of from 1,800 to 
1,820 was reached at 9,ooo metres or over. 

A mixture of 80% Shell petrol and 20% benzol was used 
below 6,500 metres (21,500 ft.). Above this Shell petrol alone 
was used. The temperatures encountered on this flight fell 
to — 4o° C. (— 40° F.) at 8,000 m. (26,200 ft.) and — 45° C. 
(— 49° F.) at 9,200 m. (30,000 ft.). 


= eee 


The Junkers W.34 is a machine identical in construct 
with the type W.33, of which the Bremen, used on the f 
Hast-West crossing of the North Atlantic, is an exam 
except for the use of a Jupiter engine in place of a Junk 
Gisisge ‘ 
The particular machine used for these climbs - weig! 
empty 1,195 kg. (2,634 Ibs.) and carried in addition fo | 
kilogramme more than the normal useful loads (that js: 
and 1,oor kg.) 71 kg. (156.5 lbs.) of pilot, 15 kg. (3336 Il 
ot oxygen apparatus and 209 kg. (460.6 ibs.) of fuel. 


THE GRAF ZEPPELIN. 


The new German rigid airship LZ127 made her secc 
flight on Sept. 28, leaving at 07.00 hrs., with 75 passeng 
(total personnel?) on board. The original intention , 
to fly to Vienna and back, but after skirting the Bayar 
Alps and crossing Austrian territory at Salzburg the capt 
turned back over Bavaria and returned to Friedrichshafen 
16.30 hrs. 

Major G. H. Scott, officer in charge of flying and train 
at the Royal Airship Works, Cardington, and Sq. Ldr. R. 
Booth, A.F.C., attached to the same establishment, y 
among the passengers on this trip. ; 

During the whole of the journey the airship’s wire! 
installation broadcast news of her whereabouts and of 
incidents of the flight. The messages were received cle: 
over a wide area of Germany. . 

The statement is now made that the reason why the 1 
gas fuel which is to be used on this ship has not been u 
on these preliminary tests is that the Deutsche Versu 
Anstalt fiir Luftfahrt (D.V.1.), the German ‘“ airworthines 
authoritv, has uot yet satisfied itself as to the safety 
suitability of this fuel for general service. A limited lice 
to use the new fuel for test flights has now been grante; 

L,.Z127, of 3,700,000 cubic feet capacity, is the latest 
largest of Zeppelin airships yet built. She is thus ne: 
three-quarters the size of the two British airships now be 
constructed, is designed, as are the British ships, for 1) 
distance commercial service, and her success or fail 
together with the results of the British efforts in a sim 
direction is likely to determine the prospects of the r 
type of airship for some considerable time. 


THE FLIGHT TO THE DUTCH EAST INDI) 


The first of the five Fokker F.VI-3m machines which | 
flying from Amsterdam to Batavia reached its destinatio1 
10.48 hours on the morning of Sept. 25 and delivered 279 | 
(604 lbs.) of mails. The lapsed time for the journey > 
twelve days,—exactly according to schedule. 

The second machine, which left Amsterdam on Sept. 
reached Karachi on Sept. 25, Calcutta on Sept. 27, Rang! 
on Sept. 28. This machine carries 180 kg. (396 lbs.) of m| 


for Batavia. | 
A report from Holland announces that the second macl 
reached Batavia safely on Oct. 1. 
The third machine left Amsterdam on Sept. 27 and in) 
absence of news to the contrary may be assumed to be mal 
satisfactory progress. | 


TOWARDS THE EAST.—An aerial view, taken by K.L.M., of the five Lynx-engined Fokker monoplanes which 
are being flown out to the Dutch East Indies, lined up at Amsterdam before the departure of the first machine. 
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aes 
(Fokker Type) 


ESSRS. A. V. Roe & Co, Limited beg to 
announce that they have entered into 
arrangement with N. V. Nederlandsche Vlieg- 
tuigenfabriek, the makers of Fokker Aircraft, 
for the manufacture and sale in Great Britain, 
the Irish Free State, India, Australia, New 
Zealand, South Africa and other British 
possessions of triple-engined Avro machines 
similar in design and construction to the triple- 
engined Fokker F7’s which are now flying on 
service between Holland and the Dutch East 
Indies, Munich and Milan and on other routes 
and which have made such wonderful flights 
across the Pacific and Atlantic. Prices and 
dates for delivery for Avro  monoplanes 
(Fokker type) fitted with three Lynx engines 
can now be Siven. 


For full particulars write to: 


A. V. ROE & CO. LTD., MANCHESTER. 


London Office & Export Dept.: 166, Piccad lly, W.1. 
Experimental Works: Hamble, Southampton. 


KINDLY MENTION ‘‘ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


The 


A NEW CIVIL AERODROME. 

_A development of considerable importance to Civil Avia- 
tion is at present rapidly approaching completion. A firm 
bearing the title of Airwork Ltd., has been formed by Mr. 
He, Ni. St Vi. Normanvand. Mr, 2 Ai. Mortzs tomcarty, 
on the business of aerodrome proprietors and all that the 
title may imply. 

Mr. Norman is the son of Sir Henry Norman, formerly 
M.P., who during the War concerned himself considerdbly 
with air and wireless affairs, and Mr. Muntz is a grandson 
of the original Muntz of the famous Muntz Metal. Con- 
sequently their descent peculiarly fits them to deal with 
aircraft in all its activities. 

Airwork Ltd. have acquired an area of ground near 
Heston in the angle between the new Great West Road and 
the Bath Road. Roughly the ground is midway between 
Hounslow station and Southall station, about a mile from 
each. And it is a bare half-mile from the Great West Road. 
Consequently it will be by far the easiest aerodrome to 
reach from the West End of London. 

Their scheme is first of all to erect a club-house and 
sheds, where private and commercial owners may house 
machines. There will also be a workshop where repairs 
will be undertaken for all and sundry. Ultimately the club- 
house idea will be considerably developed, and one hopes 
within the next year or little more to see their air-park 
become the resort of the best people in Town,—who are now 
becoming interested in flying in large numbers. 

One believes that Airwork Ltd. has come into existence 
at just the right time. The younger generation of sports- 
men and sportswomen who were mere children when the 
War 1914-18 ended about ten years ago are now coming into 
their money, or at any rate acquiring it from indulgent 
parents. They are taking to flying just as the pre-war 
generation took to sporting motoring. There is no sporting 
motoring in these days except for track racing, so quite 
naturally the well-to-do young people between twenty and 
thirty years of age are taking to flying. Consequently Air- 
work Ltd. should find plenty of air work to do.—c. G. G. 


THE BRIGHTON AERODROME SCHEME. 


A statement has been issued to the effect that the Founders 
Trust Ltd. are now completing the underwriting of the 
National Road Racing Track and Aerodrome (Brighton) 
Limited, and that the issue will be brought out early in 
October. 

Contracts have been provisionally entered into which will 
ensure the opening of the track at Haster next, and a num- 
ber of leading racing motorists have expressed their inten- 
tion of participating in this important event. 

The aerodrome will be prepared forthwith and it is hoped 
the flying school, joy-riding and taxi service will be avail- 
able in January. 


MUNICIPAL AIRPORTS. 

Manchester, the home-town so to speak of the pioneer 
firm of A. V. Roe and Co. Ld., and the centre from which 
the Lancashire Aero Club draws much of its support, once 
possessed in Alexandra Park a very usable aerodrome, but 
is now bereft of any such amenity. 

At a private conference held at the Town Hall on Sept. 26, 
attended by representatives of many important business in- 
terests, and of the said aero club, the Lord Mayor of the 
city undertook to bring before the City Council the desir- 
ability of taking steps to provide the city with aerodrome 
facilities of an up-to-date character. 
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Aeroplane 


The first Gipsy Moth in Canada, outside the assembling-plant of the De Havilland Aircraft of 
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During the same week the city elders of Cork, in the I. 
Free State, were led to debate upon the desirability of 
viding that city with an aerodrome. ‘The possibilities oj 
air service which would connect trans-Atlantic steamers 
England and the main-land of Europe at Cork or Que 
town was strongly urged upon them, and report says | 
Commandant Fitzmaurice is to report upon the subjec 

Inhabitants of Sheffield are also reported to haye } 
exercised in their minds as to the absence of aerodr 
facilities in the vicinity of the city. A proposal has | 
made for the formation of a Sheffield flying club, and n 
tiations to this end are said to have been opened by cer 
local interests with the Air Ministry. The promoters | 
to arrange for the use of the war-time aerodrome at ( 
Aston, and to assure that it shall be made suitable for 
by the heavier types of civil aircraft. 


THE HEAVY-OIL ENGINE. 

According to The Times’ New York correspondent an ; 
engine burning heavy oil built by the Packard Motor 
was tested in the air at Utica (Mich.) on Sept. 19. 

The engine, which is said to develop 200 h.p., was 
stalled in a Stinson-Detroiter monoplane and two succes 
flights were made with it. No details of the engine it 
other than that it is of the compression-ignition type 
riven. 
: This is, so far as can be discovered, the first flight n 
with an engine of this type. . 


SEAPLANES ON THE ATLANTIC, — 
Mr. F. T. Courtney reached Southampton on the aftern 
of Sept. 21 after his unsuccessful attempt to cross the Atla 
in a Dornier Wal. He is reported by the daily Press 
have said that although he had expected that his macl 
would be able to remain afloat in fairly bad weather in 
event of a forced alighting, it had actually survived a m 
heavier sea than he had thought possible and had den 
strated that it would have stood up to a much worse sea. 
BSNS SOR Man CBN NO AA SR i ELEN 
HERBERT GILHAM. | 
‘Those who have been closely in touch with the produc 
of THe AEROPLANE in the past will learn with deep regré 
the death of Mr. Herbert Gilham, a partner in Bonner | 
Co. Ltd., the firm which has printed and despatched | 
AEROPLANE since the early days of 1912. Mr. Gilham | 
responsible for the production of the paper and not fo: 
policy, beyond the fact that a printer 1s always respon: 
along with the editor for the appearance of anything w 
is libellous, and one admits freely that Mr. Gilham’s 
sense has on several occasions prevented the appearanc 
statements which, produced in the fervour of controv«: 
might very well have been held to be libellous. 
For his good advice on these and many other matters 
has held him in regard. His kindliness and good ne! 
won for him the affection of all who worked with him. 
Though in his young days an extreme Radical in po! 
and a member of various active political organisations 
was essentially Conservative in the more important ma- 
of his life, such as the printing and production of n\ 
papers, and to him the readers of THE AHROPLANE Owe 1: 
little for the regular and good appearance of this pape! 
Of late years age and ill health have preyented him © 
taking any very active part in the production of the p« 
but we who have been concerned with it recognise the 
which we owe him for his help in the past.—c. G. G. 


Canada Ltd. 
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Telephone : 
VICTORIA 
6900. 


Telegrams : 
VICKERS, SOWEST, 
LONDON. 


_ VICKERS HOUSE, BROADWAY, LONDON, S.W.1. 
Works: WEYBRIDGE, SURREY. 
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THE FLYING CLUBS. 


[NoTIcE.—To make more room for matter of greater gencral interest, 
the names of pupils under instruction at the Clubs and Schools will in 
future appear in THE AEROPLANE in the first number of each month 
only. Club Secretaries are invited to send in more news of happenings 
ou the aerodromes and in the workshops.—c. G. G.] 

The London Aeroplane Club. 
{Sec. Harold E. Perrin, 3, Clifford Street, London, W.1.] 
Report tor week ending Sept. 30. 


Flying Time 6c hr. 30 min. Instruction 32 hr. 25 min. Soloists 28 hr. 


5 min. Instruction—With Mr. V. H. Baker—Messrs. 1. Hirachand, 
I, D: Trappitt, PB. W. Hoare, C D. Blackett, Gi "Charles, -w) I. 
Harrison, E. L. Gosling, H. R. Presland, lL. Gaywood, H. Sutton, 


H. D. Wolfson, A. L. Hill, A. D. Blumlein, A. M. Leonard, R. F. 
Adams, E. Davis, J. F. Wood, D. A. Litchfield, I.. Rowson, A. ¢, 
Thomas, Miss A. Johnson, Miss Fletcher, ILieut.-Col. A. G. Farfan. 
With Mr. F. R. Matthews—Messrs. A. D. Blumlein, I. MHirachand, 
B. S. Whidborne, A. M. Leonard, F. J. Puddy, J. M. Symmons, H. A. 
Giers, G. E. Clair, EH. Davis, E. W. Hosley, J. V. Fairbairn, S. Hansel, 
A. J. Richardson, R. F. G. Adams, J. C. V. K. Watson, C. D. Blackett, 
J. W. F. Chalmers, J. A. Crane, J. F. Wood, Miss Johnson, Miss Wilson, 
Miss Cholmondeley, Miss Hicks, Capt. The Master of Gray, I.ieut.-Col. 
A. G. Farfan. Soloists—Messrs. E. S. Brough, H. C. Bergel, W. Hart, 
S. jiosley,, Jaw. Ha Harrison) Cie Canippell; Gm aiCraic, sees 
Hulbert, A. Hill, G. Charles, J. W. P. Chalmers, R. Ward, W. L. M. 
O’Connor, P. W. Hoare, T. Elder-Hearn, J. F. Wood, A. F. Burns, 
C. HE. Murrell, H. Sutton, G. EK. Clair, J. V. Fairbairn, E. D. Moss, 
O. J. Tapper, J. A. G. Haslam, C. Wood, J. C. V. K. Watson, Miss 
Hicks, Miss Fletcher, Miss Wilson, Capt. Roche-Kelly. Passengers.—12. 

Notes.—During the week Mr. J. V. Fairbairn and Miss M. Hicks 
passed the necessary tests to qualify them for their “A” Iicence. 

Northampton Air Pageant.—The London Aeroplane Club sent G-AABI, 
to the Northampton Air Pageant, the pilots being Messrs. F. R. 
Matthews and J. M. Symmons. 

Monthly Flying Return.—The total flying for the month of September 
was 305 hr. 15 min. : Instruction 187 hr. 40 min. Soloists 117 hr. 35 min. 

During the month 12 members qualified for their “ A” Iicence. 

The Lancashire Aero Club. 

[Sec.: F. W. Atherton, Woodford Aerodrome, Stockport.] 

Report for week ending Sept. 29. 

Flying Time 11 hr. 50 min. Instruction 4 hr. 10 min. Soloists 3 hr. 
55 min. Passengers 2 hr. 50 min. Tests 55 min. Instruction.—With 
Ft. Lt. Todd—Messrs. Eckersley, Kay, Weale, Ashworth, J. H., Ash- 
worth, W., Goss, Miss Baerlein, Miss Emery. With Mr. Cantrill—Mr. 
Dane. With Mr. Scholes—Messrs. Chart, Barlow, Dane, Ginger With 
M1. Brown—Messrs. Foote, Roberts. Soloist (under instruction).—Mr. 
Weale. Pilots.——Messrs. Cohen, Michelson, Twemlow, Lacayo, Cros- 
thwaite, Ruddy, Riley, Mills, Caldecott, Miss Baerlein. Passengers.—rx3. 

The Yorkshire Aeroplane Club. 
[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet.] 
Report for week ending Sept. 209. 


Flying Time 26 hr. 20 min. Instruction 5 hr. 35 min. Soloists 19 hr. 


45 min. Passengers x hr. Instruction—With Mr. Beck—Miss Ellison, 
Messrs. Brackenbury, Dujardin, Fitton, Gaunt, Lloyd, Ostler, Palmer, 
A. Senior. Soloists—Miss Ellison, Messrs. Dujardin, Fitton, G. A. 


Little, A. Senior. “A” Pilots——Messrs. Birch, Brackenbury, ‘Clayton, 
A. Crowther, Dawson, Dick, Ellison, Mann, Thomson, Wilson, Wood. 
Passengers.—6. 

Notes.—On Monday last we took the whole of our fleet of aircraft 
(both of them); all our really active members (Messrs. ‘Thomson, 
Clayton and Ellison); and all our Instructors (Mr. Beck) to Brough 
to witness the launching of the ‘‘ Iris.’ The Blackburn Aeroplane 
Co. were very hospitable and the Yorkshire Aeroplane Club enjoyed 
its day out very much. ‘hose members who attended are now looking 


forward to our Christmas weather so that they may get a ] 
boat and seaplane training on our aerodrome. 

Congratulations to Miss Margaret Ellison on a splendid solo 
after a lot of perseverance, and even greater difficulties. 

The tests for three “A” Licences have been skilfully and sy 
fully attacked this week by Messrs. Fitton, Dujardin, and G. A. ; 
In each case they showed accuracy of judgment in landing ne; 
mark. Long may they continue to make soft landings as close to 
intended destination. 


The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Report for week ending Sept. 20. 

Flying Time 4o hr. 27 min. Instruction 18 hr. 5 min. Soloists 
45 min Passengers 4 hr. s min Tests 32 min. Instruction— 
Fit Lt. T. Rose, D.F.C.; and Mr. W. H. Sutcliffe—Messrs. Blak 
M. C. Wilks, W. Smith, W. L. Handley, F. J. Steward, J. K. M 
C. T. Davis, H. Coleman, J. A. V. Cook, J. Fitzgerald, J. B. B 
F. D.@Scott, J. A. Ridsdale, D. N. Khatri, S. Duckitt, S. G. 
J. W. Astley, A. EK. Coltman, .G. P: Haylock, Dr. W. G. Tilleke, 
J. C. Chaytor, Mrs. Leigh Fermor. Soloists.—Messrs. E. P. Lane, 
Bednell, R. Ll. Jackson, W. M. Morris, E. L. Hulme, H. J. Willis, 
Steward, J, “A. V. Cook, S. He “Smithy Vices Murtagh, EB. R. | 
W. J. Halland, J. Fitzgerald, R. C. Baxter, S. Duckttt, Gmc. | 
G. Robson, J. B. Briggs, C. W. Fellowes, H. Coleman, J. K. M 
A. B. Gibbons, E. D. Wynn, S. G. Hall, J. W. Astley, A. FE. Coll 
Capt. J. C. Chaytor, Dr. W. G. Tilleke. Passengers.—io. 

Notes.—Messrs. E. L. Hulme, F. J. Steward and J. A. C, Gook L 
all tests for their “A” Licences. 

Dr. W. G. Tilleke, Messrs. J. Fitzgerald and A. FE. Coltman 
first solos. : : 

On Saturday, Fit. Lt. Rose flew XT to Sywell for the Pageant. 
gratulations to the Northampton Club on a very good first effort 


The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, Hamble Aerodrome, Southampton. ]} 

Report for week ending Sept. 28. 

Flying Time 27 hr. 25 min. Instruction 16 hr. 5 min. 
9 hr. 35 min. Soloists 45 min. Passengers 30 min. Tests 30 
Instruction.—With Flt. Lt. Swoffer and Mr. W. H. Dudley—M 
Farmer, Shepherd, Reuther, Buckley, Tobutt, Beagley, Endacott, ( 
Gibbs, Evans, Inglish, Evershed, Milford, Mattocks, Lt. Coode, Lt 
Graz, Miss Home, Cdr. Coveney, Mrs. Gordon Smith, It. Roskill, 
Bell, Major Thorn, Major Jenkins, Lt. Oswald. “ A” Pilots—M 
Wills, Parker, Curtis, Nuthall, Rayson, Sanders Clark, Hayter 
Heath, S/Lt. Luard, Capt. Kirby, Miss Grace. Soloists.—Mr. 
I.t. Townsend. Passengers.—s5. | 

Notes.—We are still struggiing along with one Moth but we e 
to have two machines out in a few days’ time. It is good nev 
hear that the Avian will probably be in commission again toward 
end of October. | 

We were unable to fly at all on Friday owing to the vile weatl 


The Norfolk and Norwich Aero Club. 


[Manager: Basil Young, The Aerodrome, Sprowston.] 
Report for week ending Sept. 30. 
Flying Time 29 hr. Instruction.—With Mr. Young—Messrs. F 
Justin, W. S. Coates, L. Morter, C. Brown, C. Ransom, G. Thr 
A. Kirkby, J. Luddington, L. W. Lowen, R. Harvey. Soloists.—M: 
W. S. Coates, G. Wharton, N. Brett, KE. Varden Smith, E. Lan! 
A. A. Rice, H. Neave, H. Pank, N. Lindley, W. P. Cubitt, } 
Harmer, lL. W. Lowen, C. Ransom, R. F. Moore, G. F. Surtees, | 
Harvey, A. G. Marshall, W. A. Ramsay, C. Land. Passengers.— 
Notes.—The first solos of Messrs. C. Ransom and W. S. Coats | 
very good and we are pleased to see them arrive at this stage. 
On Saturday two machines set out for Northampton to visil| 
| 


et wy 


STALLING IN.—Mr, Cordes, of Handley Page Ltd., on a 
Aerodrome, with slots wide open as an ordinary and neat method of landing and not as a ‘ real 
(vide ‘‘ Notice to Airmen, No. 70,—1928 ””), —( Aeroplane” photograph.) 


into Sywell ) 


slot-winged Cirrus-Moth, descending Rot 
emergency 
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SHORT ‘CALCUTTA’ 


eer BRISEOL ‘JUPITER? 


The “ Calcutta’ has demonstrated 
its ability to take off water with 
full load on two engines only. 


Time 42 seconds; headwind 10 
miles per hour. 


‘ 


ENGINES 


Al repeat order has 
been received from 
Imperial Airways, 
Litd., for a third 
“ Caleutia”’ all- 
metal flying boat. 


PEPPPH 


TORT BROS. (ROCHESTER & BEDFORD) LTD., ROCHESTER 
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Northamptonshire Club’s Pageant. There appear to have been a good 
number of machines there and we wish the Club every success. 

The good weather during the past month is breaking up and the 
latter part of this week has been nothing but intermittent rain and 
storms. Flying time suffers accordingly. 

On Thursday next and every Thursday fortnight we are holding a 
lecture, following a tea dance in the Club House. The first lecture is 
being given’ by Dr. Odgers, who has chosen ‘ Wind Channel and 
Streamlining.’—G. M. 


The Suffolk and Eastern Counties Aeroplane Club. 


[Sec.: Major P. L. Holmes, D.S.C., The Acrodrome, Hadleigh, 
Suffolk. ] 
Report for week ending Sept. 29. 


Flying Time 14 hr. Instruction.—With Mr. Lowdel! 5 hr. 10 min. 
‘SA and" B*? Pilots 35 ht. 10 “min, SSOLom (1d Cr insS trict om) races nis. 
55 min. Passengers 55 min. Tests 50 min. Instruction.—With Mr. 
Lowdell—Mrs. Young, Dr. Dunn, Messrs. Welsh, Hanson, T. and B. F. 
Marriage, Wedd, Collins. Solo (under instruction).—Mr. H. B. Collins. 
“A” and “B” Pilots—Dr. J. C. Sleigh, Messrs. Bilinton, Brown. 
Passengers.—g. 

Notes.—Mr. H. B. Collins did his first solo and his tests for “A” 
I.icence during the week. 

On Saturday we gave joy-rides to a large party from The Junior 
over to Sywell on Bluebird SZ for the Northampton Air Display. 

The Bristol and Wessex Aeroplane Club. 

[Sec.: Major G. S. Cooper, D.S.O., Filton Aerodrome, Bristol.] 

Report for week ending Sept. 3c. 

Flying Time 21 hr. 50 min. Instruc 
7 br. 4o min. Instruction—With Mr. Bartlett—Miss Miles, Messrs. 
Davis, Amory, Keeling, Rogers, Rivers-Pollock, Byrnes, Hughes, D. B 
Singh, R. S. W. Clarke, Tinson, Dutton, B. L. Bathurst. With Mr. 
Tratman—Mr. D. B. Singh. Soloists—Mr. Downes-Shaw, Miss Miles, 
Messrs. Amory, Keith-Jopp, Greenhill, R. S. W. Clarke, and Hon. 
B. L. Bathurst. Cross-Country.—Mr. Bartlett and Mr. Rivers-Pollock to 
Bournemouth—Weymouth—lLyme Regis and return. Mr. Down:=s- 
Shaw with Mr. Amory to Tiverton and return. : 

Notes.—Mr. Downes-Shaw left on Thursday in G-EBST to fly to 
Manchester on business. He met thick weather near Kidderminster, 
and after three attempts to get through had to return to Trock- 
worth, where he left his machine, continuing his journey by train. 
He returned on Friday. 

Capt. C. F. G. Crawford has resigned the post of Secretary and has 
been succeeded by Major G. S. Cooper, D.S.O. 

The fine weather has now given place to wet, 
been impossible on at least two days of the week. 


The Cinque Ports Flying Club. 

[Sec.: R. Dallas Brett, 114, High Street, Hythe.] 

Report for week ending Sept. 209. > 

Flying Time 16 hr. 55 min. Special Journeys and Test Flights 6 
hr. 30 min. Passengers 40 min. Instruction.—With Mr. Clarke—Capt. 
Took, Mr. Mackinnon, Mr. Walsh, Mr. Edgson Wright, Mr.. Wood, 
Mr. Skinner, Mr. Maurice Braddell, Mr. Parks. Soloists (under in- 
stiuction).—Mr. Skinner. “ A ” Licence Pilots.—Mr. Skinner, Mr. Story. 

Notes.—On Sept. 24, Mr. Clarke and Mr. Mackinnon flew NN to 
Wamble for the Hampshire Club’s dance, returning on Sept. 26. 
&nother of our members, Capt. Rattray, took a party by road. 

On Sept. 29 Mr. Skinner of Ashford took advantage of the return 
of SS to pass his tests for “ A” licence, making the seventh certi- 
ficate the Club has taken since it started operations in the middle 
of May. We hope Messrs. Mackinnon and Walsh will soon be ready 
to pass their tests. 


tion 12 hr. 15 min. Soloists 


so that flying has 


ROLLING IT IN. a 5tts Atcherley going into a slow roll at Sywell, on Fit. He Soden’s Genet-Moth, by way of 


impressing on the indigenous Northantonians the safety of flying.— 


The members decided to repaint NN themselves, and there 
much activity in this direction over the week-end. NN came 
the London Club, which is apparently subsidised by Mr. Colm; 
paint its machines, in imitation of his indispensable product, 
was more than some ot our esthetic members could stand, 

Arrangements are already underway for another Meeting at Ly; 
next Easter, designed to be bigger and better in every respect 
last Easter’s successful Inaugural Meeting. Special attention ww; 
given to refreshments and facilities for joy riding, the lack of bo 
which caused some inconvenience on the last occasion. Detaj 
the programme, etc., will be announced later. i 

. The Nottingham Aero Club. 

[Sec.: C. R. Sands, Imperial Buildings, Victoria Strect, Not 
ham.] 

Report for week ending Sept. 28. 


Flying Time 26 hr. 5 min. Instruction 5 hr. 45 min. “A” j 
g hr. 20 min. Soloists (under instruction) 6 hr. 20 min. Passe; 
2 hr. Tests 2 hr. go min. Instruction—With Mr. Martin—M 
Thorpe, Lucas, Hutchinson, Cox, Cudlip, Austin, Kay, MeWil 


“A” Pilots.—Messrs. Wynn, Bradley, Pilgrim, Sélvey, Le & 
Austin, Granger. Soloists (under instruction).—Messrs. Hancock, 
side, Winn, Austin, Glenn. Passengers.—12. 

Notes During the early part of this week fog and rain 
restricted flying. On Wednesday, Mr. Shipside,—one of our r 
“ab initio’s,’—who was doing his height test, succeeded in | 
th: aerodrome so successfully that he discovered a village near She: 
Apparently he was more interested in height and clouds than E 
nall Aerodrome. However he made a good landing, choosing a 
field alongside a main road and not too far from the vi 
hostelry (unfortunately D.O.R.A. intervened). Mr. Martin went 
by road to fly it back and found Mr. Shipside and machine 
rounded by a crowd of 300 people. Apart from the fact tha 
should not have lost sight of the aerodrome he put up an exce 
show. | 

We have a lot more interesting news but no time to write 
as the Skywriters have departed and we are busy taking ar 
ventory. | 


The Liverpool and District Aero Club, 
[Hon. Sec.: W. F. Davison, Hooton Park Aerodrome, Hooton. 
Report for week ending Sept. 22. 
Flying Time 29 hr. 20 min. Instruction 16 hr. 50 min. Soloists 
Joyridés 12 hr. 30 min. Instruction.—With Flt. Lt. Allen—Mrs. | 
Miss Evans, Miss Hughes, Messrs. Moulsdale, Henderson, 
Andrews, Alcock, Edgar, Goodman, Sparke, Meistrand, Reville, Cc 
Barber, Foley, Mines, Curwell, EK. H. Williams, Chatterley, Wil 
Barnes, McGeagh, Rev. Woosnam Jones. Soloists —Messrs. Be: 
Henderson, Willcox, Moulsdale, Sparke, Francis, Ward, Leete, Bé 
Brooking, McClure, Pixton. Passengers.—7. Cross-Country. 
Crosthwaite and Miss Colwell to Woodford (Lanes. Club) and re 
Notes.—Mr. and Mrs. “ Dick” Bentley returned to Stag [an 
Monday morning, leaving at the murky hour of 06.00 hrs. | 
Messrs. Hall and Faulkner of the Lancashire Club visited us or 
roth in Avro. RR and Mr. Lacayo and passenger on the zoth ir 
same machine. 
Mr. Bunning landed his Renault Avro on Be owing to 
visibility, en route Prestatyn to Sale. 
Report for week ending Sept. 29. | 
Flying Time 27 hr. 45 min. Instruction-14 hr. 15 min. Cross-Coi! 
Flights 5 hr. 20 min. Instruction—With Flt. Lt. Allen—Mi 
Alcock, Barnes, Barber, Cowan, Curwell, Davey, Edgar, Hills, Fi 
Goodman, Keniston, McGeagh, Reville, Sparke, KE. H. wil 


| 


“Aeroplane ” photograph.) 
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Lighter than 


Screw-down 


Grease Cups. : xe ; naa di : Air Ministry. 


Vickers Victoria is Tecalemit equipped. eacemeretnetess eer 


=! . 
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Quick, Simple, Clean, Efficient. 
TECALEMIT 


HIGH PRESSURE LUBRICATION. 


Tecalemit is standard on Armstrong Siddeley, Avro, Beardmore, Blackburn, Boulton & Paul, Bristol, 
De Havilland, Fairey, Gloster, Handley Page, Hawker, Short, Supermarine, Vickers and Westland 
machines, also on Bristol Jupiter, Bristol Cherub, Bristol Mercury, Beardmore & Cirrus A.D.C. engines 


TECALEMIT, LTD., 


LUBRICATION EXPERTS, 
MITRE HOUSE, SCRUBBS LANE, WILLESDEN, N.W.10. ™ 


_1912 “SHORT” No. 38 TYPE BI-PLANE 
figured in Army manoeuvres 1913 and saw Active Service during early part of the war. A machine 
of this type was one of the first aeroplanes to be fitted with a gun and another with wireless. 


16 YEARS AGO. Messrs Short Bros. have always been famous for the 

design and efficiency of their Aircraft, and in 1912 the above machine was the 
| latest product of the Eastchurch Factory. For the machines they constructed in 
those days they used as they still do 


 CELLON 


4 Telegrams: 66 : 9 Telephone: 

AJAWB Richmond Surrey The Dope of Proved Efficiency Richmond 2211 (4 lines) 
31-40 Cellon (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 
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son, Rey. Woosnam-Jones, Mrs. Hills, Miss Evans, 
Hughes. “A” Pilots.—Messrs. Brooking, Davison, Leete, Ward. 
Soloists (under instruction).—Messrs. Barber, Francis, Henderson, 
Moulsdale, Willcox, E. H. Williamson. Passengers.—6. 

Notes.—On Wednesday Mr. Ward took one of our Avians on a 40- 
mile cross-country to Woodford. ‘The return journey took about 3 
hours as the machine, which is lettered with the mystic sign “ XX,” 
took the bit between its teeth and refused to return by the direct 
route until it had visited its spiritual home at Burton-on-Trent. After 
landing there and refilling liberally, it returned in quite a docile 
(if unsteady) manner to Hooton, arriving just before dusk. After 
a good night’s rest XX was as fit as ever in the morning, 

Visitors.—23rd General Brancker—G-EDCA. 24th The Duchess of 


Miss Hill, Miss 


Bedford—Moth G-EBRI (Barnard Pilot)—London—Scotland. 28th 
Renault Avro—Lancs. School of Aviation (Lytham). Bringing Dirt 
Track Expert—Taylor returned following day. Messrs. Bailey and 


Drew, pilots of the Calcutta, which is flying between Liverpool and 
Belfast, paid us a visit on Thursday evening. Mr. Marsden of the 
A.I.D. visited us on Sunday last and was very pleased with his 
inspection. 

The Northamptonshire Aero Club. 

(Hon. Secs.: P. G. Hayward and W. G. Williams, The Grand Hotel, 
Northampton. | 

The Northamptonshire Aero Club is to be congratulated on putting 
up a very fine show for its Opening Pageant at Sywell Aerodrome on 
Sept. 29. The weather was all against it,—-cold and windy, with rain 
in the morning and threats of it all the afternoon,—but there was 
quite a large and enthusiastic crowd and the turn-out of aircraft was 
very good indeed. ; 

There has never been any real flying anywhere nearer to Northampton 
than the old R.F.C. aerodrome at Lilbourne, near Rugby. And yet 
to the district belongs the distinction of having seen some of the earliest 
aeronautical experiments in this country, namely those made by the 
late Percy S. Pilcher, who was assisted by the Hon. Adrian Verney- 
Cave, now Lord Braye. Mr. Pilcher was, in fact, killed while experi- 
menting with a glider on Mr. Verney-Cave’s estate nineteen years ago 
almost to the day of the Northampton Pageant. 

The organisation of the meeting was quite good for a first attempt 
and speaking for the aviation people, at any rate, everybody enjoyed 
themselves thoroughly. In fact it was one of those pleasant after- 
noon-party shows very like the first meeting of the Suffolk Club at 
Hadleigh. 

There were twelve Moths present :—Jackaman (RT), Soden (OU), 
Malcolm (AAAI), Broad (YK), Cordes (KF), Rose (XT), Tapper (UR), 
Miss O’Brien (OS), Corbitt (OX), Miss Spooner (AAAI), Matthews 
(AABL), and A. J. and G. Linnell (SA). ‘There were five Avians : 
Percival (YR), Lady Heath (ZM), Moore (XE), Lines of the Daily 
Sketch (WV), and Brown (XD). ‘There were two Henderson joy-ride 
Avros, Henderson (ST) and Davis (WJ), there was a Suffolk Bluebird, 
Sleigh (SZ), there was the Halton monoplane, Trench (OO), there was 
a privately-owned Austin Whippet, King (PF), there was a privately- 
owned S.H.5a, Maddox (QQ), and there was the Spartan, Banting. Also 
there was the official Moth of the Department of Civil Aviation, EDCA, 
piloted by Flt. Lt. Seymour, conveying Air Vice-Marshal Sir Sefton 
Brancker to give his blessing to the proceedings. 

Incidentally, the compiler of the programme was a trifle generous 
in his award of ranks and titles. Sir Sefton appears as ‘* Air Vice- 
Marshall, Major-General Sir William Sefton Brancker, K.C.B.,” and in 
the list of Vice-Presidents appears “Colonel BE. I’Estrange Malone, 
M.P.,” when, in fact, that Member of Parliament is not entitled to 
Service rank. On the other hand, Lord Braye, a Vice-President, appears 
deprived of his final “e.” 

The Club is fortunate in starting with three private owners among 
its members. The brothers A. J. and G. Linnell between them own 
Moth EBSA and Mr. EF. R. King owns Austin Whippet PF. 

The proceedings opened with the usual parade of aircraft and the 
sky was so thick with them that one or two of the most experienced 
pilots descended after one lap of the aerodrome. Thereafter Mr. Cordes 
gave a pretty exhibition of the Handley Page slot as fitted to a Moth. 
Next came a demonstration of ‘ Progress,” starting with an Ancient 
Briton in a hearth-rug, and progressing through the high bicycle and 
th: motor-bicycle and the motor-car to the aeroplane. 

This was followed by a bombing attack with paper flour-bags by 
two aeroplanes on a particularly agile AC. car which narrowly escaped 
being hit. Then Mr. Atcherley on Fit. It. Soden’s Genet Moth did 
some slow rolling and other pretty things, but the clouds were too low 
to allow an outside loop. 

The comic race for all forms of transport, which followed, struck one 
as being rather dangerous. ‘The competing pilots nad first to run 50 
yards, then cycle 50 yards, then ride donkeys 50 yards, then scramble 
into overalls, and drink a bottle of beer,—out of the bottle. After this 
they were mercifully conveyed in a car to their aeroplanes, which 
they had to take-off and fly round a course. After so much unac- 
customed exercise any pilot with a flaw in his heart might well have 
collapsed through drinking quickly, whether beer or anything else; 
and although the ride in the car gave time enough to decide whether 
it should becomé an ambulance, there was always a possibility that a 
pilot might collapse in the act of taking-off in his aeroplane. 

However, fortunately nothing happened and ‘the finish of the race 
was close enough to have beaten Mr. Goodman-Crouch’s best, though 
on¢ has a horrible suspicion that it was intended to be formation flying 
rather than an all-out finish. If our best aviators behave so, how can 
we believe that dirt-track races by a limited team of professionals are 
fought to a finish. 

Following this Mr. Broad gave one of the prettiest exhibitions of 
trick-flying and crazy-flying that one has seen. Thereafter there was 
some balloon bursting—And so home, everyone well pleased. 

Before the show the visiting pilots were entertained to lunch by 
the Organising Committee, and afterwards they were entertained to 
dinner at Northampton. So, if the Club was well supported by the 
sporting crowd in aviation, it certainly did its best to support them 
in return. 

One can wish the Club nothing better than that it may continue as 
it has begun, and that in due course it may be rewarded with a sub- 
sidy from the Air Ministry.—c. c. c. 


FLYING SCHOOLS, 


The De Havilland Flying School. 

Report for week ending Sept. 23. 

Flying Time 756 hr. 50 min. Instruction—Dual 277 hr. ro min, | 
365 hr. 5 min. Other Flying 114 hr. 35 min. 

Notes.—During the last month 36 pupils have completed courses, 
the work on the school is now slackening a little in conseque 

Two of our Indian pupils have completed their elementary cou 
and are now almost ready for solo on advanced types. 

Among the several first solos accomplished was that of Mrs. A 
Butler, wife of the chairman of the De Havilland Aircraft eo. | 
Mrs. Butler’s solo was made after only 6 hr. 55 min. instructio; 
brilliant achievement. Mr. C. S. Napier, son of the chief of D. Na 
and Son Ltd.—of Lion engine fame—was another successful | 
soloist. 

Notable visitors during the month have included Mr. J. A, Wil; 
Director of Civil Aviation in Canada, who flew to Cambridge i 
school Moth, and Admiral Mark Kerr, who also enjoyed a short 
on the school. 

The production of Gipsy engines has now settled down in earn 
and already many private deliveries have been made. 5 

Report for week ending Sept. 30. 

Flying Time 130 hr. 30 min. Dual 38 hr. 30 min, 
Other Flying’ 51 hr. ; 

During the week two pupils obtained their “A” tickets 
another, Mr. R. F. G. Lea, a son of Sir Thomas Lea of Dunley 
Stourport, made an excellent first solo. 

Mr. K. M. Raha, one of our Indian pupils, has now done all 
tests on an advanced type of machine in a most competent man 
His two other compatriots, are also progressing extremely well, 

A new pupil to join our school is Capt. Rivett Carnac, Chief ¢ 
stable of Huntingdon. This is certainly a most encouraging sign 
the advancement being made in all professions of “ air-mindedne 
and we trust that Capt. Rivett Carnac’s lead will eventually give p! 
to a ‘flying squad” in its most literal sense. 

On Saturday we gave joy-rides to a large party from The Jur 
Institute of Engineers. They were all thoroughly delighted and y 
inclined to marvel at the ease and practibility of the Moth. 

Several Gipsy Moths were delivered during the week, amongst th 
taking delivery being Miss W. E. Spooner, the Hon. G. Cunliffe, | 
Mt. G. A. R. Malcolm, our Sales Manager. 


The Henderson Flying School. | 
{Managing Director: Lt.-Col. G. L. P. Henderson, Brooklands A¢ 
drome, Byfleet.] | 
Report for week ending Sept. 273 
Flying Time 21 hr. 20 min. Instruction.—With Col. Henderso. 
Messrs. May, Kerr, Salah, Oldmeadow, Daniel, Hsiao, Brooks, D’E) 
court. With Mr. H. D. Davis—Messrs. Groner, Hsiao, Swann, Ki 
D’Eyncourt, Daniel, Garthwaite, Mrs. Monkton, Mrs. Scott. Soloist: 
Messrs. Pickthorn, Hsiao, D’Eyncourt, May, Daniel, Oldmeadow, H 
Notes.—Over 400 passengers were carried during the week. 
Mr. S. Daniel has nearly completed all his solo flights for ; 
“«B” Licence. 
Col. Henderson and Mr. Davis flew to Northampton this week-« 
to attend the Northamptonshire Aero Club Pageant and were git: 
a very good welcome by the Club Officials and Members. They ! 
a very good week-end. 


Solo 4r 


| 


AN OPPORTUNITY. | 


The Editor of THE ArROPLANE has heard of an impend’: 
vacancy at one of the Flying Clubs for an assistant to ‘ 
Aerodrome Manager. The job would go to a young, k« 
man who would take very small pay and wants to learn: 
fly. Anyone who would be prepared to take the job on th‘ 
terms should write to the Editor, THe AW®ROPLANE, 1) 
Piccadilly, W.1, marking the letter “ Aerodrome.” | 


MOTHS IN CANADA. | 


Dominion Airways, Ltd., of Vancouver, B.C., are operatt: 
a flying school with D.H. Moths. Primary instruction : 
given on ordinary Moths, whereas all solo flying is pace 
of Moths fitted with the Handley Page automatic slot gear 

A new Light Aeroplane Club has been formed at Ka- 
loops, British Columbia, a township of 6,000 inhabitants } 
the main Canadian Pacific and Canadian National Railwa.. 
Application has been made to the Department of Defer? 
for the loan of a D.H. Moth. . | 

The first D.H. Gipsy-Moth to be seen in 


Canada w 
exhibited at the Toronto Exhibition in August. | 


| 
AVRO AVIANS IN THE U.S.A. | 
Messrs. Brock and Schlee have been appointed distributc 
for Avro Avians in Northern New York and Ohio and ha’ 
ordered six machines of this type through Air Associat', 
Inc., of New York City. | 
Air Associates, Inc., who are the New York distribut« 
of Avians, have recently sold machines to Geo. P. Putne 
of new York City, William Hooker of Bayside, L.L, 2 
H. B. Lundberg of Lansing, Mich. 


THE LATEST ATLANTIC ATTEMPT. 
Lt.-Comm. Macdonald, R.N. (retd.), with his long-range / 
Havilland Moth (Gypsy engine) has reached St. Johns, Ne 
foundland, by steamer from Liverpool. He is reported to! 
tend to start on an attempt to fly across the Atlantic as So 
as weather conditions are favourable, 
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ACCLES & POLLOCK trop. 


EXPERTS IN AIRCRAFT TUBULAR CONSTRUCTION 
OLDBURY, BIRMINGHAM 


Great achievements such as 
the Schneider Cup victory 
testity to the excellence of 
Ethyl. 

Wherever exceptional per- 
formance is demanded Pratts 
Ethyl Petrol may be relied 
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Pratts Ethyl Petrol is as safe to use 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 9; Monday, 31; Tuesday, 36; Wednesday, 27; 

Thursday, 28; Friday, 28; Saturday, 29. 

IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich ; 
turn: Machines 75, passengers 605, freight 24 tons. 

AIR UNION: 

Paris—London and return: 
tons. 

NG BAG E 
Amsterdam—Rotterdam—London and return: Machines 24, passengers 
131, freight 8 tons. 

SABENA : 

Brussels—London and return: 
2 tons. 

DEUTSCHE LUFTHANSA A.G.: 
Amsterdam—London and return: Machines, 12, passengers 47, freight 
3 tons 

MISCELLANEOUS : 

British machines, 6, passengers 3. 
Foreign machines 1, passengers 0. 
Total number of trips by British Machines, 

sengers. Foreign Machines, 103, carrying 390. 


COMPARATIVE FIGURES. 

Week ending Sept. 29: 

Machines, 184; Passengers, 998; Crews, 355; Total personnel, 1,353. 
Corresponding week, 1927: 

Machines, 161; Passengers, 914; Crews, 314; otal personnel, 1,229. 
Corresponding week, 1926: 

Machines, 95; Passengers, 536; Crews, 125; Total personnel, 661. 
Corresponding week, 1925: 

Machines, 94; Passengers, 381; Crews, 
Corresponding week, 1924: 

Machines, 113; Passengers, 484; Crews, 142; Total personnel, 626. 
Corresponding week, 1923: 

Machines, 79; Passengers, 238; Crews, 
Corresponding week, 1922: 

Machines, 98; Passengers, 330; Crews, 
Corresponding weeR, 1921: 

Machines, 75; Passengers, 227; Crews, 98; Total personnel, 325. 
Corresponding week, 1920: 

Machines, 131; Passengers, 222; Crews, 152; Total personnel, 374. 


Machines 44, passengers 172, freight 12 


Machines 10, passengers 37, freight 


e 


81, carrying 608 pas- 


122; Total personnel, 503. 


108; Total personnel, 346. 


159; Total personnel, 489. 


Croydon Notes. 


On Friday of last week Croydon assumed for the first time 
in many months the traditional aspect of a British aerodrome. 
That is to say that it became a cold damp cheerless-looking 
place, closely overlaid by heavy clouds, from whose surface 
no airscrew could raise any suspicion of dust. And according 
to the weather map similar conditions prevailed over most 
of the Western European air route again. 

These conditions fortunately did not greatly interfere with 
traffic, though one machine carrying goods bound for Paris 
decided not to proceed past Lympne in the early afternoon 
and two other machines which left late during the afternoon 
also decided not to risk the Channel in the rapidly-growing 
darkness. 

From now onwards such weather as that of Friday must be 
expected at intervals, even if the Autumn and Winter live 
up to the precedent of the past exceedingly satisfactory 
Summer. The shorter hours of daylight will in any case 
mean reduced services and falling traffic. 

However bad the winter may or may not be Croydon and 
all concerned may face it with the knowledge that nothing 
can now spoil 1928’s record as a year of remarkable progress. 

To what extent this progress has been the result of ex- 
ceptionally good weather, and how far the moral effect of the 
opening of the new buildings has contributed to it is im- 
possible to gauge. 

But the traffic figures week-by-week have shown—and even 
now continue to show—an increase in passengers of some- 
where between 4o and 60 per cent. over the best week of 
any previous year, and the goods traffic has if anything in- 
creased in even greater proportion. This increase would 
have been still greater—at any rate on the British services— 
had Imperial Airways had machines to cope with the demand 
for seats. 

And whatever Winter may bring Croydon can look forward 
through it to the inauguration next year of the through Ser- 
vice to India which should mark the beginning of a new 
phase in British Civil air transport. 


London—Ostend—Brussels—Cologne and re- 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


Telephone: THROUGHOUT THE WORLD. Telegrams: 
GATE. 6641 Manufactured to Specification 2.V.3 by TNL 
4 limes) THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. LONDON. 


The Fokker F.VII-3m which belonged to the late 
Lowenstein has remained in Imperial Airways’ sheds sg. 
the original owner’s decease without finding a purcha 
There is now a distinct likelihood that it will shortly 
Croydon, for it is reported that Lt.-Comm. Glen Kids 
R.N. (retd.)—who not long ago flew home from Malta ; 
Moth—intends either to charter or to purchase the mach 
and, accompanied by an experienced civil pilot, to fly j 
Kast Africa for a big-game shooting expedition. 

Those concerned with the control of traffic in and on 
Croydon are a little perturbed about the possible dar 
during the Winter of odd private aircraft which may fly ak 
entirely unannounced, and do not generally carry y 
less. The standard British light aeroplanes are in th 
selves much easier and safer to fly in conditions of I 
visibility and restricted landing facilities than are lg 
transport machines, and though the average private ow 
will not usually be anxious to fly in really bad conditi 
some of them will pretty certainly not give up flying 2 
gether because fog or low cloud 4s likely to be encountere, 

Unless a private machine is either leaving for, or arriy 
from, abroad, Croydon will generally know nothing of 
whereabouts. And if such a one happens to be threading 
way up one of the narrow valleys leading to Croydon, | 
meets an air line machine going in the opposite direct: 
serious results may ensue. | 

What is needed is the provision of a really light and sa 
factory wireless receiving set for the light aeroplane. 7 
would allow Croydon to issue a general warning that 4 
and such an air line machine was using such and suc 
route and that all other machines in the neighbourhood 1 
keep a look-out. | 

THE LIVERPOOL—BELFAST EXPERIMENT, 

The experimental service between Liverpool and Bel 
run by Imperia! Airways during the Liverpool Civie W 
(Sept. 24—29) has proved so successful in attracting | 
sengers that Imperial Airways have decided to continu 
fly between the two ports for a further week. ‘The S| 
Calcutta flying-boat (three Bristol Jupiter engines) | 
carried her full complement of fifteen passengers on e’ 
trip and many applications for seats have had to be refu: 

The only difficulty experienced has been caused by| 
unsatisfactory conditions encountered on the Mersey at! 
scheduled time of departure. Thick, smoky fog has t 
general every morning, and this in conjunction with ‘ 
heavy river traffic, and strong tides, has made it imposs 
to leave the Mersey with that punctuality usually ase 
by Imperial Airways. 

For this reason the service to be run during the pre 
week will be reversed. The Calcutta will spend the nigh: 
Belfast, leave there for Liverpool each morning and a 
each afternoon, thus avoiding the morning fog in the Mer! 

Great interest has been created in Belfast. The Calci 
has taken the Lord Mayor of Belfast and several member‘ 
the Government of Northern Ireland for trips round | 
City. Press photographers have been given opportunitie 
photographing Belfast from all sorts of unaccustomed ang 

In addition to passengers an average of 15 Ibs. of | 
mail have been carried on each trip, together, with sev: 
hundreds of pounds of newspapers, and, on the outward 
from Belfast, consignments of eggs and other perish) 
produce. ; 

Unfortunately the attempt to evade fog by reversing : 
arrangement of the service has not proved completely | 
cessful, for on Monday fog was so thick at Belfast ast 
ae it impossible for the Calcutta to leave at all on % 
ay. 
[Which is precisely in accord with the opinions expres 
in this paper when this unworkable service was first boo? 
by the expert of the Air League. And the normal } 
weather for this sea-area is still to come.—c. G. G.] | 

| 
| 


ANGLO—IRISH AIR SERVICES. 

According to a report from Belfast Mr. G. C. Gore-Cret 
the representative of an English syndicate which prop 
to provide Belfast with a large new modern hotel, hast 
formed representatives of the Irish Press that an Eng: 
company with a fully subscribed capital of £150,000 1*! 
process of formation for the purpose of operating Ani 
Irish air services which are to start on Mar. 1 next yea 
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“For Safety in the Aur 


Everywhere ”’ 
IRVIN AIR CHUTES 


are the life-saving equipment used by all 
Air Forces of the United States, Great 
Britain, Japan, Sweden, Norway, Poland, 
Chili, Peru, Siam and twenty other 
countries throughout the world. Every- 
where recognised as the most reliable, 
safest and most economical equipment 
of the kind in existence. Superiority 
of every feature proved by years of 
severe service use and thousands of 
comparative tests. 


OVER 100 LIVES SAVED IN EMERGENCY. 
OVER 8,000 SUCCESSFUL “LIVE’ DROPS. 
OVER 30,000 SUCCESSFUL TEST DROPS. 


Illustrated literature on request. 


rving Air Chute Co.,, Inc.|Irving Air Chute of 


372, Pearl St., Buffalo, N.Y.|Gt. Britain, Ltd., 
Letchworth, Herts. 
Cabie Address: 
“Trvin Letchworth, England.” 


Cable Address: 
“Irvin Buffalo, N.Y.U.S,A.”" 


IMMEDIATE DELIVERY 


from stock 
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i With German silver arcs, } 
? divided each way to 90°, : 
: vernier reading to 10 : 
: Minutes with positive : 


Lightning Fasteners. 


? A quick and neat lacing ; 
? for Fabric Panels. 
tates Fuselage inspection. : 
Made to any length either : 
straight or curved. c 


No. AV1/5. 
Price on application, 


Facili- ; 


clamping device. 


No. AV2/7. 
Price on application. 


Aircraft 

Equipment of 

} . ; every description 
| supplied, 


Send your enquiries to: 


BiownBrothess eres 
AG London, E.C.2. 
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By courtesy of Newcastle Chronicle, Ltd. 
A Cierva Autogiro leaving Newcastle, 


THE AUTOGIRO HAS 

JUST COMPLETED A 

3000-MILE TOUR OF 
GREAT BRITAIN. 


The Autogiro cannot 
stall, is easy to control, 
and ensures safety in 


flight. 


VERTICAL DESCENT 


For full particulars apply to :— 


The CIERVA AUTOGIRO Co., Ltd. 


BUSH HOUSE, 
ALDWYCH, LONDON, W.C.2. 


Telephone :—CENTRAL 4861. 
Telegrams :—CIERVAGIR, ESTRAND, LONDON. 
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The routes to be served are to be Croydon—Belfast direct, 
Belfast—Dublin—Liverpool, and Croydon—Belfast—Dublin— 
Queenstown—Croydon. 

Four American monoplanes to be used on these services 
are reported to be under construction. ° 


Mr. Gore-Crellin is alleged to have stated that “five 
private aero services had guaranteed subsidies if these 
should be necessary ’’—whatever that may mean. Anyhow 


these optimists are to be encouraged, if only because they 
spend money. on flying,—for this is good so long as the 
money is not extracted by Law from the pocket of the 
Taxpayer and dispensed as a subsidy. 

Still, one doubts the complete accuracy of the statements 
attributed to Mr. Gore-Crellin. And one is certain of the 
non-success of the scheme,—at any rate for another five 
years or more. 

AN INDIAN AIR LINE. 

According to reports published in the daily Press, the 
Finance Committee of the Indian Legislative Assembly has 
approved the proposal of the Government to ask for tenders 
for the running of a regular weekly aeroplane service con- 
necting Karachi to Rangoon. This service is to be operated 
in three sections, Karachi—Delhi, Delhi—Calcutta, Calcutta— 
Rangoon, and will receive subsidies from the Government. 

Work on the necessary ground organisation for the route 
from Karachi to Calcutta is already in hand. The necessary 
preparation for the Calcutta—Rangoon extension will be 
started as soon as funds permit, as will also the construction 
of an aerodrome at Bombay. 

One of the stipulations which the Government of India 
will enforce in any contract for this service is that only 
three-engined machines of approved British construction shall 
be used. 

The through service to be run from London to Karachi 
by Imperial Airways is expected to start in April, 1929. This 
will, it is hoped, be extended to Bombay when the Bombay 
aerodrome is ready for use: 

The proposed Indian services will give connections with 
the Imperial service making it possible for passengers and 
mails to reach Delhi in seven, Calcutta in eight and Rangoon 
in nine days instead of sixteen, seventeen or nineteen days 
by sea and train. 


A SOUTH AFRICAN AIR MAIL. 
The Times of Oct. 2 reports that a daily service of air mail 


despatched from Beira (Portuguese East Africa) to all African 
destinations which are served through Salisbury (Rhodesia) 


HANDLEY PAGE 


began on Oct. 1, in place of the tri-weekly service hith 
in force. 

The report states that this increased service has been m 
necessary by the great increase in the flow of goods thro 
the port of Beira. There are hopes that it will avoid de! 
hitherto caused by consignments having to wait the arr 
of clearance documents by the more limited original sery 

So far as can be discovered the report is the first indicat 
yet published in this country of the existence of any 
mail service between Beira and Salisbury. 


K.L.M. PROGRESS. 


According to a report in The Times of Oct. 2 Mr. B 
Martin, of the K.L.M., addressing the Dordrecht Chan 
of Commerce, stated that during the last four years 
service had reduced the costs of air transport from 6s, 
to 1s. 11d. per ton per kilometre (say from ris. to 3s, 
per ton-mile). This latter figure was, he claimed, 
approached by any other air line in the World. 

Mr. Martin said the great ambition of the company 
to establish regular air communication between Holland 
the Dutch East Indies. The machines now flying to Bat 
for use in that colony were taking twelve days for 
journey, but when the route had been properly organ: 
this would be reduced to six days, and later, when n: 
flying became possible, to four, or even three, days. 

[Which sounds optimistic, but is in fact perfectly « 
to accomplish with proper ground organisation in acc 
with the doctrine of Paul Henderson.—c. G. G.] 


PERSONAL NOTICES. 


FORTHCOMING MARRIAGES. | 

GREEN—HENNESSY.—A marriage has been arranged, and | 
shortly take place, between George Douglas Green, R.A.F., only s 
the late Dr. and Mrs. G..R. Green, of Ripon and Portmadoc, 
Dorothy Mary, only daughter of Col. J. P. C. Hennessy, C.M.G., 
(retired), and “Mrs. Katie Hennessy, of Keystone, Hunts. ~ 

MILES—BROWN.—The engagement is announced, and the mar 
will take place in December, between Wing Cdr. C. C. Miles, R: 
and Miss Sydney Brown, youngest daughter of the late Mr. Jo: 
Brown and Mrs. Brown, of Stocksfield, Northumberland. 

BIRTHS. 

ROBERTS.—On Sept. 25, at Queensbridge, Ellesmere, to Mary, 
of J. V. Roberts (late R.A.F.)—a son. 

VAUGHAN.—On Sept. 9, at 1A, Hargood Terrace, Stoke, Devon 
to Margaret, wife of Flg. Off. E. S. C. Vaughan, R.A.F.—a son. 

WEIGHILL.—On Sept. 20, at 34, Castelnau Mansions, Barne 
Irene (née Drury Baker), wife of Flg. Off. R. G. Weighill, R.A 
a son. 


AUTOMATIC SLOT CONTROL. 


‘“ When the engine was throttled back suddenly 
during a climbing turn, and the machine was stalled 
on the turn, it was still possible to raise the lower 
wing by normal use of the ‘stick.’ 
kind of climbing turn that, in conjunction with 
engine failure or loss of power, has killed so many 
pilots in the past, and it can be said definitely that 


the automatic slots have reduced its dangers almost 


to vanishing point.” 


It is this 


MORNING Sar Osa 
8th May, 1928. 
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OFF SHORE :—Two Supermarine Southamptons (Napier Lion engines) of the Far East Flight passing over one of the 
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ON 


ne of the rising stars of British Aviation remarked the 
er day, ‘ The proper function of Civil Aviation is to en- 
2 us to become Europeans.’ ‘That phrase deserves to 
ome historical along with Mr. Churchill’s ‘ Civil Aviation 
st fly by itself.’ Both express fundamental truths. 
t is all very fine to subsidise Civil Aviation at first for 
pecific purpose, namely to show what air transport can 
as in the matter of Imperial Airways, and to make the 
jon air-minded, as in the matter of the Flying Clubs. 
‘unless Civil Aviation can pay its own way, obviously 
cannot succeed. Similarly, though we can get quite a 
d deal of fun ont of flitting about our own funny little 
nd, the real joy of flying is expressed, quite uninten- 
ally, in Mr. Kipling’s lines— 

‘Take hold of the wings of the morning 

‘And flop round the earth till you’re dead.’ 
he rest of the poem in which those lines occur (no prize 
red for locating them) has quite a bearing on the ulti- 
-e development of Civil Aviation in its relation to the 
tish Empire. Actually, flying about Great Britain stands 
about the same relation to the real uses of Civil Aviation 
driving round Richmond Park does to a proper motor 
r. And the air lines which the experts of the Air League 
so anxious to have organised in Great Britain would, 
inyone were silly enough to start them, stand in about 
same relation to a real air line as a hotel ’bus service 
a country town does to the great motor ’bus services 
ch now run between London and Bristol, and our other 
vincial cities. 

AIR TOURING. 

here is no doubt that to get the full benefit out of flying 
st of it has to be done abroad. And anyone who has 
owed the doings of private owners during the past excel- 
: Summer must have noticed that after the would-be 
itor has felt his wings by a few little half-day jaunts 
r the length and breadth of England, the very first thing 
does is to go for a tour on the Continent. Those who 
more blessed with time and money even extend their 
rs to Africa and Asia. These pioneer tourists are in 
, with all due respect to their venturesomeness, 
ely the straws which show which way the wind blows. 


) 


| A, A., SIR!—Scouts of the Automobile Association helping the departure of Sir Sefton Brancker’s Moth, G-EDCA, 


| from Sywell. 


| and-ends of aircraft necessities. 
| And they are generally useful. 
front 
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THE AUTOMOBILE ASSOCIATION 


The A.A. scouts, who are ex-R.A.F. personnel, some of them former serjeant-pilots, 
regular and most useful attendants at all flying meetings. 
They operate a weather-map and forecasts for the benefit of home-going pilots. 
Their activity is shown by the way in which the movements of the man in 
have beaten the camera—(“ Aeroplane” photograph.) 


Telephone: Gerrard 5407. 
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AND AVIATION. 


In this connection we shall do well to consider that any 
considerable extension of air touring on the Continent must 
very soon have a political significance, which will grow 
rapidly as the amount of flying grows. The more one knows 
of one’s neighbours, the less one is likely to fight with them, 
so long as they happen to be of the same breed as oneself. 

Closer acquaintance may not necessarily lead to liking 
them better, for there are some people who are much more 
charming at first meeting than they are when one gets to 
know them intimately. But even so, the better one knows 
them the less one is likely to come to blows. There are 
those, Mr. H. G. Wells among them, who regard the aero- 
plane as the Dove of Peace and hold that as frontiers mean 
nothing to aeroplanes frontiers must in time be abolished. 
There is something in the idea, but not so much as they 
would have us believe. 

Nevertheless, without going so far as to believe in, or 
hope for, or even wish for, a United States of Europe, we 
may well look forward to a time when that portion of Europe 
West of Warsaw, which is inhabited by people of the same 
breed as ourselves, may attain to a League of European 
Nations, Kingdoms and Republics alike, which will assure 
our safety against the Eastern barbarians. 

To this end, as well as for our own private entertainment 
and commercial profit, European touring by air is greatly 
to be encouraged. And any organisation which makes eaSier 
and safer air communication between the Nations will 
definitely confer a benefit on humanity. 

THE ADVENT OF THE A.A. 

_ In May last one published in this paper a short note 
indicating that the Automobile Association would probably 
soon be taking a hand in Civil Aviation. At that time one 
went no further than to suggest that the A.A. might organise 
air touring in the British Isles and set up an inquiry bureau 
at which people wishing to fly about this country could dis- 
cover the whereabouts of suitable landing grounds and so 
forth. Since that date, without making any fuss, the A.A. 
has been working a kind of experimental Air Department, 
presumably by way of seeing how such work fits with the 
existing organisation of the Association. 

The results have been entirely satisfactory,—at any rate 


are now 
They carry collapsible chocks and all sorts of odds- 
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from the point of view of aviators. And the work that has 
already been done indicates the immense possibilities of the 
Association for the future good of British Aviation. 

If the Association goes on as it has begun the time will 
soon come when European air travellers, whether for pleasure 
or for business, will bless the name of the A.A. and will 
recognise how much they owe to the initiative, energy and 
driving power of Major Stenson Cooke who built up in the 
early days of motor-cars the vast organisation which is now 
beginning to make itself felt in aviation. 

The A.A. first made itself manifest at the Blackpool Meet- 
ing when certain of the well-known A.A. scouts who had 
gone there primarily to assist in the parking of cars and 
so forth, took a hand in helping the owners of visiting air- 
craft,—other than those who were being looked after as 
competitors. 

AERODROME SERVICE. 

The A.A. had its own parking place, and the men in 
charge saw that the machines were properly picketed in 
case of strong winds, that the engines were properly covered 
and so forth. A species of clip, descended from the common 
or back-garden clothes-peg, was used to prevent rudders, 
elevators, and ailerons from flapping in the wind. And 
when the owners wanted to go away the A.A. men started 
the engines, provided their own breed of pocketable wheel- 
chocks so that they could run up the engines properly, and 


generally made themselves useful. The men selected for 
the job were all ex-R.A.F. personnel, under a serjeant 
who had -been an N.C.O. pilot. 

Since then at the various minor meetings up to the 


present, the A.A. men have been a regular and highly appre- 
ciated part of the performance. 

One of the most useful of their activities has been the 
operating of a weather map. They have heen in direct tele- 
phone communication with the Meteorological Department 
of the Air Ministry and towards the end of the afternoon 
they have marked on their map the state of the weather in 
various directions and the state of the aerodrome on which 
they were operating. This map is modelled on the big map 
at the London ‘Terminal Aerodrome at Croydon. 

Thanks to the accuracy with which it has been worked, 
visiting pilots have been able to see at a glance the kind 
of weather they were likely to meet on their homeward 
journey. And quite often pilots who have found their home 
aerodromes threatened by unpleasant weather have chosen 
to stay the rest of the week-end where they were or to fly 
off to other districts where conditions were more alluring. 

Here, even at the risk of seeming ungrateful, one may 
perhaps be forgiven for interpolating the question of whether 
A.A. personnel ought to wear R.A.F. wings on the strength 
of having been pilots? This applies not only to those who 
have been so valuable on aerodromes, but also to a good 
many of the road organisation who have been .R.A.F. pilots. 
They are, of course, entitled to wear their medals when in 


AERODROME SERVICE.—A private owner’s Cirrus-Moth being started up by Serjeant McKay (late N.C.O. 


A.A. uniform, but one is under the impression that 
wearing of R.A.F. wings is contrary to King’s Regulatic 

There is, however, no reason why those A.A. officials y 
have been pilots should not wear wings of some other 
sign, as do the pilots of Imperial Airways, just to indic 
to aviators with whom they come in touch that they h 
been pilots and are therefore qualified to handle aire; 
better than those who have not flown,—though, for 
matter of that, there are plenty of mechanics, in and ow 
the R.A.F., who can handle aeroplanes on the ground yas 
hetter than the pilots for whom they haye to work. § 
a man who has been a pilot is certainly entitled to let 
fact be known for it will naturally indicate to other ayiat 
that they can talk to him as a brother pilot. 

LOCATING AKRODROMES, 

Among the work which the A.A. has done in a quiet y 
since its entfy into Civil Aviation some five months , 
has been the examination of a very large number of ae 
dromes and the compilation of a register showing wh 
aerodromes sare fit for use and which are not. One is t 
quite unofficially, that some hundreds of fields which h 
at one time or another been used as landing grounds h: 
been inspected and that an amazingly small number 
them have turned out to be fit for use to any other thai 
highly skilled pilot. ; 

Therefore pilots who think that they can cheerfully t 
round the country and land in any field which they know 
have been used at some time or other by a joy-ride firm 
be well advised to go to the A.A. at Fanum House and ¢ 
cover which of those fields are in fact fit for use. 

Here one would remark that whatever one says in t 
article about the doings of the Automobile Association | 
not been gathered from official sources of any kind. It | 
simply come to one through watching the work of the A 
men and through conversation with private owners ; 
others concerned with Civil Aviation who have benefited 
the good work of the A.A. and can see the immense fut 
possibilities of the organisation, Bj 

There is much to be done by the A.A. in the way of ke 
ing a constant check on the condition of existing aerodrom 
And one hears that a good deal has already been done a 
in the way of inducing owners of land to permit the use 
certain parts of their ground as landing places near tow 
or villages which aviators are likely to want to visit. 

ROAD SERVICE. 

Also one hears that permission has been got from the ‘ 
Ministry for pilots to drop near A.A. telephone boxes m 
sage-bags of an approved type containing messages to 
transmitted by the local A.A. man on point duty. 

An example of the usefulness of this was shown some ti 
ago when a pilot was taking a relative to a certain town 
business, The time of his arrival was uncertain, so 


definite arrangements could be made for transport from t 
Consequen: 


local temporary landing ground to the town. 


pilot, R.A.F.) and one of his assistants. 
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Successful Completion 


of World’s Greatest Flight 


N Sept. 15th the four Royal Air Force 

Supermarine-Napier ‘‘ Southampton” 
flying boats, each fitted with two Napier Lion 
engines, which left England in October 1927, 
attived at Singapore, having flown in forma- 
tion to Australia, round the coast of Australia 
and back to Singapore—a total of 192,000 
engine miles. Never before has such a flight 
been accomplished. 


No mechanical trouble was experienced during penn ieernern : 


the flight, thus further emphasizing the amaz-: TRA 
ing teliability of the Napier engines. / EXHIBITION} 
: October 7—28 
The machines kept to a prearranged schedule : 59 
throughout. i Me 


The Napier engines selected were standard 
engines taken from stores without any special 
testing. 


Follow the lead of those who know 
and specify the tried and proved— 


A P I E R The Finest Aero 
Engine in the World 
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“CIRRE 


“The Engi 
to-day pr 


85/95 h.p. ‘‘ CIRRUS” Mark III. 


PROOF. 


Nearly 500 “ MOT 
“CIRRUS” engines. 


Stipulate a 


CIRRUS-MOTH 


LADY HEATEI 


LONDON-INDIA Pioneer Light Aeroplane flight on 
2 Cirrus-Moth machines. Capt. T. 
N. Stack, A.F.C., and Mr. B. M. 
S. Leete, A.F.C. 


LONDON-CAPE TOWN-LONDON. Lt.R.R.Bentley, I 6 
M.C., A.F.C., flew from London to 
Cape ‘own and back and for this Marx Iii 


flight was awarded the 


BRITANNIA TROPHY, 1927. The machine was a . 
Cirrus-Moth. Lady Heath flying a 
KING’S CUP AIR RACE, 1926, won by Capt. H. 
S. Broad, A.F.C., ona Cirrus-Moth. I 9 2 8 ) reached an a 


AUSTRALIAN AIR DERBY, 1926, won on a Cirrus- 
Moth by Sir Alan J. Cobham, 
KB Hy Anke. 


ROUND SOUTH AFRICA. Major A. Miller, D.S.O., 
flew round South Africa in a Cirrus- 
Moth, covering 2,400 miles in 28 
hours. 


LONDON-INDIA. Mr. Dennis Rooke flew from 
London to India on a Cirrus-Moth. 


KING’S CUP AIR RACE, 1927, won by Capt. W. 


the greatest het 


“CIRRUS” engines are i 


L,. Hope on a Cirrus-Moth. 


LONDON-CAPE TOWN. Lady Bailey flying a Cirrus- 
Moth reached Capetown from 
England and was the first lady 
pilot to accomplish this flight. 


GOTHENBURG INTERNATIONAL MEETING, 
1928. Cirrus-Moth machines won 
7 first places. 


SIDDELEY TROPHY, 1928, won by Miss W. E°: 
Spooner, flying a Cirrus-Moth 


50 Light Aeroplane Club: 
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* GENTLEMAN,” RAA 
“EXPRESS TRAVEL,” an 
under construction. 


machine. dbo! GacdanBeuncoseosccmyuasadAGeec . 

DUTCH INTERNATIONAL MEETING, 1928. A : Berlin Exhibition : 
Cite Mata ares Sistitce ee ae Sen COUR mE 

MIDLAND OPEN CHALLENGE CUP, 1928, won by STAND NO. 54: A D | 
Searels A.F.C., with a Cirrus- HALLE II. ie e ) 


BUCKS HERALD CHALLENGE CUP, 1928, won by 
Capt. Stack; A. BRi€., with a Cirrus: 


Moth (lo, etc. Telephone : 89 K 
’ ’ 
Holborn 4076. 9 
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a message was dropped to an A.A. box some fifteen or twenty 
miles before the town was reached asking that a certain 
garage in the town should send a car out to the local aero- 
drome. 

The efficiency of the A.A. organisation was shown by the 
fact that by the time the machine had reached the aerodrome 
and landed and taxied up to the parking-place a car had 
arrived from the town and the passenger was able to go 
straight off without waiting. 

NEAR-By EXPANSION. : 

Thus all may see that the A.A. has begun very well on its 
self-allotted task of cheering up Civil Aviation in Great 
Britain, There is a great deal more for the Association to 
do along the lines on which it has begun, for, as already sug- 
gested, every new owner of an aeroplane will want to try out 
his wings by making little towns in England, Scotland and 
Wales, and possibly even as far as the more civilised part 
of Ireland,—where distinguished visitors can travel without 
armoured cars and an armed escort. After that the fledgling 
aviator will want to fly about the Continent. 

One of our most recent owner-pilots remarked the other 
day that for one private owner to-day there will be five by 
this time next year. He based his calculation on the fact 
that five of his immediate circle of friends have either ordered 
light aeroplanes or have the firm intention of ordering them 
as soon as the money comes to them in the ordinary way of 
their incomes. 

Others will beg, borrow or steal the money, so his estimate 
does not strike one as exaggerated. Every present private 
owner, or owner-pilot may not have five friends who are 
happily able to spend lightly somewhere between £650 and 
£750 on a private aeroplane. But there are hundreds of 
people who can just raise the price and will, in their keen- 
ness, deny themselves any or all of the luxuries of life if 
only they may fly a machine which is their very own. Also 
there are some people who have the happy knack of being 
able to borrow machines or to induce other people to buy 
machines for them to act as pilots. This is all just as things 
used to be in the early motoring days when cars were ex- 
pensive and when for every actual owner-driver of a car 
there were a dozen keen young men whose motor property 
consisted solely of a leather coat and a pair of goggles. 
These young men were really more to be considered by motor- 
car manufacturers as a field for advertising than were the 
actual buyers of cars themselves. They knew all about cars, 
and their rich friends or relations generally bought cars on 
their advice. 

A very similar class is growing in aviation. And it will 
grow more quickly than it did in motoring because it will be 
continually: fed by Short Service officers leaving the R.A.F. 
who will certainly try and induce their well-to-do relatives 
and friends to buy machines in which the said retired officers 
may take them touring. 

Thus we may get some idea of the enormous field for 
which the Automobile Association is likely to be called upon 
to work next year and hereafter. 

CONTINENTAL TOURING. 

In Continental touring as in aviation at home, the A.A. 
has begun well. Practically everybody who has gone a-flying 
on the Continent lately has applied to the A.A. for the trip- 
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tyques, or carnets, to give them their alternative title, y 
act as passports for the aeroplanes themselves in fo: 
countries. ‘he A.A. has had more experience than any < 
body in this country in issuing similar triptyques for 
and apparently it has gone about doing the same busi 
for aeroplanes in the same efficient way. Be 
A recent appreciative user of the A.A. was Mr, 1 
Irvin, of parachute fame. He wanted to fly his Mot 
Warsaw at short notice. Within twenty hours the 
had supplied him with his triptyque, with all neces 
papers, with special landing permits as required at ce 
aerodromes, and with complete maps for his course, 
Not only does the A.A. cater for real aeroplanes. 
equally kind to other aircraft. For example it provide 
the necessary documentation for the Autogiro when the | 
Don Juan de la Cierva flew it to France lately. 
Map SERVICE. = 
A part of the A.A.’s work which is particularly wortl 
note is the supplying to Continental air tourists of 1 
which certainly could not be got anywhere else in 
country or in any other,—at any rate arranged in the | 
thoroughly effective way. The making of an air map 
job which can only be done by a practical aviator who k: 
what is wanted and what can be neglected and these 
maps are excellent examples of just what is wanted, 
Basically they are the ordinary maps of the country 
which the tourist desires to fly. These maps are cut up 
arranged in strips to fit the standard map-case and the c 
is marked out on them. Along the edges of the maps 
tances are marked so that by timing himself between 
marks on the margins, the pilot can keep an exact c 
on his speed over the ground and so can get some indic 
as to whether the wind-speed has changed since he start 
Intermediate aerodromes near the course are spec 
marked by the A.A. cartographists. And besides eac 
these aerodromes there is an indication as to t vs 
accommodation and service available there. 
FOREIGN AERODROMES. ah 
Incidentally, this subject of foreign aerodromes sug 
a matter in which the A.A. has a wide field for 
its great influence on the Continent. The A.A. wo 
most friendly way with most of the motor touring 
tions and clubs on the Continent and one hopes th 
of THE AEROPLANE on the Continent who do one t 
of reading these notes will co-operate with the # 
Association when the opportunity offers in impt 
service on Continental aerodromes. 4 
This, in fact, is one of the worst draw-backs to C 
touring. A private owner who has lately returned 
Continent remarks that while the brightest brai1 
country are wearing themselves to a frazzle tryi 
a few extra millimetres an hour out of their ; 
and while thousands of magnificent mechanics a 
ing these aeroplanes, a high percentage of the wo: 
brains and hands is wasted because if a tourist 0 
at any Continental aerodrome he can never get a 
two hours. 
By the time he has found the right officials and 
presented his papers, and has found the people i 
the petrol and oil, and has made sure that he has g 


The slotted Cirrus-Moth G-EDCA, allocated to the use of the Director of Civil Aviation, after 


being tucked in for the night by the A.A. Aerodrome Service. 
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right fuel for his particular engine, and has managed to 
find somebody to help him put it into the machine, and has 
then discovered somebody who will give him a bill and a 
receipt, and has generally managed to get his machine ready, 
to start again, he is lucky if there is any change left out of 
two hours. 

He suggests that our brilliant designers will do better to 
think out ways of putting tanks into their machines which 
will hold six or nine hours’ fuel so as to avoid stops rather 
than bother about refinements of detail design. 


TOURING SPEED. 

In this matter he is a trifle contradictory, because he lays 
down as an axiom that any machine for long-distance touring 
ought to have a top speed of over 120 m.p.h. and a cruising 
speed of over 100 m.p.h. This quite agrees with the argu- 
ments so often set forth in this paper. 

One is always liable to butt into a thirty mile an hour 
wind. And one may occasionally have to fight a forty mile 
or fifty mile an hour wind. And unless a machine has a 
speed over the ground of at least 80 m.p.h. one may as 
well go by train. 

Any long-distance tourist will bear witness to the fact 
that wherever he wants to go the wind always changes into 
a head wind just when he is ready to start. In fact, one 
private owner calls his machine The Weathercock because 
it always faces the wind. But that, of course, is just the 
natural cussedness of things. 

The real point is that the A.A. can, with its vast Conti- 
nental connections, do quite a great deal to bring to the 
proper Authorities the need for quicker service on Conti- 
nental aerodromes. And by doing so it will make itself 
of still greater value to British Aviation. 


A Goop Tria, Run. 


As has been said, the activities of the Automobile Associa- 
tion up to the present have been purely tentative. No separ- 
ate Air Department has been organised, and all this valuable 
work which has already been done has been run in along 
with the ordinary activities of the Association using the 
regular personnel,—except for the fact that the map work 
has been done and the general lines of the operations have 
been indicated by a little group of enthusiastic private owners 
who are members of the A.A. as owners of cars. 

What has been done has been so useful and has opened 
up such a view of the future possible usefulness of the A.A. 
in aviation that one hopes that when the subject of organ- 
ising a regular Air Department comes to be discussed by 
the High Authorities of the A.A. it will be approved forth- 


WARNINGS OF THE WEATHER.—The A.A. Map 
which advises visiting pilots how to go home. 


with. Should it be so we can depend on Major Stenson Cool 
setting to work with his usual energy to make the A.A. 
national benefit to British Aviation as it has already been 
British Motoring.—c. G. G. = 


THE: FLIGHT TO THE DUTCH EAST 
INDIES. 

The third of the Fokker FVII 3M monoplanes for the 
Dutch East Indies service suffered an accident at Cawnpore 
on October 2. 

This machine, according to reports, was well ahead of her 
scheduled time-table, and the pilot was apparently moved 
to attempt to gain a whole day by putting in several hundred 
miles extra on the day on which he came to grief. 

He was overtaken by darkness, decided to alight on the 
Cawnpore racecourse and struck an obstruction in so doing. 
The damage to the machine is not very serious, but it 
cannot be repaired until the arrival of ‘spares, which are 
being sent out by the fifth machine, which is to attempt a 
return trip to Batavia. 


A PHILADELPHIAN AERO SHOW. 

Philadelphia will hold its first Aircraft Show from Novem- 
ber 3 to November ro in the r08th Field Artillery Armory, 
Broad Street, under the auspices of the Aero Club of Penn- 
sylvania. The Show has the backing of the leading aero- 
nautical people in the district. 

The committee, consisting of Charles T. Ludington of the 
Philadelphia Flying Service, J. W. Smith of Philadelphia 
Air Transport, C. W. Larner of the Keystone Flying Corpo- 
ration, Virgil Kauffman of the Aero Service Corporation, 
F. A. Riedel of the Crescent Air Service, Edgar N. Gott of 
the Keystone Aircraft Corporation, Major Sydney Owens of 
the 28th Division Army Air Corps, Ralph D. Weyerbacher, 
Commanding the Philadelphia Naval Aircraft Factory, and 
W. R. Huntsman of the B.B.T. Corporation of America. 

One gathers that the Aircraft Industry of the United States 
is supporting the Show enthusiastically. 


THE AERODROME DESIGN COMPETITION. 
The Royal Institute of British Architects announce that 
in the preliminary stage of the competition for the best 
design for a civil aerodrome the jury have selected ten 
competitors to take part in the final competition. 

The selected ten are :—Mr. Laurence Williams, Mr. D. H. 
McMorran, Mr. lL. C. S. Farmer, Mr. C. A. Minoprio, Mr. 
F. S. Fry, Mr. N. B. Hillier, Mr. M. Hartland, Miss Ruth 
Ellis, Mr. W. R. B. Bertram, and Mr. F. W. Rowbotham. 

The final competition is for prizes which have been given 
by the directors of the Gloster Aircraft Co. Ltd., and of 


H. H. Martyn and Co. Ltd., for the best design of a t 
minal aerodrome for London suitable for the needs of t 
air traffic of fifteen years hence. : : 

The jury who will judge the competing designs is co! 
posed of Sir Sefton Brancker, Mr. C. Cowles-Voysey, Mr. 
Vincent Harris, Sir Edwin Lutyens, Major R. Mayo, ¥ 
T. S. Tait, Mr. Maurice E. Webb, and Mr. G. HE. Woo 
Humphery. 


THE LOSS OF THE ITALIA. | 


According to the Rome correspondent of The Times: 

A Commission of five has been appointed to inquire into the circu 
stances of the loss of the airship Italia and of the death, or disappe 
ance, of certain members of the crew. ‘ a. 

It is stated that the scope of the Commission includes an inquiry { 
the causes * determining the loss of the airship, the circumstan 
inherent to that loss, and the conduct of the salvage operations. 

Admiral Cagni, who is the President of the Commission, was 
member of the Polar Expedition led by the Duke of the ae 
in 1899. The other members of the Commission are Lieutenant-Gen¢ 
Armani (head of the General Staff of the Air Force), Lieutena 
General Molinelli (of the Medical Branch of the Navy), Lieutena: 
General Vacchelli (Director of the Military Geographical Institute), ¢ 
Admiral Denti di Piragno. 


MAJOR VON TSCHUDI. 


Major von Tschudi, for many years the moving spitit 
the Aero Club of Germany, the president of the Luftrat, 
association of German Aerial Societies, which is the offic 
representative in Germany of the F.A.I., died in Berlin | 
the evening of Oct. 7. 

Major von ‘Tschudi, who was born in 1862, entered { 
Prussian Army in 1881, and from 1902 to 1906 was i CO 
mand of the first military wireless telegraph department. 

He organised the International Aero Show at Frankfort 
1909, was superintendent ,of the Johannisthal Aerodro: 
from 1910 to 1914, and during the war held important co 
mands in the German military Air Service. ; 

Since the war he has played a very important part = 
development of German aviation, and was actively po an 
with the organisation of the Berlin Aero Show, which }) 
tragic coincidence opened on the day of his death. 3 

His loss will be mourned not only in Germany but Py 
those concerned with aviation who have had occasion 
meet him. 
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1000 LANDINGS a DAY 
is is computed that on a fine summer’s that of the solo flying on the remaining 
day Stag Lane Aerodrome sees one machines, is necessarily devoted to 
thousand landings. The seven instruc- practice in landings. Numerous private 
tors of The de Havilland School of Owners, in addition to the 300 
Flying, which operates 9 Moths in members of the London Aeroplane 
addition to 5 advanced training Club, using Moths exclusively, display 
machines, have frequently given a total ceaseless activity from Stag Lane 
of 35 hours’ dual instruc- Aerodrome, and it is 
tion during the day, here, the home of the 
working from earl Moth, that every Gipsy 
morning till dusk. Much Moth is tested before 
of this time, as well as delivery. 
See 


learn to fly at the 
de Havilland School of Flying 


and write for full particulars to 


THE DE HAVILLAND AIRCRAFT COMPANY LIMITED 
Stag Lane Aerodrome 
EDGWARE 
MIDDX 
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FRENCH AIR DEVELOPMENT. 


According to the Paris correspondent of The Times the 
Decree defining the powers of the new Air Ministry, which 
had been approved by the Cabinet on Oct. 2, was published in 
the Official Gazette on Oct. 3. By its terms some 36 De- 
partments connected with aviation, hitherto scattered among 
at least four Ministries, now come under the control of the 
Air Minister. 

As the result of his conversations with the Minister for War 
and the Minister of Marine, it has been decided that all 
their Air formations, with slight exceptions, shall pass to 
the control of the Air Ministry. The exceptions are that the 
personnel of the Air Service afloat will continue to belong 
to the Navy and will be under the direct orders of the 
Ministry of Marine, while certain Air regiments, groups, and 
prganisations will be placed as complete formations at the 
disposal of the Minister for War. In practice, therefore, it 
is not thought that the efficiency of the fighting services will 
suffer in any way. 

The estimates for the various air services, which are scat- 
tered through the Budgets of the four Ministries, are in 
process of being reassembled for the purpose of drawing up 
the estimates for the new Air Ministry. 

So far as has been ascertained, the ‘amounts hitherto 
allotted are as follows :—Ministry of Commerce, 316,800,000 f. ; 
Ministry of War, 812,600,000 f.; Ministry of Marine, 
319,200,000 f.; and the Ministry of the Colonies 24,200,000 f., 
a total of 1,472,000,000 f. (£11,770,000). 

Some further items now charged to these Ministries, such 
as pay and clothing, have yet to be regrouped, but when 
the Air Budget has been formally completed it is not ex- 
pected that it will exceed the total of the amounts already 
allotted. It is probable, however, that there will be a con- 
siderable readjustment of the expenditure in favour of com- 
mercial aviation, while it is also intended to develop the 
experimental service, which at present absorbs only about 
half of x per cent. of the total estimated expenditure. 


M. Laurent-Kynac, the Air Minister, has announced his 
intention of inaugurating an active policy with regard to 
new construction by the method of supplying the aircraft 
building firms with orders. 

Parallel with this he intends to develop civil aviation. 
A programme is to be drawn up for linking Paris by air with 
all the chief capitals of Europe and for starting permanent 
services between France and North Africa. 

A beginning is to be made with the improvement of the 
existing lines, especially with regard to postal facilities. 
Those marked out for immediate development are the line 
from Paris to Amsterdam and thence to Malmé, in Sweden, 
that via Berlin to Warsaw and Moscow, and that to Madrid 
Vith an extension to Lisben. 

New lines are to be crganised from Paris to Geneva, Lyon, 
and Bordeaux. Negotiations have already been begun with 
Italy for joining up with the Eastern Mediterranean, and the 
route to South America, which is at present served partly 
by sea and partly by air, is to become wholly an air 
route. 

Other and more distant plans include a connection via 


Syria with the British line to India, and a route to b 
agreed upon with Belgium via the Congo to Madagascar, 

In carrying out the programme the Air Minister propose 
to introduce a system of long-term contracts with guarantee 
interest, so as to afford commercial security to the vyarion 
aerial navigation companies. P 

In discountenancing further spectacular long-distanc 
flights M. Laurent-Eynac states that in the past these e; 
periments served a useful purpose as tests of material, by 
that this is no longer the case, as the pilots attemptin 
them are now more concerned to achieve a success than ¢ 
make discoveries of technical value. 


THE HELE-SHAW-BEACHAM VARIABLE 
PITCH AIRSCREW. 

After extensive bench tests a variable pitch airscrew . 
the type developed by Dr. Hele-Shaw and Mr. Beacham, ar 
manufactured .by the Gloster Aircraft Co. Id., has bee 
flown for some hours, by the Gloster Co.’s test pilot, M 
Saint, on a Gloster Grebe with a Bristol Jupiter VI engin 

This type of airscrew, which was described in THE AER 
PLANE of April 18, 1928, is hydraulically operated and co: 
trolled by a centrifugal governor. This governor is set t 
the pilot to any desired rate of revolution for the engin 
and it then so varies the pitch of the airscrew blade th: 
whatever the throttle position, or the altitude of the machin 
the prescribed engine speed is maintained. 

Mr. Saint reports that this method of control is simple ar 
entirely satisfactory and relieves the pilot not only of an 
extra attention to the variable pitch airscrew, but also « 
attention to his engine controls which would be necessa1 
in the ordinary way. 

For instance, in one test the governor was set to mai 
tain maximum engine r.p.m. (1,850). From about 19,000 f 
the machine was dived to its terminal velocity and the dir 
was continued to about 6,000 ft. _ 

During this dive the throttle was left fully open. Tt 
engine r.p.m. never rose more than 20 above the 1,850 set o 
the governor and it rose this amount only temporarily. Wit 
a normal airscrew the engine would have raced and wrecke 
itself unless the pilot had closed the throttle. 

This property of the Gloster Hele-Shaw-Beacham airscre 
is of great importance for military purposes. It ensures thé 
a machine which dives because the pilot has bee 
temporarily overcome—from lack of oxygen at high altitude 
or the like—will not wreck itself in descent because th 
engine races. 

It means also that in a fight, or other conditions callin 
for rapid manceuvres, the pilot may set his throttle and forge 
about it, secure that his engine cannot exceed a safe limi 
of speed. a 

No noticeable muscular effort is required to control the ait 
screw, the méchanical details of the controlling gear are simp! 
and robust, and in the event of any failure of the hydrauli 
gear a strong spring returns the blade to normal pitch. 

Under flying conditions the control gear showed no notici 
able time lag, and engine r.p.m. varied with movement 0 
the control practically instantaneously. g 

Examination after the tests showed the whole mechanisr 
to be in perfect condition and free from discoverable wear. 


ee : 


FRENCH MILITARY AVIATION.—Fighter aircraft belonging to the ‘‘34me Regiment d’Aviation ”’ 


Bourget during the recent French Air Manoeuvres. 


In the background may be seen a number of Breguet XIX _ two-seaters belonging to the 


at Le 


The machines in the front row are Nieuport-Delage 29's 
(300 h.p. Hispano-Suiza engines) and in the back row Nieuport-Delage 62’s (500 h.p. Hispano-Suiza engines). 


same regiment. 
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THE ROYAL AIR FORCE. 


The London Gazette. 


October 2. 
RoyAL AIR FORCE. 

GENERAL Duties BRANCH.—The following Flt. Its. are granted perm. 
éomns. in their present rank (Oct. 1):—F. H. Woolliams, W. Wynter- 
Morgan, M.C. (Capt., Glos. Regt., T.A.). 

Plt. Off. A. M. Butt (Sec. Lt., Devon Regt., T.A.) is promoted to 
the rank of Flg. Off.:(Aug. 1); Plt. Off. on probation C. K. Turner 
is confirmed in rank and promoted to the rank of Flg. Off. (Aug: 31). 
The following Plt. Offs. on probation are confirmed in rank (Oct. 3) :— 
M. H. Clare, A. G. Lester. Flg. Off. J. St. C. Arbuthnott takes rank and 
precedence as if his appointment as Flg. Off. bore date Sept. 12, 1927, 
immediately following Flg. Off. Arthur Harold Owen on the gradation 
list. Reduction takes effect from Sept. 2, 1928. 

Wing Cdr. H. A. Williamson, C.M.G., A.F.C., is placed on the retired 
list at his own request and is permitted to retain the rank of Group 
Capt. (Sept. 30); Flg. Off. D. G. Fleming is placed on the retired list 
at his own request and is granted permisssion to retain the rank of 
Bit t., (@ctayn): 

The following Flg. Offs. resign their perm. comns:—C. H. Ratcliffe 
(Sept. 26)5 Fo owW. LC) Beaumont (Oct. 3). klt; Othe AL Re iGrentell 
relinquishes his S.S. comn. on account of ill-health (Oct. 3). The S.S. 
comns. of the following Pit. Offs. on probation are terminated on 
cessation of duty (Oct. 3) :—R. A. Bloice, D. S. Collins, W. Smith, 
H. V. Thomas. 

STORES BRANCH.—FIt. Lt. A. Davidson, M.C., is promoted to the rank 
of Sq. dr. (July i212): 

ACCOUNTANT BRANCH.—PIt. Off. (Observation) F. C. 
perm comn. (Sept. 14). 

MEDICAL BRANCH.—FIt. Lt. R. J. K. 
Reserve, Class Dii (Sept. 28). 


Rendle resigns his 


Chattey is transferred to the 


RESERVE OF AIR FORCE OFFICERS. 


GENERAL DuTIES BRANCH.—The following are granted comns. on pro- 
bation in the ranks stated with effect from Oct. 2:—Ctass A.—Flg. Off. 
F. T. Digby, Flg. Off. A. T. K. Eadon. Crass B.B.—Plt. Off. G. B. K. 
James. H. Hollick-Kenyon is granted a comn. in Class C as Flg. Off. 
(Oct. 2); Plt. Off. on probation EK. H: Armitage is confirmed in rank 
(Sept. 15). The following Flg. Offs. relinquish their comns. on com- 
pletion of service:—J. W. Bowler (Sept. 23); C. G. Gass, M.C. (Sept. 
30) Fig. Off. C. T. Travers resigns his comn. (July 24). The comns. 
of the following Plt. Offs. on probation are terminated on cessation 
of duty :—E. M. King (Sept. 14); J. W. TIT. Jones (Sept. 12). Fig. Off. 
IN. C. Clarke, “DiS'C)j7 is “removeds irom, the Serviee (Sept. 93); 
Fle. Off. L. J. C. Harding relinquishes his comn. on account of ill- 
health and is permitted to retain his rank (Sept. 26). 


Appointments. 
Week ending Oct. 8. 

GENERAL DUTIES BRANCH.—Wing Commanders R. J. F. Barton, O.B.E., 
to Air Ministry (Directorate of Operations and Intelligence), for Air 
Staff Duties, 15/9. J. T. Babington, D.S.O., to Station H.Q., Hinaidi, 
pending taking over command, 28/9. C. K. Maude, to H.Q., CA, 
pending commencement of Senior Officers’ Technical course at H.M. 
Dockyard, Portsmouth, 28/9. 

Flight Lieutenants F. P. Adams, to No. 4 F.T.S., Egypt, 28/9. R. W. 
Hill, to H.Q., Middle East, 28/9. W. L. Payne, to No. 47 Sqdn., Middle 
East, 28/9. F. C. Farrington, M.C., to School of Army Co-operation, 
Oid Sarum, 9/10. H. S. Sandiford, to No. 3 F.T.S., Grantham, 16/10. 
J. R. I. Scambler, A.F.C., to H.Q., India, 17/6. T. W. S. Brown, to 
EK and W. School, Flowerdown, 2/10. 

Flying Officers J. A. C. Florance, to No. 1 F.T.S., Netheravon, 12/9. 
T. J. EK. Thornton, to No. 1 Stores Depot, Kidbrooke, 1/10. R. S. 
Barbour, to No. 24 Sadn., Northolt, 2/10. Hon. Fit. Lt. H. T. Herring, 
to R.A.F. Base, Gosport, 3/10. C. A. Anderson, to No. 6 Sqdn., ‘Iraq, 
17/9. I, G. Martin, to No. 481 Flight, Mediterranean, 30/9. O. R. 
Pigott, to R.A.F. Depot, Egypt, 28/9. PP. G. Chichester, to No. 4 


SPEED. 


F.T.S., Egypt, 28/9. G. M. Pitts-Tucker, to R.A.F. Depot, Uxbri 
g/9. J. A. Tindall, to No. 4 F.T.S., Egypt, 28/9. D. S) King 
No. 208 Sqdn., Middle East, 28/9. A. K. K. Calwell, to No. 208 s 
Middle East, 28/9. z 

Pilot Officers A. L. T. Naish, to No. 100 Sqdn., Bicester, 19/9. M 
Bircham, to No. 11 Sqdn., Netheravon, 24/9. 

MEDICAL BRANCH.—Flight Lieutenants B. W. Cross, to No. 31 & 
India, 2/9. P. H, Perkins, to Station H.Q., Hinaidi, 4/9. 

STORES BRaNcH.—Squadron Leaders A. J. M. Ross, M.B.E., to Nc 
Group, H.Q., Lee-on-Solent, 24/9. T. EK. Drowley, to Air Min 
(Directorate of Equipment), 24/9. ig 

Flight Lieutenants H. E. Tansley, M.C., to Supply and Stores D; 
Aden, 12/9. E. G. Keeping, to R.A.F: Base, Malta, 20/0.) A. 
Allan, to Supply and Stores Depot, Aden, 29/9. 

Flying Officers J. F. Young, M.M., to Supply and Stores Di 
Aden, 29/9. N. Dainty, to Supply Services, “Iraq, 28/9. R. T. } 
to Supply Services, ‘Iraq, 28/9. ‘A. E..'Connolly, to R.A.FY Di 
Egypt, 28/9. , 

ACCOUNTANT BRaNcH.—Flying Officers C. E. Aston, to Comn 
Accounts Office, Baghdad, 28/9. S. W. Hill, to No. 4 F.T.S, Es 
28/9. J. P. Cave, to No. 2 A.C.C., wWuddle> Rast s/o mmus 

CHAPLAINS BRANCH.—The Rey. C. A. B. Allen, M.A., to H.Q., ‘ 
Command, 28/9. The Rev. H. Thomas, B.A., to H.Q., Transjordan 
Palestine, 21/9. 


The High Speed Flight. 


Fit: Lt. D. D’A, A. Greig, D-FiCly 7A Crema Gemano: 
trial flight in the Supermarine S.5 (Napier Lion engine 
which he is practising for the attempt on the World’s S; 
Record, at Calshot, on Oct. 7. | 

The trial was delayed for about half an hour to allow 
wash of a passing liner to subside but took place at at 
08.30 hours. During this trial the Air Ministry offic 
tested the timing camera-gun. | 

The officers of the High Speed Flight wish to acknowlec 
through the Press, the courtesy of the captain of the 
tanker Ben Oliver who stopped his vessel until Flt. 
Greig was in the air in order to avoid disturbing the wa 

Fle. Off. R. Ll. R. Atcherley has” been posted @izom 
Central Flying School to the High Speed Flight. 


The Schneider Trophy Contest. 2 


The contest for the Schneider Trophy will be held <« 
British waters in 1929 between Aug. 24 and Oct. 24. — 
competent authority appointed by the Royal Aero Club 
inspected all the possible courses for the contest and 
come to the conclusion that no place has such comp 
facilities as the Solent. In consequence a course over 
stretch of water will be marked ont. | 

In this vicinity there is sheltered water and there are 
commodation and facilities for the handling of racing 
planes at Calshot, Cowes and Lee-on-Solent. | 

On the last occasion on which the Schneider Trophy ¢ 
test was held in this country, in 1923, the Headquarters 
at Cowes and the actual course had turning points at Cov 
Selsea, and Southsea. | 


The Army Senior Officers’ School. — 
The following officer of the R.A.F. has joined the A1 
Senior Officers’ School, Sheerness, for the 28th course | 


the third of the three courses arranged for 1928 :—Sq. I 
A. N. Gallehawk, A.F.C., R.A.F- 


| 
i 
" 


The Supermarine S.5 (Napier Lion engine) in which Fit. Lt. D. D’A. A. Greig, D.F.C., A.F.C., is making 
practice flights before attempting to lower the World’s Speed Record on a similar machine. This is the machine 
in which Fit. Lt. S. N. Webster, A.F.C., won the Schneider Trophy last year. 
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The best air-cooled engine 


of 450 h.p. in the world. 


he 14 cylinders and gearing give 
complete freedom from vibration. 


The 3 to 2 reduction gear gives greater 
propeller efficiency and the higher 
engine revolutions provide more power. 


For a given power the overall diameter 
is smaller than that of any aircooled 
engine. 


The cylinders are more efficiently 
cooled than on any other engine. 


: BERLIN 
|: AIRCRAFT 
: EXHIBITION 


October 8 to 26. 
| Stand 
| 5 | MOTORS LIMITED 


COVENTRY, ENGLAND, 


= 
coi 


s 1 
: : en Floor. and 
Ewe eicteotoc'r s'els ra ciaie a cc oee.e 4 10, Old Bond Street, London, W.1. 


LOWN AND KNOWN ALL OVER THE WORLD. 
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Promotion in the R.A.F. 


Air Vice-Marshal Sir Ivo Vesey, K.B.E., C.B., C.M.G., 
D.S.O., in the Report on the Royal Air Force Examinations, 
“B” and “C” held in February and March, 1928 (Air 
Publication 1350, 1s. net.), states that although no candi- 
dates obtained 80 per cent. of the full marks in Promotion 
Examination “C,” from Flt. Lt. to Sq. Ldr., the results 
show a general improvement on the examination of Septem- 
ber, 1927, in the standard of knowledge displayed, and that 
there was again no outstanding variation in marks between 
most of the candidates. 

In promotion Examination ‘B,” from Flg. Olt, tomers 
Lt., the results were disappointing, and although 6 per cent. 
of the candidates got over 80 per cent. of the full marks the 
failures amounted to 25 per cent. Though lack of know- 
ledge and of preparation, as brought out in the last re- 
port, was again partially responsible for some of these 
failures, the results seemed to show that the outstanding 
cause of the poor result was a lack of ability on the part of 
the candidates to do justice to themselves in the examina- 
tion and. show to the examiners the knowledge which they 
actually possessed. 

Later in the Report Air Vice-Marshal Vesey states that dis- 
jointed answers and illegible handwriting again led to a 
loss of marks unnecessarily. 

The Report gives the examination papers in full with re- 
marks on the various questions and on the answers given 
to them by the candidates. It is an essential guide for all 
those who have yet to face promotion examinations. 


The Inevitable R.A.F. 


The Times correspondent in Alexandria in a message dated 
Oct. 5 states :— 

The six-days’ search for three members of the missing desert shoot- 
ing party has at last been successful. At 11 o’clock this morning a 
Vickers Victoria aeroplane found them in a wady near Maghagha, and 
took them to the headquarters of 216 Squadron, R.A.F., at Heliopolis, 
where they received first aid. They were then carried to the Italian 
hospital at Abbasia, where, according to the latest report, they are in 
a bad state owing to the prolonged sufferings from thirst, but are 
in no danger. 

Considering all the circumstances the rescue is very creditable to 
the R.A.F. 

A Reuter message from Cairo on Oct. 5 states :— 

An R.A.F. aeroplane, while flying very low over the desert to the 
south-west of the Fayyum, observed one member of the party clad in 
a shirt. He was signalling with a handkerchief tied to a rifle. The 
aeroplane landed, and found that the man was in a pitiable condition. 
Both the other survivors were discovered in an adjacent cave naked. 

The condition of the three survivors is at present such that they 
can give no coherent account of their misadventures. Their motor- 
cat has so far not been discovered. 


Liaison with the Public Schools. 

Under the Air Ministry system of liaison between the R.A.F. 
and the public schools a party of 22 senior boys of Harrow 
School visited the R.A.F. Station at Hendon on Oct. 5 and 
were given passenger flights in the machines of the Home 
Communication Flight, R.A.F. 

The Liaison scheme provides that selected boys who are 
considering entering the R.A.F. may, with the written per- 
mission of their parents and subject to the exigencies of the 
Service, be taken for flights as passengers. 

The machines used were one Lynx Avro, two Bristol 
Fighters and two Genet Moths, and the Cirrus Moth belonging 
to the Directorate of Civil Aviation. Each passenger had 


+ 


LIAISON.—The party of Harrow boys at Hendon, where they were taken for ten minute flights by the Home 
Communication Flight, R.A.F., on Oct. 5, under the official scheme of liaison between the R.A.F. 
Public Schools. —(“ Aeroplane” photograph.) 


about 10 minutes in the air and, with one exception, enjoy 
it. The Liaison Officer for Harrow is Sq. Ldr. P. Huskins 


The Royal United Service. Institution. 

The programme of Lectures for 1928-29 at the Royal Unit 
Service Institution is as follows :— 

Oct. 21.—The Part of the Retired Officer in the Future of 
Empire, Admiral Sir R. G. O. Tupper, G.B.E., K.C.B., C.V.O._ 

Nov. 14.—The Influence of Ground on Modern Military Operatic 
Major-Gen. C. P. Deedes, C.B., C.M.G., D.S.O. | ; 

Nov. 28.—The Work of the British Navy in the Far East, ¢: 
i= D. S. MacKinnon, RIN. 7 

Dec. 5.—The Employment and Development of Flying-boats, W 
Cdr. R. B. Maycock, O.B.E., R.A.F, 

Dec. 12.—Japan’s Position in the Far East, 
d’ Affaires, Japanese Embassy. 

Jan. 9.—The Board of Trade and the Fighting Services, E. J. Fo 
Esa. Gos, 

Jan. 16.—Auxiliary Air Force and University Air Squadrons, W 
Cdr. AviG. ReiGarrod, M:.C., Da2GaRe ere 

Jan. 23—The Training of the Regimental Officer, Brig. B, 
Fisher, C.M.G., D.S.0., A.D.C., Commandant, Senior Officers’ Sch 
Sheerness. 

Jan. 30.—The Mercantile Marine in a Future War, Sir Norman Les 
Bart., 0. Bur ‘i 

Feb. 13.—National Finance in War, J. M. Keynes, Esq., C.B., 

Feb. 20.—The Present Position of Airships, Group Capt. P. F, 
Fellowes, D.S.O., A.D.C., R.A.F. 

Feb. 27.—The Problems of Supplying Mechanised Forces in the Fi 
Col. D. Cz Cameron, O:B'EH;|  RoASSC. 

Mar. 6.—The Fleet of the Future, Capt. J. V. Creagh, D.S.0., R.N 

The lectures begin in each case at 15.00 hours. 


The Royal Australian Air Force. 

The Daily Telegraph correspondent in Sydney, N.S." 
in a message dated Oct. 7, states :— 

Air Marshal Sir John Salmond, who investigated the orgaitisa 
and policy of the Australian Air Force, at the request of the Comn 
wealth Government, drastically criticises the present equipment 
training. 

He says that owing to the obsolete type of service machines in 
throughout the Air Force, the entire absence of reserve equipm 
and the low standard of training for the operational units, he | 
siders the Royal. Australian Air Force to be totally unfit to undert 
a war operation in co-operation with the Navy or the Army, ¢ 
after the permissible period of training had elapsed.’ 

He recognises that the defects are largely due to the imm 
difficulties inseparable from the task of building an Air Force 
the initial stages without a properly established organisation or bs 

Sir John Salmond recommends that a proportion of the operatic 
units should be maintained on a permanent basis, and that the cit 
squadrons should be confined to one service type of aircraft. 
courses should be extended. Nine officers should be sent to Eng! 
for long training courses, to qualify as specialists, and the stores of 
should study stores establishments. 

Within nine years additions should make the strength of the f 
as follows: One Army co-operation squadron, two bombing re 
naissance squadrons, two coast reconnaissance boat flights, a rect’ 
training section, wing headquarters, cadets’ training wing at 
Military College at Duntroon, and a Citizen Air Force squadron, 

He estimates the capital expenditure needed for the scheme 
£1,235,000; for equipment, £748,000; for works services, £8,000; and 
specialist training for officers and annual maintenance, £652,000. 

A later message states that Sir John Salmond’s Report 
been adopted and that the necessary expenditure has b 
sanctioned by the Commonwealth Government. 

The Osborne Convalescent Home. _ 

An Air Ministry Order draws: the attention of all offic 
to the revised advertisement concerning the King Hdw 
VII Convalescent Home for Officers, Osborne, which appe 
in the October Air Force List. | 

All officers of the R.A.F. on the active list who are ¢ 


Sadao Saburi, Cha 


and the 
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FOUR MILES HIGH! 


Light Acroplane Height 
Record broken om 


CASTROL 


On Thursday, October 4th, Lady Heath attained a 
height of nearly 23,000 feet on a D.H. MOTH Light 
Aeroplane thus breaking (subject to confirmation) 
the World’s single- seater light aeroplane height 
record. The Cirrus engine of Lady Heath’s plane 


was lubricated with Wakefield CASTROL. 


The two-seater light aeroplane height record of 
nearly 20,000 feet by Capt. G. de Havilland on a 
GIPSY-MOTH, was also made on CASTROL. So 
continues the unbroken run of CASTROL achieve- 
ment! Follow the example of the Experts and 
safeguard your engine by using— 


WAKEFIELD 


MOTOR OI/L 


—the Product of an all-British Firm, Recommended 
by over 230 Leading Motor Manufacturers. 


C.C. WAKEFIELD & CO.. LTD., WAKEFIELD HOUSE, CHEAPSIDE, LONDON, E.C.2 
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valescent after illness or certified by the medical authorities 
as requiring a change of air on grounds of health, are en- 
titled to apply to go to Osborne. Subject to certain condi- 
tions, retired and demobilised officers are also eligible for 
this privilege, and the Authorities have now decided to 
extend this benefit to officers of the R.A.F.O. (including the 
Special Reserve) and Auxiliary Air Force who are suffering 
from a disease or injury attributable to service. 

A revised booklet on the King Edward VII Convalescent 
Home has recently been issued and copies will shortly be 
distributed to units for retention in the officers’ mess and 
station sick quarters. 


H.M.S “ Pegasus.” 
The Times of Oct. 6 states :— 


Instructions have been given that H.M.S. Pegasus is to be placed on 
the sale list. The vessel will be prepared for sale at Devonport, when 
men are available for the work and the details of fittings to be re- 
moved have been decided, at the same time being paid off into dockyard 
control. The Pegasus was originally the Great Eastern Railway 
steamer Stockholm, launched by John Brown and Co. in June, 1917, and 
purchased while under construction for duty as a seaplane-carrier. 
Her last active service was on special duty at Singapore, and she has 
been in reserve at Devonport since May, 1925. 


The R.A.F. Memorial Fund, 


The Executive Committee of the R.A.F. Memorial Fund 
has dealt with 353 cases in which grants have been made 
between July 1 and Sept. 30, 1928. The amount of the 
grants during that period made to past and present members 
of the R.A.F. was £2,929 3S. 10d. 

Generally speaking, grants from the Fund are made for 
maintenance during sickness, purchase of tools, fees at con- 
valescent homes, payment of arrears of rent, insurance, etc., 
and grants or loans to establish small businesses. 


An Acknowledgment. 


A photograph which appeared on page 459 of the Special 
R.A.F. issue of THrE AEROPLANE of April 4, 1928, showing 
His Majesty the King inspecting officers of the II Brigade 
at St. Omer in 1918, is the Crown copyright of the Imperial 
War Museum and due acknowledgments to the Imperial War 
Museum are made herewith. 


R.A.F. SPORTS AND PASTIMES. 
The R.A.F. Hockey Association. 


The R.A.F. Hockey Association fixtures for the season 
1928-29 are as follows :— 

Representation Matches.—Jan. 12, 1929, v. Southgate at Southgate. 
Jan. 16, v. Bedford County at Stanmore. Jan. 23, v. Royal Engineers at 
Chatham. Jan. 30, v. Oxford University at Uxbridge. 

Feb. 9, v. Tulse Hill at Kent House. Feb. 13, v. The Army at 
Merton Abbey. Feb. 20, v. Middlesex at Stanmore. Feb. 23, v. Civil 
Service at Chiswick. Feb. 27, v. Royal Navy at Merton Abbey. 

Unit Tournaments.— 

Open Tournament, semi-final Mar. 13, final Mar. 27. 

Junior Tournament, semi-final Mar. 6, final Mar 20. 


Physical Fitness and Immunity from Accident. 


The Central Medical Board of the Air Ministry, which is 
responsible for the medical examination not only of per- 
sonnel of the R.A.F. but also of pilots employed in Civil Air 
Transport, has, as is well known, always demanded very high 
standards of physical fitness in all pilots. 

In the report on the Health of the Royal Air Force for the 
year 1927 (reviewed in THE AEROPLANE for Oct. 3), there 1s 
recorded the result of an investigation into the connection, if 
any, between flying accidents and the physical condition of 
the pilots concerned in those accidents. 

Using the arbitrary scale adopted by the Central Medical 
Board, the perfectly fit man would be shown by a figure of 
50. Marks are deducted according to an_ established 
schedule for all observed defects, and thus anyone obtaining 
Over 40 marks is considered definitely fit for flying dutiés. 
All those receiving less than 35 are definitely unfit. Hye- 
sight is treated in a somewhat similar manner, 50 marks cor- 
responding to no visual defects (which is that abnormal state 
which is officially called normal sight). 

This investigation found that the average physical fitness 
and visual efficiency of all R.A:F. officers who had had acci- 
dents while flying during 1924 to 1926, inclusive, could be 
expressed as 44.75 (physical) and 48.86 (visual). The average 
figures for all officers granted Permanent Commissions dur- 
Ing 1924-25 were 44.84 and 49.33 or very slightly better than 
the figures for the accident cases. 

When the accident cases were further analysed, and the 
figures for those accidents definitely due to error of judg- 
ment on the part of the pilot were separated, the investigators 
found that the eyesight of pilots who had made these errors 
was a little better than that of those whose accidents were 
not so definitely their own fault. 


When the corresponding figures for officers with short se; 
vice commissions who had suffered no accidents were cor 
pared with those who had had accidents they found that th 
latter class had on an average slightly better figures both fc 
physical fitness and eyesight. | 

The actual differences in the figures are so slight that the 
justify the official conclusion that lack of general physic; 
efficiency of R.A.F. pilots cannot be considered a contriby 
tory cause of accidents. a ie: - 

So far as these differences go they suggest that, within th 
limits of physical condition accepted by the R.A.F. medice 
authorities, liability to accidents rather increases with ir 
creased physical fitness. This is not so irrational as ma 
seem. The more perfectly fit a man is the more ready h 
may be to take risks light-heartedly. 

But the figures do suggest that the standards at presen 
adopted in the medical examination of British pilots are eithe 
unnecessarily high or else do not correctly take into accoun 
all those factors of physical condition which affect the ir 
dividual’s liability to make mistakes in flying.—w. H. §. 


Prisoners of the Turks. 


[Guests of the Unspeakable : The Odyssey of an Australia’ 
Airman—being a record of captivity and escape in Turkey 
By T..W. White. 320 pages, 84 in. x 5% im., 26 illus 
trations and a map. John Hamilton. From Tur Agro 
PLANE Book Dept., Cannon House, Pilgrim Street, H.C. 
12s. 6d. net. ] 

In the Spring of 1915 in response to a request by th 
Government of India for an Australian Air Unit for servic) 
in Mesopotamia, the Commonwealth Government sent fou 
officers and 60 men under the command of Capt. Henr 
Petre to Bombay. One of these officers was Capt. T. W 
White (now Lieut.-Col. White, D.F.C.), and this book is th 
story of his adventures with the R.F.C. in Mesopotamia 
his capture by the Turks and his escape after two years 
captivity. 

Since the Armistice a large number of books by escape 
prisoners of war have been published and on the whole th 
standard has been high. Colonel White’s book is no excep! 
tion to this rule. He has made light of his own persona 
trials but his account of the sufferings of the other prisoner’ 
in that theatre of war gives a vivid idea of his own and hi 
companions’ gallant defiance of the worst possible fortune 
of war. 

At Bombay the Australian Unit was equipped with Mauric/ 
Farman Longhorns which were later supplemented by twi 
80 h.p. Caudrons, and took part in the action known a; 
‘* Townshend’s Regatta ’’ and the capture of Kut-el-Amara) 
In November, 1915, the Author, with Capt. Yeats-Brown ai 
observer, volunteered for the job of cutting six lines of tele 
graph wire running north and west from the City of Bagh 
dad. They had to fly over sixty miles to the point wher! 
the wires were to be destroyed and their machine could onl: 
do three hours at 50 m.p.h, without refuelling. 

The Sappers told’ them that the telegraph wires were to( 
tough to cut so they prepared necklaces of guncotton for thi 
posts and startedoff. Theycrossed the Turkish lines and Bagh 
dad City and found their objective. Unfortunately in land 
ing they broke two outer struts, a longeron, and some rib) 
of their machine against one of the telegraph posts. 

White made temporary repairs to the machine while Yeats 
Brown blew up telegraph posts, but just as they started u} 
the engine the second charge of guncotton went off and thi 
telegraph wires whipped back and entangled the machine 
By this time they were surrounded by hostile Arabs and ‘ 
few Turks and were soon knocked out and made’ prisoners. 

After a few days in Baghdad they were moved, by arabal 
(a four-wheeled springless cart) to Mosul. From there the) 
travelled during the two years of their captivity to Nisibin 
Djera Blous, Aleppo, Adana, Afion Kara Hissar, Kutaia 
Scutari, and Constantinople. 

They spent many weeks at Afion Kara Hissar, There the) 
were joined by the prisoners taken at the fall of Kut-el 
Amara. And it was there that Capt. White was taken t 
Constantinople with a view to exchange as an invalid. 

In hospital at Constantinople he came across Hill of “ The 
Road to Endor ” fame. Thence the Author and Capt. Alat 
Bott, who describes his adventures in ‘‘ Eastern Nights anc 
Flights,’’ made their valiant dash for liberty. After amazing 
adventures they stowed away in a Russian tramp steamel 
in which, after 14 hours at a stretch in the ballast tanks) 
they reached Odessa. From Odessa they got to Varna amc 
eventually to Salonika, less than two weeks before the 
Armistice. = 

Colonel White has exposed all the cruelty, greed and vin 
dictiveness of the Turk as shown to enemy prisoners-of-wat. 
And at the same time he has shown the indomitable plucl 
and endurance of British and Indian troops under circuit: 
stances of indescribable misery.—c. M. Mea. 
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The Boulton & Paul “Partridge” single 
seater fighter of all-metal construction. 
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Boulton & Paul All-metal “Sidestrand” 
Day Bomber. Chosen recently after exhaus- 


tive tests as a Royal Air Force Service 
Machine. 


BOULTON & PAUL LTD 
Po NORWICH . 
: 
i 


LONDON OFFICE: 135-137, Queen Victoria St., E.C.4 


‘lelegrams: ‘ Boutique Cent, London.” Telephone: Central 4642. 
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FOREST FIRES .... 


Streets 


This D.H.61 seaplane, with Bristol Jupiter 
to the Ontario Provincial Air Service, 1 
fires throughout the Province of Ontario. | 
previously located by Moth Seaplane 


carried on board. On the starboard float 


r 


THE BRISTOL AEROPLANE | 
\ COMPANY LIMITED, AIRC 


Filton House, ) 
BRISTOL. | 
Branch 
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! their SUPPRESSION 


ort All Metal Floats, recently supplied 
le service in the suppression of forest 

m.p.h. it quickly reaches the fires 
Shes them by means of special apparatus 
W. R. Maxwell, Director of the Service. 


SHORT BROTHERS 


TED, LIMITED, 
Seaplane Works, 
ROCHESTER. 
Stralia S 416 
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THE BERLIN AERO SHOW. 


The following notes, necessarily brief, give but a general 
outline of the exhibits at the Berlin Aero Show. A full re- 
port of the aeroplane, aero-engine and accessories exhibits 
will appear in the two forthcoming issues of THE 
AEROPLANE. 


The International Aeronautical Exhibition (‘‘ Ila ”’?), which 
opened in Berlin on Oct. 7, is undoubtedly an important event 
in the world of aviation, but, at first sight, at any rate, it 
does not seem to offer many striking novelties. If there 
are any they ‘will probably be of that small but valuable kind 
that becomes revealed through close study. 

The Ila provides an excellent opportunity, indeed, the 
first since the war, of obtaining a complete, concentrated im- 
pression of the notable progress made by Germany in the 
field of civil aviation. The display, however,-is just a little 
misleading. The enormous, towering bulks and span of the 
Rohrbach, the Junkers G.3r and the Dornier Superwal, are 
inclined to distract the attention from a rather weak display 
of light machines. That is where the British section, despite 
certain shortcomings, scores. 

Besides the three “ giants ’’ mentioned above, the Albatros 
L.73, known as the “‘ flying sleeping car ’’ and a number of 
other passenger aeroplanes and flying-boats which would 
stand out in other surroundiags, such as the Dornier Wal 
and some of the Focké-Wulf machines, are shown. As far 
as one can gather the only machine not already known is a 
new product of the Bayerische Flugzeugwerke, the 
B.F.W. M.20, with accommodation for ro passengers and two 
pilots. The interest of foreign visitors has already been at- 
tracted by the Focke-Wulf A.21, ‘“‘ Photo-Méwe,”’ a remark- 
ably well designed and equipped survey machine. 

It is generally agreed, however, that the exhibits deserving 
of the most attention are to be found in the German Aero- 
Engine Section. The progress made in engine construction 
since the Germans began manufacturing foreign engines 
under licence gives evidence of a belated determination to 
make up the leeway of the Nine Rules period. 

With their advance, to all accounts, hampered somewhat 
under the Gnéme-Rhéne European licence for the Jupiter, 
Siemens have gone ahead on their own and produced two 
new air-cooled radial engines, Sh.21, 7-cylinder, and Sh.20, 9- 
cylinder, of which there is considerable talk. How far this 
venture has succeeded will be a matter for later discussion. 
The Bayerische Motoren-Werke, who have been manufactur- 
ing the Pratt and Whitney Hornet under licence, show their 
successful B.M.W.VI and a later B.M.W.VIII, which are 
also attracting notice. The Argus Company, after a long 
interval, has reappeared, in alliance with the Horch works, 
with new and interesting designs. The Junkers Company 
shows the L.5 engine which took the “‘ Bremen ” across the 
ane the L.55 which attracted attention at Paris, and the 


Apart from the engines, there is much interesting material 
for study in the aerial survey section, which is particularly 
thorough, and in the exhibits of the Experimental Aircraft 
Institute at Adlershof, which illustrate weight tests and in- 
clude a machine which revolves in the air for engine testing. 
Ground organisation, the German airway system, and similar 
themes are illustrated in Hall III with the thoroughness to 
be expected of the Lufthansa and other organisations. 


The foreign exhibitors of 18 countries have not been able 
to compete with Germany in Hall II in mere size and im- 
pressiveness. The largest exhibit is a complete Farman 


F.180 passenger machine, and there is nothing else in t 
hall approaching it in size. $ 

The whole French section, which shows signs of t 
Government support and organisation provided, is contain 
in a single undivided area. For historical interest it off 
the Breguet XIX used by MM. Costes and Le Brix on th 
world flight. a 

The Italians show the Macchi racing seaplane which hol 
the World’s seaplane speed record. 

The Russian section is fairly extensive and includes 
A.N.T.3 passenger machine, and what is described as + 
first practicable motor sledge, with an English-built Jupi 
engine, which is rather like a hydroplane designed for sn 
and ice. A very small light aeroplane has an undercarria 
which at first looks lke a single-leaf spring, but on clo: 
inspection proves to be of wood. j 

Czechoslovakia has ;an excellent exhibit, showing h 
rapidly the Czechs are forging ahead. The Avia passeng 
machine is impressive, and the Walter engines are of go 
finish and well displayed. 

One comes last to the British section, having endeavour 
to give a rough description of the company it is in. It oc 
pies one corner of the hall, but several stands are isolat« 
owing to belated application for space. Something like 
year ago all details of the exhibition were published a 
circulated in England, and there have been frequent - 
minders. The response was at first so poor that one « 
pected a disappointing result, but the section is better th 
seemed possible only a short time ago. Manufacture 
could hardly be expected, perhaps, to bring out any of c 
few large passenger machines unaided on a sort of crusa 
in which prestige was involved rather than profits, and 
the Government would not collaborate and military aircr: 
were strictly excluded, the British exhibit is confined to lig 
aeroplanes and ‘engines. 

But British light aeroplanes, well presented as they ai 
make an excellent impression after their opposite numbe 
in the German section. 

The German general public will no doubt judge toa gre 
extent by size and draw its own conclusions, but Germ 
aviation circles will certainly appreciate the section. T 
British exhibit will come in for detailed attention later; 
general impression should suffice at this early stage. 

On the De Havilland stand a slotted Gipsy-Moth wi 
split undercarriage is excellently displayed, together wi 
floats and skis. The slot is going to attract a good d 
of attention in Berlin, where it has been known hithe 
chiefly by hearsay, and the Handley Page stand is given ° 
entirely to explaining it. A useful means of demonstrati 
is a small model aeroplane fitted with a slot which, wh 
electric power is switched on, comes into the position at whi 
the slot operates automatically. 

Other exhibits are two Avro Avians, one with a Genet a 
the other with a Cirrus engine, and a Blackburn Bluebird. 
the engines, a Napier Lion Series XI is shown for the fi 
time, a Rolls-Royce F.XI, all four of the Armstrong Siddel 
engines, a Bristol. Jupiter Series VIa, a Titan Series I, a 
an A.D.C. Nimbus and a Cirrus. Imperial Airways have t 
cabin of an Argosy open on one side to show the interior. 

The historical exhibit of the Royal Aeronautical Socie 
makes a very good impression, and is well presented, espe 
ally the models, the property of the Government Exhibitiot 
Branch, which illustrate the progress of British aviation fr 
1908 to 1928. They are to scale, and hang, with a sky-bl 
background, behind a long strip of plate glass. 


AN AIR SURVEY OF THE ANTARCTIC. 


Sir Hubert Wilkins, accompanied by Lt. Eielson, and Mr. 
Crossan as first relief pilots, and two mechanics, sailed from 
New York on Sept. 23 on the first stage of their journey to 
Deception Island which is to be the base for an aerial survey 
of the Antarctic, for the purpose of selecting possible sites 
for meteorological stations. 

Two Lockheed Vega monoplanes are to be taken to De- 
ception Island and flown thence to a field base on the 
Antarctic Continent. From this base a dozen or so survey 
flights will probably be made. i 

Thereafter the expedition will fly to Ross Sea to join Com- 
mander Byrd and will co-operate with him. 


A ZEPPELIN CRUISE. 


At 07.00 hrs. on Oct. 2 the Graf Zeppelin left Friedrichs- 
hafen with 70 people on board on an extended cruise over 
Germany the North Sea and England, and returned to its 
shed at 17.30 hrs. on Oct. 3 after having covered between 
1,500 and 1,800 miles. 

After leaving Friedrichshafen it proceeded by way of Ulm, 
Nuremberg, Bamberg and Frankfurt to Wiesbaden, where 
it crossed British occupied territory, and then turned north 
towards Holland. It passed over Rotterdam at 18.50 hrs. 
proceeding in a north-easterly direction. 


At 21.05 hrs. it passed over the English coast at Lowest: 
and at 21.15 it flew over Yarmouth. It then proceeded ¢ 
to sea and again reached German territory at 02.25 hts. 
Oct 22: | 

Half an hour later it passed over Bremen, at 04.45 b 
the town of Schleswig was reached and two hours later 
flew over Hamburg on its way to Berlin where it arrived 
og.00 hrs. From Berlin it flew over Leipzig, Dresden, Be 
reuth, Nuremberg and Ulm, back to Friedrichshafen. | 

The German Nationalist newspapers stated that Dr. Ecket 
had flown over Doorn and that the Graf Zeppelin had be 
watched by the ex-Kaiser, but this report which caused mu 
irritation in the Republican Press, has been denied by I 
Eckener. 

The Inter-Allied Rhineland Commission has drawn the | 
tention of the German Government to the fact that the airst 
flew over occupied territory without the necessary autho 
sation but Dr. Eckener has explained that the ship was blo\ 
off its course by wind and weather and that the transgress! 
was unavoidable. Also Dr. Eckener has stated that he | 
plied for permission to cross this territory and was told t 
permission would only be given for a specified: flight om 
specified date. He was unable to specify a date, as obvious 
the start of the flight would depend upon the weather. TE 
being so the Inter-Allied objection seems a trifle ridiculous. 


| 


-| 
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THE AMERICAN NATIONAL AIR RACES. 


The 1928 National Air Races were held at Mines Field, 
Los Angeles, California, from Sept. 8 to Sept. 16, 1928. The 
races were preceded by six cross-country air “ Derbies.”’ And 
held concurrently with them were an Aero Exhibition and 
five National Conventions. 

THE AIR DERBIES. 

The six air ‘“ Derbies ” all concentrated on Los Angeles. 
Three were from New York across the United States, one 
from San Francisco, one from Oakland, Cal., and one from 
Windsor, Ontario. 

The Class ‘‘ A’? New York—Los Angeles race—open to 
civil aircraft with engines up to 510 cub, in. displacement— 
is described hereafter by one of the contestants, so one will 
merely recount here the official result of the race. It was 
won by Karl Rowland, who flew a Cessna monoplane (Warner 
Scarab engine) and covered the course in 24 hrs. 31 secs 
actual flying time. He was followed by Robert Take and 
Theodore Taney in an American Moth monoplane (Warner 
Scarab engine), 25 hrs. 18 mins. 43 secs,; W. H. Emery in a 
Travel Air biplane (Warner Scarab engine), 25 hrs. 48 mins. 
28 secs., and. Theodore Kenyon in a Kreider-Reisner Chal- 
lenger biplane (Warner Scarab engine), 26 hrs. I9 mins. 47 
secs. In all twenty-one of the thirty-eight competitors com- 
pleted the course. 

The Class ““B’’? New York—Los Angeles race was for 
machines with engines of from 510-800 cub. in. displacement 
and all competitors with one exception flew aircraft with 
Whirlwind engines. Last year’s winner, C. W. Holman, flew 
into a mountain side in Pennsylvania owing to fog and 
crashed his machine. Errold Ball in a Lockheed Vega mono- 
plane did the same thing and turned over. The latter got 
help, dug a hole in the sloping ground, turned his machine 
back onto its undercarriage, filled up with petrol and con- 
tinued,—finishing the race close behind the leaders. 

This race was won by John Livingston on a Waco ro biplane 
(Wright Whirlwind) in 22 hrs. 56 mins. 59 secs. He was 
followed by E. E. Ballough on a Laird biplane (Wright Whirl- 
wind). ‘This latter pilot damaged his engine on the Tuscon 
—Yuma leg of the course but was able to get a new engine 
which he installed by working all night on it. 

The Class ‘‘ C’’ New York—lLos Angeles race for aircraft 
with engines over 800 cub. in. displacement was won by 
Robert Cantwell on a Lockheed Vega monoplane (Pratt and 
Whitney Wasp) with C. B. D. Collyer on a Fairchild mono- 
plane (Wasp engine) second, and EK. J. Brooks on a Fokker 
Super-Universal (Wasp engine) third. These three were the 
only finishers. 

There were two California ‘‘ Derbies,’? one from San Fran- 
cisco and the other from Oakland. The first, from San 
Francisco, for machines having engines up to 510 cub. in. 
displacement, was won by H. S. Myhres on a Simplex mono- 
plane (100 h.p. Kinner engine) in 3 hrs. ro mins. 20 secs., and 
the second, from Oakland, for machines with engines up to 
800 cub. in. displacement, by H. C. Lippiatt, on a Travel 
Air biplane (Wright Whirlwind engine) in 2 hrs. 26 mins. 
49 secs. There were seven finishers in each class. 

There were only three starters and two finishers in the 
Windsor, Ont.,—Los Angeles race over a distance of 2,145 
miles. The winner was W. H. Drury, with Kennedy Whyte 
on a D.H. Moth (A.D.C. Cirrus engine) second, some six 
hours behind. 


ay, 


THE AIR RACES. 

Although the meeting began on Sept. 8 it was not until 
Sept. 13 that the actual civil race events, other than the 
finishes of the various ‘‘ Derbies,’ began. ‘These five days 
were otherwise occupied by exhibitions and races by units 
from the Army, Navy and Marine Corps. Two formations of 
three single-seat fighters one from the Navy’ known as the 
““ Sea Hawks ” and one from the Army known as the “‘ Three 
Musketeers ’’? were the principal features of the whole meet- 
ing. 

The ‘‘ Sea Hawks,”’? Lieuts. W. R. Davis, Tomlinson and 
A, P. Storrs, U.S.N., on three Boeing single-seat fighters 
(Wasp engines), gave a daily exhibition of aerobatics of a 
very advanced type. They were closely rivalled by the 
‘‘ Three Musketeers,’’ Lieuts. Cornelius, Woodring and Wil- 
hams, of the U.S. Air Corps, on three Curtiss Hawk single- 
seat fighters (Curtiss D.12 engines). Unfortunately Lieut. 
Williams failed to return from inverted flight when low down 
and was killed, but his place was voluntarily filled by Col. 
Charles Lindbergh, who led the formation for the rest of the 
meeting. 

The military races included a 50-mile race for Marine Corps 
Curtiss Falcon two-seat biplanes (Wasp engines), won by 
Lieut. Cushman at 129.12 m.p.h., a 120-mile race for pilots of 
the Third Attack Group, Army Air Corps, on Curtiss Falcon 
two-seat attack biplanes (Curtiss D-12 engines), for the Mason 
M. Patrick Trophy, won by Lieut. G. R. Acheson at 139.5 
m.p.h., and a 120-mile race for pilots of the First Pursuit 
Group, Army Air Corps, on Curtiss Hawk single-seat fighters 


(Curtiss D-12 engines), for the John lL). Michell Trophy, w 
was won by Lieut. E. H. Lawson at a speed of 154.74 m. 
the slowest speed at which this annual race has ever 
won. 

On Sept. 13, the finish of the Transcontinental } 
Air.Derby, was scheduled, but as no pilots managec 
across without a stop the event was declared to be J 


The first important event of the day was a 120-n 
for military two-seat observation type aircraft for the 
Engine Builders’ Trophy. This was won by Lieut. | 
a speed of 142.3 m.p.h. All contestants flew Vought 
biplanes (Wasp engines). :. 

Event No. 2 was a so-mile race for civil airera 
engines of up to 510 cub. ins. Owing to the nu 
entries for this event it was run in four heats, 
winners competing in the final which was held on § 
This was won by Earl Rowland on the Cessna mo 
(Warner Scarab engine) at a speed of 111.74 m.p.h, — 

On Sept. 14, Event No. 3, a race over 50 miles for 
aircraft with engines up to 720 cub. in. displacemen 
by D, C. Warren on a Travel Air biplane (Hispano 
gine) at a speed of 123.3 m.p.h. 

Event No. 4 for civilian aircraft with engines up 
in. displacement over a 75 mile course was wo 
Ballough on a Laird biplane (Whirlwind engine) a’ 
of 132.9 m.p.h. et 

The next event was a s5o-mile race for Naval 
craft and this was won by Lieut. Crommelin on 
F2B (Wasp engine) at 148 m.p.h. with Lieut. | 
Capt. ‘I. W. Driscoll second and third on simila 
at 146 and 145 m.p.h. respectively. 

Event No. 15 was a Light Aeroplane Sp 
Efficiency Contest. This contest was divi 
two sections, the first’ for (pure Speed 
second for efficiency. The former was won — 
Heath on the Heath Bullet (Bristol Cherub 
at 111 m.p.h., and the latter by Lord Carbery 
Moth G-CAXP (A.D.C, Cirrus engine) who althou 
managed to average 93 m.p.h. in the speed cont 
carried 560 lbs. of sand ballast and thus conf 
speedier competitors. 

Then followed a so-mile race to two-seat Nati 
aircraft and this was won by Lieut. Brooks on 
O-2H (Liberty engine) at an average speed of 125 

The next event was a 50-mile race for pilots of 
Pursuit Squadron all mounted on Curtiss Hawk | 
fighters (Curtiss D-12 engines). This was w 
Cornelius at an average speed of 148 m.p.h. 
Woodring and Strickland second and third at : 
m.p.h. respectively. ; 

The final event of the day was a National Parac 
ing Contest open only to Army, Navy and Mar 
nel. For this there were sixteen entrants, ea 
had to step off into space at 1,500 ft., and alight w: 
ft. circle. It was won by Sergt. Wahling who g 
14 ft. 7 in. of the centre of the circle. 

On Saturday, Sept. 15, the first event was a I00- 
and Efficiency Race open to civil cabin aircraft 
gines up to 800 cub. in. displacement. This wa 
lL. F. Schoenhair, flying a Buhl Airsedan (Wright ” 
engine) at 118.74 m.p.h. The fastest machine in | 
was a Whirlwind-engined Cessna which lapped 
m.p.h., but it was disqualified for failing to take 
the required 600 ft. 

The next event was a 100-mile race for any typ 
aircraft with any number of engines carrying 1,0 
load. This was won by Robert Cantwell on a Lock. 
monoplane (Wasp engine) at a speed of 140.3 ml. 
was followed by Arthur Goebel, also on a Lock 
who averaged 139.7 m.p.h. z 

On Sunday, Sept. 16, the programme was mé 
vided by the Services. The first event was a 60 
for pursuit aircraft and was won by Lieut. T. P. 
on a Boeing XFB-4 (supercharged Wasp engine) 
of 172.26 m.p.h. with Lieut. KE. D. Cruise, also o 
Boeing, second at 159.8 m.p.h. : 

The next event was a 25-mile race for Arm) 
Reserve and National Guard pilots, all flying stam 
solidated PT-1 biplanes. This was won by Lieut. 
93-82 m.p.h. 

This was followed by a special race for Douglas © 
biplanes (Liberty engines) of the 9rst Observation 
from Crissy Field, San Francisco, and this was won |! 
Barber at 127.5 m.p.h. : 

The next event was a ‘‘ dead-stick ”? landing contest, 
was won by Mr. Firsch in an Aeromarine-Klemm 1! 
plane, who pulled up four feet from the finishing line. 

In a special climbing and diving test to 10,000 ft. 
Jeter, U.S.N., on the Boeing XFB4 (supercharged Was‘ 
gine) reached 10,000 ft. in 4 mins. and came down 10 I 
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WESTLAND AIRCRAFT 
THE WESTLAND WAPITI. 


(Photos 1 & 2.) 


With Jupiter VI engine. A General 
Purposes Aircraft suitable for recon- 
naissance, bombing, wireless and 
advanced training, etc. Fitted with 
Handley Page Automatic Slot Gear. 
(Wood or all-metal construction.) 
As supplied to the Royal Air Force. 


THE WESTLAND WIDGEON 
(Photos 3 & 4.) 


An ideal light ’plane for the private 
owner, club use, etc. Robustly con- 
structed to exceedingly high stan- 
dards. A machine the excellence of 
which will be appreciated by the most 
experienced as well as the new pilot. 
Possesses exceptional controllability, 
even when in stalled flight. Folding 
wings—no rigging to require adjust- 
ment—excellent view for pilot and 
passenger. Low running costs. 
Enquiries solicited for all types of 
Civil and Military Aircraft. 


WESTLAND AIRCRAFT WORKS 
(Branch of Petters Limited), 
Contractors to the Air Ministry, 


YEOVIL, ENGLAND. 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


616 


The Aeroplane 


a 
~ 


OCTOBER 10, 1 


55 Ssecs., his total time being 5 mins. 55 secs. Lieut. Selig- 
man on a Curtiss Hawk (Curtiss D-12 engine) was second in 
F scauearsy, |S Ayes) 

This concluded the programme insofar as the definitely 
arranged events were concerned. Kstimators say that a 
crowd of 400,000 people witnessed the racing during the 
nine days. Everything went off according to plan. And 
there was only one fatal accident during the whole meeting. 


The aeronautical exhibition in buildings adjacent to 
flying field was not well attended as the crowds that 
to Los Angeles were there primarily to see the air ra 
and consequently were not of the type that absorbs 1 
that is of interest from inert aircraft, sectioned aero-en¢ 
or petrol, oil or sparking plug exhibits. One who was { 
says that those who .did visit the stationary exhibits abso 
much that was of interest under the 18th Amendment. 


IMPRESSIONS OF A TRANSCONTINENTAL AIR RACE. 
[By “‘ Long Mortsn.’’] 


In starting to write these impressions I hope also to give 
some information that may be of use to future pilots from 
Great Britain who may wish to see something of the United 
States by way of an air tour. ; 

The U.S. National Air Races this year consisted first of the 
Transcontinental Race, divided into several classes. ‘The 
one that was of interest to the writer was Class A, limited 
to machines powered by engines not exceeding 510 cubic 
inches. This class included the Curtiss OX-5 and the new 
Warner Scarab. As there was no smaller class, it was 
decided to put G-CAXP up for this race with its 300 cubic 
inch A.D.C. Cirrus engine. 

Before leaving Toronto for Curtiss Field; NCY., XP paid-a 
visit to Camp Borden, where everything possible was done 
to increase her speed. Through the kindness of some of 
the personnel one was able to register 107 m.p.h., électric- 
ally timed, over their speed course. ‘This certainly looked 
promising, but the engine was turning over at 2 LOOn ts Pate, 
and it did not seemi advisable to “ give her full gun ”’ for 
3,000 miles. The race was finally flown at between 1,950 and 
2,000 r.p.m. 

One fine Sunday morning XP, complete with pilot and 
mechanic, hopped off from ‘Toronto on her way to New 
York. Visibility was excellent, so a short course across the 
lake to Niagara was taken. The falls were circled at I,000 
feet and certainly presented a very beautiful sight. From 
the Falls it is but a step to Buffalo, where we decided to sit 
down to register with the Customs. 

Before leaving Toronto we had telegraphed telling of the 
probable time of arrival to the collector of Customs, Buffalo. 
It may not be amiss to mention that from the writer’s experi- 
ence with the Customs’ Departments at the various air ports, 
both Canadian and U.S., pilots get the squarest of treatment, 
and officials rely largely on the honour of aviators not to 
bring over any liquor. 

At Buffalo XP was provided with a ninety-day free pass on 
her Canadian registration, and turned loose to proceed 
South. This she did uneventfully, dropping into Cleveland 
for the first night, then to McKeesport and Harrisburg. 

Soon after our arrival in New York our spirits sank to 
zero when we saw what we had to face in Class “A.” 
There were several OX-5’s, rebuilt and given a high com- 
pression, developing over 120 h.p., built into Wacos and 
Travel Airs. Then there were also the machines powered 
with the new Warner Scarab, which proved so successful in 
the Stinson Junior, which took third place in this year’s 
Ford Reliability Tour. 

Two machines stood out as potential. winners before the 
word go—the Cessna and the American Moth, which latter, 
incidentally, is not related to the D.H. variety. Both are 
monoplanes, the former a full cantilever type, cabin job. 
The American Moth is a two-place open cockpit, semi-canti- 
lever machine. Both machines were credited with a high 
speed, exceeding 120 m.p.h., and were fitted with Warner 
engines turning Standard Steel airscrews. Even had it 
been possible to secure a Gipsy motor for XP in time for 
the race it is extremely doubtful whether the position would 
have been greatly improved against this class of machine. 

At Curtiss Field we met an old friend, UG, then starting 
a pleasure trip with her new owner, Miss Earhardt, of 
Atlantic fame, to the Pacific Coast. She was not in the 
race, and we caught up with her later at Pecos, T'ex., where 
she was in trouble with a broken valve-seating. Miss Ear- 
hardt was making the trip alone, and arrived safely in 
Los Angeles some days later. 

Zero hour was set for 6 a.m., Sept. 5. Thirty-eight ma- 
chines lined up, and after drawing for starting numbers, 
were sent off at one minute intervals. The first control stop 
was Harrisburg, then to McKeesport and Columbus, Ohio. 
Day controls called for a thirty minutes’ stop to allow for 
refuelling, and any time over 30 minutes was counted in the 
elapsed flying time of the race. Overnight stops were com- 
pulsory at the night controls, machines being started the 
following morning again at minute intervals in order of 
atrival. 

At all controls refuelling arrangements were admirably 
taken care of by the various gasolene companies free of 
charge, and help was available for any other servicing job. 
Hotel accommodation was provided at reduced rates, together 
with transport to and from the various airports. The only 
adverse criticism the writer could offer might be in the way 


the general public at most control-stops was allowe 
crowd round the aircraft. Most children wanted to ¢ 
all over the machines, and at most places it was unsat 
leave a machine unattended for this reason. Airminded 
has its drawbacks when uncontrolled. 

Competitors were required to provide their own maps 
plot their own courses. Data, however, were supplie 
the position of airports with plans of their position 
tegard to control stops. The “Department of Commerce 
produced some excellent aviation maps, covering the ; 
cipal air routes in the United States to a scale of 1/500, 
magnetic variation is marked, and magnetic courses ded 
between various cities. 

Comparing these maps with those used in Europe, 
latter are very much more detailed and accurate, alth¢ 
entailing more preparation. Should it be found necessa1 
deviate from these Department of Commerce strip maps 
pilot has to rely on the Rand-McAnally productions, w 
are very difficult to fly by when compared with t 
commonly used in Europe. The chief objections to 
Rand-McAnally maps for flying are the smallness of 
scale (worse than one in a million) and the total abs 
of contour lines or any colouring showing lakes, ete. 
maps which show the railroads do not mark the highw 
and vice versa. s 

From the time we left Roosevelt Field, N.Y., to 
arrival in Los Angeles we were lucky in having , 
weather, especially as on the first day the route lay oyer 
mountains, and this section has a very bad reputation 
visibility. 

XP had been fitted with a Pioneer turn indicator, 
we had no real need for it, as the mountains were fre 
cloud. The second day took us over Terre Haute, Ind., 
St. Louis, to Kansas City. This city has an excellent 
port, on which one million dollars has just been sp 
located six minutes from the business centre of the tow 

The boys in the race were a very congenial crowd, and 
first job at the night controls, after taking care of refuel 
our ships, was to look out for liquid fuel for the er 
Kansas City provided us with a very convenient ‘ Sf 
easy’ (under-cover bar), quite near the hotel. Cana 
beer was available, also whisky, which was very m 
better than we expected. 

From Kansas City on the third day the route lay so 
by way of Wichita and Oklahoma City, to Fort Wo 
Texas. With strong head winds all day XP only mad 
ground speed of 65 miles per hour. The fourth day lan 
us at El Paso, Texas, by way of Aberline, Pecos and Midl: 
The thermometer registered over 100, but the atmospl 
was dry. 

One of the chief difficulties after Fort Worth provec 
be the presence of cactus thorns in the sandy aitpc 
XP lost many hours of good time through tyre trouble, : 
as unfortunately no spare tubes were carried or were a\ 
able, this frequently meant taking the tube into town t 
vulcanising station. In desperation we tried out s 
patent solution, which is injected into the inner tube | 
seals thorn punctures as they occur. This certainly hel 
considerably. 

Hl Paso is located on the border between Texas 
Mexico, the Mexican town of Juarez lying just across 
Rio Grande. This city seems to be made up of gamb! 
joints and drinking saloons. Normally the border bri 
is closed at 9 p.m., but in honour of the arrival of C! 
‘““A ” competitors an extension was granted to enable pec 
to return up till midnight. El Paso airport is all sand, : 
rather resembles Heliopolis, Cairo. 

The fifth day was a repetition of sandy airports and cac 
thorns. Our route lay via Lordsburg, New Mexico, Tucs 
Arizona, to Yuma. The latter town is slightly below 
level and has the reputation of being the hottest place 
the United States. On account of delay due to thors ¢ 
a clogged filter we decided to stay at Tucson, as there | 
no point in sleeping at Yuma if we could make our dest! 
tion the following day. 

On the last day’s run, leaving Tucson at daybreak, 
stopped 30 minutes at Yuma, continuing over the moumta 
to San Diego, our first sight of the Pacific. At San a 
Field we rejoined the others, who had left Yuma early t 
morning. ‘The airport here is very large and one of 
chief aviation centres on the Pacific Coast. The race ent 
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KING’S CUP 1928. 


THE WINNING MACHINE 
a D.H. MOTH piloted by Capt. W. L. Hope 


WAS COATED WITH 
~TITANINE” LIGHT AEROPLANE DOPING SCHEME. 


20 Machines out of 24 
which took part in the Race 
were coated with 


TITANINE 
DOPE. 


TITANINE-EMAILLITE, LTD.. 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


Ue Ve Telegrams and Cables Works: He ski (London), 
“Tetrafree, Pi ccy sy aon BY New Jer y (U U.S.A.). 
Getrar rd 23 BiB. Codes: re B.C. 5th Ed. nd Be ntley Mila ately 
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after one hour’s flight from San Diego to Mines Field, Los 
Angeles. Out of 38 starters only a1 finished, in- 
cluding the D.H. Moth with the Cirrus engine, which was 
the smallest machine in the race. 

The National Air Races at Mines Field, Los Angeles, were 
run in conjunction with an Aircraft Exhibition and were 
spread over a period of a week. It was by far the largest 
show of its kind the writer has ever seen. There was a 
daily programme of stunting and formation flying, put on 
by the Army and Navy air units. There were races for 
commercial and service aircraft round a five-mile pylon 
course, parachute drops, etc. 

At Los Angeles the most impressive stunting was done by 
the three ‘‘Sea Hawks ”’ on Wasp-engined Boeing pursuit 
ships. Unfortunately the Army trio, the ‘‘ Three Mus- 
keteers,”’ lost its leader by the death of Lieut. Williams. 
The Army were not using radial engines, and this one fatal 
accident of the meeting was due to a failing engine while 
in an inverted position too near the ground. Another rather 
impressive sight was a formation of nine aircraft looping 
together at low altitude. 

Among the small machines an object of interest was the 
Heath Bullet, with a Bristol Cherub engine, which rather 
reminded one of the Tiger Moth. This little machine was 
reputed to have a speed of 130 m.p.h., or more. 

The D.H. Moth was entered for two of the events at 
Mines Field. 

The Class ‘“‘ A ’’ closed course race of 50 miles fell to the 
winner of the Transcontinental, Earl Rowland, in his Cessna 
monoplane. XP, although qualifying for the final in the 
eliminating heats, did not take part in it, as she was due 
to race in the Light Aeroplane Speed and Efficiency Race, 
and it was decided to save the engine for this. 

The light aeroplane event carried two prizes, one for 
speed and the other for speed and efficiency combined. ‘This 
was calculated on the formula m.p.h. multiplied by weight 
carried and divided by the cubic displacement of the engine. 
The first half, for speed. alone, naturally fell to the Heath 
Bullet, but XP managed to get away with the second half by 
loading in 560 lbs. of sand ballast. The take-off had to be 
within 800 ft., which was easily accomplished, thanks to a 
strong headwind. 

The Cirrus engine, by surviving such a long race with no 
mechanical trouble, came in for a lot of admiration. The 
only spares carried were four sparking plugs and two spare 
valves and valve springs. None of these were required. 


NEW AERO ENGINES IN THE U.S.A. 

Some very interesting movements in connection with en- 
gines for light or medium-weight aeroplanes are taking 
place in the States. These should be carefully noted by 
British manufacturers as the whole future of trade in British 
aircraft overseas depends on what our manufacturers do to 
compete with American products. 

THE AEROPLANE is primarily devoted to furthering the pro- 
gress of aviation without regard to nationality. But natur- 
ally one cannot help having a certain prejudice in fayour of 
seeing British products do best in the World’s markets. 

We here are not so unreasonable as to expect that British 
aircraft and British aero-engines will corner the markets. 
We are quite prepared to share the money of the rest of the 
World with our relatives in the United States. But if all 
the warnings published in THE AKROPLANE for the past few 
years are ignored by British manufacturers, then all one can 
say is that the United States will deserve to have the majority 
of the World’s aircraft business. 

First of all, the great Lycoming Manufacturing Company of 
Williamsport, Pennsylvania, which has lately been bought out 
by the Auburn Co., which in turn is the property of Mr. 
Wrigley, the Chewing-Gum King, have now got their first 
aero-engine running. 

This is a g-cylinder radial with cylinders 43 inches by 43 
inches. It is rated at 185 h.p. at 1,950 r.p.m., and it weighs 
a little under 3 lbs. per h.p. However, the makers hope to 
get 200 h.p. out of the production engines and to get be- 
tween 25 to 30 lbs. off the weight. The price of this engine 
will be about £400. 

As to the details of this engine, one gathers that it has 
cast-iron cylinders, there are no white metal bearings, the 
connecting-rod ends being of duralumin, running direct on 
chromium-plated pins in the master rod, which is of steel. 
There are no oil pipes, so it is claimed that there will be no 
plumbing troubles, all oil passages being holes drilled in 
the metal. Another interesting feature is that the cooling 
fins on the cylinders are not parallel to the crankshaft, but 
are sloped out to the line of the cowling so as to be directly 
in the run of the slip-stream. 

Another interesting bit of information is that the Packard 
Co. have produced a g-cylinder radial air-cooled engine which 
runs on a complete Diesel system without electric ignition. 
This is said to give 200 h.p. for only 500 lbs. Rumour says 
that it has done a thirty-two hour test under full power. 
The designer is a German named Dorner, working under the 
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supervision of Messrs. Woolson and Edwards, the Pack 
Co.’s own engine experts. : 

Before gambling on the Packard one would like to se 
pass the U.S. Government tests, which are just abou 
severe as our Air Ministry tests. We have heard so m 
in the past about Packard engines which were going 
revolutionise aviation that one is still a little sceptical al 
Packard aeronautical products until they have actually m 
good. Everybody knows the excellence of the Packard 
but Packard aero-engines still have to make their reputat 

Another bit of news is that Johnson Motors of 57th St1 
New York City, well known as makers of motor-boat 
gines, have just completed a new 4-cylinder air-cooled in- 
engine rather like the Cirrus, and are now going into 
duction with it at their Connecticut factory. The cylin 


‘are said to be 4& by 5 inches, all steel, with aluminium he. 


It is to give between 80 and 100 h.p. and is to sell at1 
dollars. 


INEXPERT EVIDENCE. 


Experts on all subjects invariably disagree. 
always get two specialists of equal standing in any 
sion to contradict one another flatly. Consequently 
can find test pilots and scientists alike who will approy 
condemn with equal vehemence anything new in conn 


ec 
with aircraft. Consequently at the finish the most reli 
guide is the opinion of the everyday user of an aeroplane 

As such the opinion of Mr. Alfred Borden, a well-kn 
business man in New York, probably carries quite as m 
weight in an argument on the slot question as does tha 
the most expert pilot on either side of the Atlantic. 
Borden, writing on Sept. 12, Says :— ~ a 

Last week I flew an Avro Avian equipped with slotted wings. 
sensation was really quite astounding. I have been a pilot 
Sept., 1919, and always sub-consciously have felt the necessit 
locking out for stalls and spins. All that feeling went in flying 
Avian, in addition to which it is no trick at all to land the 
If this automatic slotted wing appliance is as distinct a step in adv 
as it seems to me, then it should be compulsory to equip all comme 
planes with them. 2 

Mr. Borden does not profess to be any kind of a si 
pilot, and he has not been a Service pilot, nor is he 
cerned with any aircraft firm. Consequently his opinio 
that of an unbiassed intelligent user of aeroplanes, anc 
it is of high value. : 


AVIANS IN AMERICA. i 
As indicated in THE AEROPLANE last week, Air Associ 
Inc. of Fifth Avenue, New York, one at least of wl 
principals, Mr. James B. Taylor, is well-known to ayia 
people in this country, have been appointed sole distribu 
for the Avro Avian in the United States and the Amer: 
overseas possessions. 
As an initial order Air Associates Inc. have contractec 
take fifty Avians during each six months of the tet 
of the agency. These are to be delivered at the rate of 
per week. So far as can be gathered this is the lar: 
single order for light aeroplanes that has so far been ple 
with any firm. F 
An interesting sidelight on what this order meams 1s" 
the White Star and Cunard lines will between them ©: 
some 1,200 freight tons of aircraft to the United St 
during the next six months. 


MOTHS FOR CHIL‘. 

The De Havilland Aircraft Co. Ltd. has received an 0! 
from the Chilean Government for forty G type Moths (G 
engines). ‘Twenty of these are to be fitted with extra t 
capacity for long-range flying. All these machines are 
be delivered by the end of the year. 


STRIKING SPARKS IN CANADA. 

History seems to be repeating itself. Our old friend, 
F. G. M. Sparks, who is now Chief Instructor to the Mont 
Light Aeroplane Club, flew to Windsor, Ont., from Mont 
on the Club Moth to take part on Sept. 8 in the Essex Cot 
Derby in connection with the opening of the Walker 
port. There were about eight starters and he won, after w! 
he flew back to Montreal. The journey there and back 
1,220 miles, not counting the racing. 

This reminds one of the day when an entirely unkn 
aviator, who turned out ultimately to be a Mr. F. G. 
Sparks, turned up at an air race meeting at Croydon f 
somewhere in the wilds of Wales with an old Renault-eng) 
Avro which he had faked up himself, and proceeded to 
all the best races of the day and nearly ruined the local b 
makers by backing himself. | 

In a letter to THE AEROPLANE Mr. Sparks says that th! 
aeronautical are booming in Canada and that he 1s glac 
went out there. Also he says that the type of mam wh 
learning to fly in Canada is astonishingly keen and very 
to teach. This looks as though Canada will soon be 4 
supply herself with the pilots who will be needed for 
air transport boom there.. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 
[Sec.: Harold E. Perrin, 3,. Clifford Street, London, W.1.] 
Aerodrome: Stag Lane Aerodrome, Edgware, Middlesex. 
Instructors: V. H. Baker and F. R. Matthews. 


Report for week ending Oct. 7. 

Flying Time: 70 hr. 35 min.; 
Soloists : 30 (40 hr. 25 min.). 

Notes.—On Oct. 6 Miss Fletcher made the qualifying flights for the 
Aviator’s Certificate. 

Solo Flying.—P. W. Hoare, who flew over 15 hours during the last 
month, has already completed his maximum amount of subsidy flying 
time for the year. During the week-end Mr. Hoare made a flight to 
Newcastle and back. 

Mr. C. W. Bonniksen, who recently obtained his ‘* A” Licence and 
has his own Moth, flew to Leamington and back. 

Pilot Instructors—In establishing the record flying time for 
September, the two Club Pilot Instructors were given very little rest 
as the following figures will indicate:—V. H. Baker, 103 hr.; F. R. 
Matthews, 84 hr. 

Many War-time pilots are availing themselves of the facilities offered 
by the Club to keep up their flying. Capt. Roche-Kelly, T. Elder 
Hearn, J. V. Fairbairn, J. A. G. Haslam, N. Young, and B. O. Davis 
are amongst the regular soloists. 


The Lancashire Aero Club. 

[Sec.: F. W. Atherton, Avro Aerodrome, Woodford.] 

Chief Instructor: D. E. Hall. 

Voluntary Assistant Instructors: J. C. Cantrill and J. J. Scholes. 

Ground Engineers: Bartram and Chapman. 

Report for week ending Oct. 6. 

Flying Time: 12 hr. 55 min.; Instruction: 2 hr. 55 min.; Soloists 
and Passengers: Io hr. 

Notes.—Mr. D. E. Hall, who succeeds Mr. Todd as Chief Instructor 
and Aerodrome Manager, arrived towards the end of the week, and 
managed to put in some instruction despite very adverse weather con- 
ditions. 

The afternoon of Oct. 6 was set aside for the first contest for the 
George Pemberton Trophy, which will in future be competed for 
quarterly. The competition was open to ab initio trained Club pilots 
only and took the form of a landing competition under the following 
regulations :— 

A tape to which were attached coloured streamers to make it more 
clearly visible from the air was suspended between two light posts 
at a height of 5 ft. above the ground. On the windward side of the tape 
an area representing a small field was marked out by white tapes 
stretched along the ground. Competitors had to ascend to 1,000 ft., 
shut off their engines and glide in over the tape which represented a 
hedge, pulling up, if possible, within the lmits marked out by the 
white tapes. A maximum of ten points was awarded for each of 
the following :—Style of approach, style of landing, distance from 
the hedge after coming to a standstill. In order to eliminate the risk 
of accident an Instructor sat in the front seat ready to put on 
the engine and take control in case of need. 

The weather was good with a light breeze and a very interesting 
contest, resulted in a win for Mr. R. F. Hall with a total of 23 
points. Mr. B. A. G. Meads was second and Mr. M. A. Lacayo 
third. 

In the evening a Hot-Pot Supper was held at the Club House which 
was attended by nearly seventy members of the Club. The Trophy— 
a very fine model of a Moth in silver gilt standing upon a fluted 
column,—was presented to the winner by Mr. John Lord, one of the 
Club’s Vice-Presidents, amid acclamations. 


The Yorkshire Aeroplane Club. 

fSec. Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet.] 

Instructor: G. R. Beck. 

Chief Ground Engineer: R. Morris. 

Assistant Ground Engineer: T. Houghton. 

Report for week ending Oct. 6. 

Flying Time: 23 hr. 15 min.; Instruction: 9 (7 hr.); Soloists: 4 
(3 hr. 55 min.); “A” Pilots; xr (11 br. 45 min.); Passengers: 3 (35 
min.). 

Notes.—On Sept. 30 Mr. George Lloyd made his first solo and put 
up a very good show. Mr. G. Clapham, an old ‘*B” Licence pilot, 
made a re-appearance after many months’ absence, and is taking an 
<< A) Ticence. 

On Sept. 29 Lady Heath arrived in her Moth, 

During the Winter months the Club will be open from 10.00 hours 
until dusk, except on Tuesdays, when it will not open until 14.00 
hours. Monday will continue to be the weekly holiday. 

We are endeavouring to develop the social side of the Club begin- 
ning with a Whist Drive on Oct. 17 at 19.45 hours. We hope all 
members and their friends will support it. If this is a success, we 
hope to continue them during the Winter. 

The Midland Aero Club. 

[Sec. : Gilbert Dennison, Villa Road, Handsworth.] 

Aerodrome: Castle Bromwich. 

Instructors: Flt. Lt. Rose, D.F.C., and W. H. Sutcliffe. 

Ground Engineer: W. J. Halland. 

Report for week ending Oct. 6. 

Flying Time: 36 hr. 4 min.; 


Instruction: 38 (30 hr. 10 min.); 


Instruction: 22 (16 hr. 50 min.); 
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Soloists : 16 
min. ; 
Notes.—The total flying time for September was 200 hr. 38 min., 
flights. : 
On Sunday Fit. Lt. Rose flew XT from Sywell to Castle Bromwic 


The Hampshire Aeroplane Club . 

[Sec.: H. J. Harrington, Hamble Aerodrome, Hants.] 

Instructors: Flt. Lt. Swoffer and W. H. Dudley. 

Report for week ending Oct. 5. 

Flying Time: 34 br. 40 min.; Instruction: 25 (21 hr. 45 mi 
Soloists: 5 (21 hr. 30 min.); “A” Pilots: zo (49 hr. 35 min), 

Notes.—Mr. M. S. Hall completed his tests for the “A” Lice 
this week. Mr. Evershed made a most successful first solo flight 
Oct 4: 

On Oct. 7 Lady Heath and Capt. Percival arrived on the latt 
Avian. 

We are still working with only one machine. The weather 
been good, but a deep depression is centred over the Hampshire ¢ 
owing to shortage of aircraft. 


The Norfolk and Norwich Aero Club. 

[Manager: Basil Young, The Aerodrome, Sprowston.] 

Report for week ending Oct. 7. 

Flying Time: 21 hr. 15 min.; Instruction: 10; Soloists: 19. 

Notes.—Five first solos were made by Messrs. L. Lowen, W. 
Rope, G. T. Anderson, lL. Morter and A. Kirkby. All creditable - 
formances, although Mr. Morter’s landing was not quite up to expe 
tions. 

Mr. Fred Gough has this week completed 100 hours’ flying 
the Club, and we venture to think this is a good record. During ; 
too hours he never had one accident to his credit, but ten mini 
after completion of the century one of the rocker arm castings br 
aud compelled him to land hastily and unfortunately caused | 
to enter one little accident in his log book. It is however a \ 
creditable performance to complete 1oo hours actually without 
accident and sheer bad luck to have one directly afterwards. 
would be interesting to know if this is a Club Record, 

Dr. Odgers delivered a very interesting lecture on Thursday 
on the Wind Channel and Streamlines, and we are very much 
debted to him. Next Thursday week Mr. J. D. North has kit 
promised to lecture on The Light Aeroplane and the Private Ow: 
This is a subject bound to excite interest generally and we ex 
a large attendance of members and friends. 


The Suffolk and Eastern Counties Aeroplane Club. 
[Sec.: Major P. L. Holmes, D.S.C., The Aerodrome, Hadleigh 
Instructor: G. E. Lowdell, A.F.M. 

Ground Engineers: ‘‘C,” E. Mayhew; “A,” G, Keeley. 

Report for week ending Oct. 6. 

Flying Time: 12 hr. 15 min.; Instruction: 8 (3 hr. 25 mi 
Soloist: i (3 hr. 15 min.); “A” Pilots: 3 (2 qat.ssommuuta. ; 

Notes.—Dr. Sleigh, an “A” Licensed pilot member, flew to ] 
on Oct. 6, and Mr. Lowdell also went to Diss. ‘The object of 
trip was to show the machines to school children and others at 
interested in aviation. 

We have just reorganised our engineering staff and are trying 
experiment of having two ground engineers; one for engines wit! 
“CG” Ticence and the other for rigging with an “A” Lice 
Both our men served in the Royal Air Force at Martlesham and 
is their first job in Civil Aviation. As we are on the verge of aca 
ing a third machine, the idea being to try to maintain two in ¢ 
mission and. one in reserve; the work is too heavy for one 1 
alone. We have therefore come to the conclusion that it will 
better to have two specialists on engines and rigging rather t 
what might be termed a general-purposes ground engineer and 
uriskilled assistant. Other recent additions to the maintenance : 
are petrol and oil pumps. ‘These are a great economy both in mo 
and time, while they certainly assure greater cleanliness. 

During the week the A.I.D. descended upon us in force and to 
gratification they commented very favourably upon these sev: 
new innovations. The next move will be to house all three machi 
in the new shed and turn the old one, as funds and circumstat 
permit, into a reasonably well-equipped workshop which should pt 
another step towards economy. ‘The fact that we have kept machi 
and equipment to the forefront accounts for the club-house not hav 
materialised as yet. It is hoped, however, to rectify this before m 
moons. 


(14. hr.); Passengers: 11 (4 hr. 5 min.)5 Dest semen, 


The Bristol and Wessex Aeroplane Club. _ 

[Sec.: Major G. S. Cooper, D.S.O., Filton Aerodrome, Bristol. ] 

Instructors: Bartlett and Tratman. 

Report for week ending Oct. 6. 

Flying Time: 22 hr. 5 min.; Instruction: 
25 min. 

Notes.—Ten pupils were given instruction during the week—two 
solo flying. Mr. Evans received his first dual instruction, and 
Hall made a successful first cross-country solo flight from ‘Stag I 
to Filton. Mr. R. S. Clarke also made his first solo flight. 
Downes-Shaw made two cross-country flights, to Stag Lane and b 
and Mr. Bartlett and Mr. Dutton flew to Sherborne and back. 

New pilot members continue to join, and now that we have 
second Moth I'V back from overhaul we only need some good weat 
to make us really busy. 


11 hr.; Soloists: 8 
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“Aeroblane"' Photograph. 


The Hawker ‘‘ Hawfinch”’ is a new single-seater machine 

| for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


THE 9H. G:; 
HAWKER ENGINEERING Co., LTD. 


| Specialists in Military Aircraft. 
Works: KINGSTON. 
Pgecrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cables: HAWKER, KINGSTON. 
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The Cinque Ports Flying Club, 

[Sec.: R. Dallas Brett, 114, High Street, Hythe.] 

Aerodrome: Lympne. 

Instructor: I. N. Clarke. 

Report for week ending Oct. 6. 

Flying Time: ww hr. 35 min.; Instruction: 8 
Soloists: 2 (3 ht.); “A>? Pilots: 2 (45 min.) 

Notes.—During this week Moth NN was dismantled for painting 
aud re-rigging, but Moth SS was in constant use. 

Mr. Skinner of Ashford, who qualified for his “A” Licence last 
week, has done dual instruction with Mr. Clarke in aerobatics. 
During an unsuccessful loop, the machine hung on the top, and a 
watch belonging to the Ground Engineer fell out of Mr. Clarke’s 
pocket somewhere over the Racecourse. Anyone finding a somewhat 
battered watch in this locality is asked to return it to the Secretary 
or the Aerodrome. Later Mr. Skinner went out by himself for loop- 
ing practice, and succeeded in doing two very good loops after two 
spectacular failures. 

On Oct. 6 Mr. Mackinnon of Tonbridge and Mr. Walsh of Folkestone 
successfully accomplished their first solos. ‘The Club heartily con- 
gratulates both members, who have passed through their training 
period quickly, and who are now flying solo very satisfactorily. 

The Liverpool and District Aero Club. 

[Hon. Sec.: W. F. Davison, Hooton Park Aerodrome, Wirral.] 

Instructor: Fit. Lt. B. Allen. 

Report for week ending Oct. 6. 


(tr wht. 45; min); 


Flying Time: 21 br. 55 min.; Instruction: 23 (11 hr. 25 min.); 
Solotsts: xo (4 hr. 55 min.); “A” Pilots; 3 (3 hr. 5 min.). 
Notes.—Mr. Moulsdale flew his tests for R.Ae.C. Certificate in a 


very satisfactory manner. 

On Mondoy Mr. Davison, our official observer, flew XX to Squire’s 
Gate, Blackpool, to pass out several pupils of the Lancs. School of 
Aviation for their R.Ae.C. Certificates. He and his passenger, Mr. 
Moulsdale, returned on ‘Tuesday morning, having seen Blackpool 
illuminated. 

On Thursday morning, Mr. Murrell, of Aerofilms Ltd., piloted by 
Mr. Allen, flew for 1 hr. 50 min. on aerial photography work. Mr. 
and Mrs. Bentley arrived on Friday in pouring rain, Bentley later 
returning to London. On Saturday Mr. Barber hit the deck rather 
too hard, with the result that XY requires a new undercarriage wing 
and prop. With great forethought Mr. Barber had selected a machine 
which was due for a top overhaul anyway. Constant rain on Friday 
and ground mists almost every evening have cut down our flying hours 
considerably. 

Work on the Club-house is proceeding, and the building will be 
ready for occupation by the end of this week. Gifts from members of 
chairs, small tables, and other suitable furniture will be most welcome. 


The Isle of Purbeck Light Aeroplane Club. 

(Hon. Sec.: Lt-Col. L. A. Strange, D.S.O., M.C., D.F.C., Worth 
Matravers, Dorset. ] 

Instructor: H. W. R. Banting. 

Report for week ending Oct. 6. 

Flying Time: 18 hr. 40 min. 

Notes.—Once again we have been able to settle down to Club work, 
and this week we have had the satisfaction of producing our first 
two “A” Certificates—Mr. C. O. Powis and Lt.-Col. L. A. Strange. 
The official observer’s remarks on the former’s performance was very 
gratifying. We are indebted to Mr. Powis for the use of his Moth 
OT, which has been assisting the hard-worked Spartan. There is 
keen competition between the next half-dozen budding soloists and we 
ail hope the good work will now continue in earnest. 

The Berks, Bucks and Oxon Aeroplane Club. 

[Hon. Sec.: Miss L. Cribb, 12, Highmoor Road, Caversham, Reading. ] 

The Club is organising an Inaugural Air Meeting, to take the form 
of an air display, on Oct. 27, at Sheep Bridge Farm, Basingstoke Road, 
Swallowfield, Reading, by kind permission of the owner, Mrs. Hunter. 
Starting at 11.00 hours and continuing all the afternoon, there will 
be joy-riding, air races, competitions, and demonstrations by well- 
known pilots 

The Flying Club of Ulster. 

[ton Sécr 2) Bit tye. 1Caereston maw. c.i| 

This Club, which has previously appeared under the name of the 
Belfast Flying Club, held its first General Meeting on Sept. 28. Brig.- 
Gen. Groves, Secretary of the Air League, was to have addressed the 
gathering, but owing to heavy fog in Liverpool the Calcutta in which 
he was to have crossed did not run on that day. After various speeches 
by individuals representing all sections of the business community, a 
Provisional Committee was formed under the Chairmanship of Capt. 
R. L. Henderson, with the following members: Major W. L. Adeley, 
Flt. Lt. S. D. Briggs, Councillor S. D. Cheyne, Mr. S. G. Haughton, 
Capt. T. H. Herrist, M.B.E., Mr. R. L. Kemp, Mr. W. W. Mcleod, 
Fit. Lt. R. C. Preston, A.F.C., and Mr. W. D. Scott. 

The Committee sat again ‘‘in plenary session’? on the following 
Wednesday, and it was decided to issue a brochure at an early date 
setting out the following: (A) The Light Aeroplane Club movement 
generally; (B) Why Ulster should form a Club of its own; (C) Events 
leading up to the formation to date; (D) Estimate of capital ex- 
penditure and running costs; (E) A few words of encouragement from 
leading lights; (F) An application for membership form. 

The most conservative estimate possible was made up, and a copy 
sent to every existing ‘Club asking for criticism. Secretaries of these 
Clubs are asked to be indulgent amid their multifarious duties and 
give any figures they can in support or otherwise. 

A further meeting of the Provisional Committee is to be held on 
Oct. 17 and by then it is hoped a draft copy of the brochure will be 
available. 

The Regina Flying Club. 

[Hon. Sec.: R. A. Delhaye, 2321, Lorne Street, Regina, Sask.] 

Since the Regina Flying Club started activities at the beginning of 
July instruction has been given to 4o out of their 100 members. Hight 
of the 40 members have already gone solo. 

The flying time of the Club up to the first week in September is 
18) hr. 20 min. devoted to 589 dual instruction flights, and 54 hr. to 
solo flights, 

The subsidy from the Government is the loan of two Moths, the 


cost of maintenance to be borne by the Club. The Regina City Coun 
has asked the Club to appoint three of its members to the board 
the new Municipal Aerodrome, which it is hoped will be opened ea 
in the Spring. At present the Club machines are housed in a han; 
erected on the flying field of the Universal Air Industries, but as sc 
as the Municipal’ Aerodrome is ready the Club will transfer its he 
quarters there. 


FLYING SCHOOLS, 
The Henderson Flying School. 


[Managing Director: Lt.-Col. G. L. P. Henderson, Brooklands Ac 
drome, Byfleet.] 
Report for week ending Oct. 4. 
Flying Time: 30 hr. 55 min. 
i Notes.—Very little dual was done last week owing to our activit 
in Joy-riding. A new private owner, Mr. J. L. May, is about to co 
into being. We have nearly completed building a Mono-Avro for hi 
A number of new pupils have applied to the School in the | 
fortnight, so our Winter may be much busier than usual, 


The De Havilland Flying School. 

Report for week ending Oct. 7. 

Flying Time: 111 hr.; Instruction: Dual, 32 hr. 40 min., Solo, 59 
50 min.; Other Flying: 18 hr. 30 min. 

Notes.—One pupil made an excellent first solo, and another I 
formed both his cross-country and height tests for “B” Licence, 

Although the flying school is getting slack, great activity prey: 
at the Stag Lane factory. New buildings are rapidly springing i 


being, and just as rapidly the production rate of the Gipsy-M 
increases. 


Amongst those taking delivery of new Gipsy-Moths last week w 
Lieut.-Comm. Glen Kidston, R.N., who flew over in his ney 
acquired Fokker monoplane; The Rt. Hon. F. E. Guest, P.C., M.P.; 
the Basle Aero Club, a newly-formed aeroplane club in Switzerla 
Many other machines were despatched (per regular programme) 
Canada and Australia. 


The new D.H.61 bought by The Daily Mail has been undergo 
test, and will shortly be ready for handing over. 


AUSTRALIAN APPRECIATION, 


A.D.C. Aircraft Ltd. have received the following let 
dated Oct.-3 :— 


The following is a copy of a W/T signal received to-day from 
Controller of Civil Aviation, Melbourne :— 


Kindly convey to Airdisco my apprecation radiogram advis 
success Cirrus Mark III. International competition held 0: 
aaa. Particularly gratified learn Percival’s success and outstand: 


merit British engines and light aircraft under competitive’ c 
ditions. Ends. 


(Signed) W. H. ANDERSON, Wing Commander, R.A.A.F. 
(Australian Liaison! 
[And the congratulations are well deserved by the engi 
and the machine and the pilot.—c. G. G.] 


Flying Club Members 
need not : 
Languish in Gaol — 


if the Club Library hae 


THE LAW IN RELATION 
TO AIRCRAFT 


by 
Lawrence Arthur Wingfield, M.C., D.F.C. 


and 


Reginald Brabant Sparkes, M.C. 


(Solicitors of the Supreme Court). 


: 
| 
| 
| 


POST ]13/= FREE, 


From 
THE AEROPLANE BOOK DEPT. 


Cannon House, Pilgrim Street, 


Ludgate Circus, E.C.4. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 8; Monday, 26; Tuesday, 22; Wednesday, Bo 
Thursday, 25; Friday, 24; Saturday, 28. 
IMPERIAL AIRWAYS LTD.: 
London—Paris—Zurich; J,ondon—Ostend—Brussels—Cologne and _ re- 
turn: Machines 72, passengers 585, freight 25 tons. 
AIR UNION: 
Paris—London and return: Machines 40, passengers 140, freight 11 
tons. 
oy Vs : 
Amsterdam—Rotterdam—l,ondon and return: Machines 12, passengers 
69, freight 6 tons. 
SABENA : 
Brussels—London and return: Machines 12, passengers 42, freight 
13 tons. 
DEUTSCHE LUFTHANSA A.G.: 
Amsterdam—London and return: Machines 14, passengers 56, freight 
3 tons. 
MISCELLANEOUS : 
British machines 6, passengers 5. 
Foreign machines 0, passengers o. 
Total number of trips by British Machines, 78, carrying 590 pas: 
sengers. Foreign Machines, 78, carrying 307 passengers. 


COMPARATIVE FIGURES. 
Week ending Oct. 6: 
Machines, 156; Passengers, 897; Crews, 307; Total personnel, 1,204. 
Corresponding week, 1927: 
Machines, 129; Passengers, 779; Crews, 241; Total personnel, 1,020. 
Corresponding week, 1926: 
Machines, 84; Passengers, 367; Crews, 103; Total personnel, 470. 


Corresponding week, 1925: q 
Machines, 95; Passengers, 369; Crews, 121; Total personnel, 490. kK 


Corresponding week, 1924: 

Machines, 111; Passengers, 466; Crews, 137; Total personnel, 603. 
Corresponding week, 1923: 

Machines, 60; Passengers, 132; Crews, 89; Total personnel, 221 


Corresponding week, 1922: , were chosen by 


Machines, ror; Passengers, 305; Crews, 163; Total personnel, 468. 
Corresponding week, 1921: 


Machines, 80; Passengers, 214; Crews, 109; ‘Total personnel. 323. 
Corresponding week, 1920: 
Machines, 125; Passengers, 196; Crews, 143; Total personnel, 330. aA y ea 


Croydon Notes. 
The week before last the count of passengers on the Cross- A ii S 1 B Bic: h 
Channel services fell just below 1,000 for the first time since 
Spring. Last week they fell to below 900. With Summer or er 010, ritis 
Time at an end a still further drop must be expected, for 


passengers will not rise earlier and aircraft must get to bed 
sooner. 


e ; 
A comforting feature of this falling off is that British altitude recorc 


traffic is holding up better than that of our competitors. 

Last week the number of British machines crossing the E 

Channel was exactly equal to the number of foreign ones. A in the 
majority of foreign machines has been the rule heretofore, 

though that majority has rarely carried half the total traffic. 

Last week little more than a third of the passengers were 


carried on foreign machines. D.H. Moth Aeroplan 


All that this means is that now that the rush season is 


over and Imperial Airways have now nearly enough ma- 5.55 ie) 1 ). 
chines to cater for the traffic offered them, passengers are ( Cirrus Engine ‘ 
travelling by the line of their preference and not using an 

alternative because they cannot be carried on British October 4 1928. 
machines. ’ A 


All three of the Argosies are now back in service, the 
victim of the Le Bourget “‘ pot hole,’ G-EBOZ, having 
returned to Croydon after repairs on Tuesday. 


Lt.-Cdr. Glen Kidston’s negotiations for the acquiral C) 
of the late Mr. lLowenstein’s Fokker have, report LO) 
says, been satisfactorily concluded. The date of the im- 


pending expedition after big game has not yet been 
announced. 


66 Ss 59 
The joy-ride season being now practically ended, Surrey Fit and torget 


Flying Services propose to give their main attention during 
the winter to school work. During the past few months Kel, (5 Plugs 
they have assembled a dual-control Avro with an oleo-pneu- : 
matic undercarriage of the standard Lynx-Avro type which 
has been used with great success for teaching purposes. 

The undercarriage in particular has proved to be very 
much better than the older type for this class of work, and 
a second machine of the same kind is now being put 
together. 

Croydon may not be the ideal aerodrome for school pur- 
poses, but one can always rely on Surrey Flying Services to 
do thoroughly anything to which they turn their hands, and 
pupils can rely on sound training at their establishment. 


CROSS:-CHANNEL FARES FOR THE WINTER. 


Imperial Airways announce that from Monday, Oct. 8, 
substantial reductions in fares come into force. The single 
fare London-Paris by the “‘ Silver Wing ”’ service is reduced L 4 
from 65) 5S. Odeaco £4 I5s., and the second-class fare from 


4 f 
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\ means the same satisfaction when 

applied to Aeroplane equipment as 

it does in the realms of cycling, 
motor-cycling and motoring. 


Dunlop Aeroplane Tyres are the 
approved fitment on an ever- 
increasing number of machines. 


DUNLOP RUBBER COMPANY LTD. 
FORT DUNLOP, BIRMINGHAM. 
Branches throughout the World. 
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Ss 


The SHORT “ Singapore” 2 Rolls-Royce “‘ Condors ” 
; Cellon Dope. 


For the flight of survey round Africa, completed by Sir Alan 
Cobham, K.B.E., A.F.C., the Dope used on the machine was 


CELLON | 


Tel : . 
JAWB Richmond, Surrey. “The Dope of Proved Efficiency” richest aott i tines} 
Cellon (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 
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ON THE GERMAN AERO SHOW. 


3ermany as a nation, and the German Aeronautical Com- 
inity in particular, deserve to be congratulated by the 
+ of the World on having organised not only the First 
ternational Show of Civil Aircraft ever held (at any rate 
ice aeroplanes began to fly properly) but also on having 
t together the most interesting aero show yet seen. 

\Jso it is, unless one is much mistaken, the biggest show 
t held. One has no figures by which to check the state- 
snt, but there seem to be more aeroplanes in the Inter- 
tionale Luftfahrt-Ausstellung, familiarly known as the Ila, 
in in any Paris Show, and there are certainly more motors, 
d more component parts and accessories. 


\ltogether it is a magnificent effort, and, if there is 
thing startlingly new to be seen, it is a wholesale educa- 
mn in the aeronautical development of the World. For 
lich those aircraft designers and constructors from other 
tions who can afford, or are intelligent enough, to visit 
should be duly grateful to Germany. 


+ To von Tschudi. t+ 


For this great success Germany and the rest of us are 
iefly indebted to Major von ‘Tschudi, whose death on 
2 opening day of the Show cast a shadow over all the 
icial proceedings, and still more over the spirits of those 
10 knew and loved him. He died, like many another great 
hting man, in the hour of his triumph. But he lived 
ig enough to see that the triumph had come, for he was 
ly ill for two weeks before his death, and only gravely 
for a few days. 

Yon Tschudi was, in a curiously quiet way, the greatest 
in in German Aviation. Up till the outbreak of War in 
t4 he had, as a serving officer, been closely concerned 


THE GERMAN AERO SHOW.—Halle I, the German Section,—showing one half of the building. 


with the practice of aeronautics in all its branches from its 
earliest days. During that time he worked always for a 
kindly international feeling, and he had made many friends 
in England. 

When War came he did his duty as an officer and gentle- 
man for his Country and his Emperor. And when War 
ceased he was one of the first to do his duty to his Country 
by working for international harmony. He renewed his 
old friendships and he made many new .friends,—among 
whom one is proud to be counted. By the English section 
of the Inter-Allied Commission in Germany he was re- 
garded not merely as a personal friend, but as a worker of 
the first order for peace and progress. 

There were those in Germany who regarded him as too 
international and not enough bound by his own nation’s 
interests. How wrong they were may be seen by the posi- 
tion of German Aviation to-day,—unsurpassed by any nation 
in the World, and working amicably with all other nations 
to the great henefit of Germany, largely because of the 
friends made by von Tschudi, when, under the difficult con- 
ditions of the time, a less honest and less honourable man 
would have made either enemies or merely suspicious busi- 
ness connections. 

One of the characteristics of von Tschudi which made his 
friendships so firm was his outstanding honesty. Few men 
had greater opportunities of making money or of taking 
advantages to himself during the years after the Armistice, 
vet he remained poor. During the period of the financial 
inflation in Germany, when respectable pensions and private 
incomes from investments faded to nothing in a day, there 
were times when yon Tschudi, doing work of vital import- 
ance for his Country, could not be sure of his next meal. 
Yet he never used his position for his own profit. 


In the fore- 


ground is the Albatros ‘ sleeping car.”’ 
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The only advantage he took of that terrible period, still 
known in Germany as The Inflation, was to buy for the 
German Aero Club at a low price the magnificent building 
which is now the centre of German Aviation,—the Club, 
the Trade, the Sport, and International Relations alike. It 
will stand always, one hopes, as a monument to von 
Tschudi’s honesty and foresight alike. 

As a friend, out of business hours, von Tschudi was always 
a joy. His keen sense of humour, his quaint philosophy— 
that of a philanthropist posing as a cynic—and his ready 
wit, made him the best of company. The only trouble his 
friends had was that he was such a busy man that his 
company was hard to get. Few men have been so well re- 
spected and so well loved at the same time. 

To replace von Tschudi in German Aviation is impossible. 
Perhaps there is no need to replace him. Perhaps the need 
for him is past. Fate has a way of allowing people to pass 
away at the right time. Just as, according to the proverb,| 
the time always finds the man, so when the time is past} 
the man may pass too, happy that he has done his work) 
well. 


GERMAN AERONAUTICS TO-DAY. 


At the Aero Club of Germany the Secretarial work will 
be divided between on the one hand Major von der Groeben, 
an old official of the Club, and on the other hand von 
Tschudi’s personal assistant for the past few years Herr von 
Hoeppner, the able and amiable son of that distinguished 
General who during the War 1914-18 was Commander-in-Chief 
of German Military Aeronautics. The Club is fortunate in 
having them, for the traditions of von Tschudi will be kept. 

The affairs of the Trade Society, of which Dr. Huth, chief 
of the famous Albatros firm, is the head, are ably handled 
by Dr. Tetens, who has done all the practical work of 
organising the Show,—and every exhibitor will acknowledge 
that the organisation has been splendid. 

Nothing could have been better than the arrangements 
made by Dr. Tetens and his assistants for the transport of 
exhibits, and for the passing of Customs and so forth. And 
here the English exhibitors owe thanks to Mr. Karlowa, 
who represented the Ila in London and worked tirelessly and 
tactfully to bring English aircraft to Berlin for our own 
good. That he was not more successful was due to our 
undefeatable insularity. 

The only hitch occurred when the exhibits were actually 
in the Show,—for then the Contractor who had undertaken 
to build the stands failed to find the money to pay his men, 
who went on strike. And so the poor stand-holders got 
none,—till they built their own. 

In spite of this incident the Show Authorities managed 
to have the whole thing ready on time, with true German 
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precision, and they went to work in such a friendly way 
they secured the hearty co-operation of all the foreig; 
hibitors. The Englishman is the World’s prize grun 
But never, in some thirty years’ experience of exhib 
in three different trades, has one heard less grousing a¢ 
the management by the stand-holders,—and some of 
in charge of the British stands at the Ia can be fairly 
critics when they so please. 
THE GERMAN EXHIBITS. 

The exhibits of the various nations are very interesti 
displays of national characteristics. : 

Naturally the German exhibit is much bigger than a’ 
rest put together. Everything is staged with excellent 
and judgment. The machines can be seen and touct 
they. must be pretty well worn by now, judging by the 
informed inquisitiveness of the hordes of young Ger 
who were all over the Show during the four days one 
there. 

Each machine is well described by placards. The 
little decoration, but all of it is at once artistic, solid 
striking,—there are no frills and cheap finery about | 

The standard of design and work in the German 
planes is very high,—as is evident when one consider 
many World’s Records for distance, duration, and we 
lifting which have been beaten by the products of 
Junkers, Heinkel, Rohrbach, and Dornier firms. Thi 
ternal finish might be better. Some of it appears r 
according to our standard. But then, German machine 
all kinds, motor-cars and everything else, has always 
famous rather for being fit for hard work than for 
pretty to look at. 

The general effect of Halle I, which is all-German, i 
pressive. And this is due not only to the colossal Rohr 
Junkers, and Dornier machines, but to the rugged b 
(rather in the American sense of .rugged) of most o 
other aircraft. A few of the aeroplanes are undeniably 
but the proportion is lower than in any show one has 

The German engines are magnificent. Some of the 
types will become worthy competitors of the En, 
American and French engines which have hitherto hac 
pick of the market in high powers. 

THE FOREIGN EXHIBITS. 

Halle II, which is foreign territory, is at once inform 
and amusing. - Every nation has a co-cperative exhibit 
cept England. And the result is that looking down fron 


gallery one gets an impression very like that of flying 
the countries themselves. 

At one end is a vast open steppe sparsely occupied by 
exhibits of the Union of Socialist Soviet Republics,—by v 
grandiloquent title Bolshevik Russia prefers to be kn 


German technical research section. 
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bit of the 


In the foreground is a 


In the middle is the Macchi Speed-Record seaplane. 
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‘AS a demon- 
stration of 
reliability the 
flight will rank as 
one of the greatest 
feats in the history 
of Aviation.” 


_ Napier engines will also 

| give YOU this service. | 
_ Reduce maintenance costs 
| by employing the Napier. | 


17th Sept. 
1928 


| 

! 

i 

! 

| 

| 184,000 engine miles without mishap! 
| B* flying in formation from England to Australia, 
round Australia and back to Singapore—184,0c0 
i engine miles—the four Royal Air Force Supermarine- 
| Napier flying boats have accomplished a feat the like of 
: which has never before been achieved. 

| 
| 
i 
) 


The whole flight was accomplished without engine trouble. 


The engines were not specially tuned for the flight but were standard 
Napiers taken from Stores. ) 


The prearranged timetable was adhered to throughout. 
The engines selected were the tried and proved— 


"Grams: ’Fhone: 
Moneyer N A P I E R Chiswick 
Act, London 1220 
The Finest Aero Engine in the World 
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‘There is something sinister about this area. At one corner is 
an illuminated sign bearing the letters U.S.S.R. Above it all, 
on top of a miniature Eiffel Tower, of aluminium, are the 
hammer and sickle and star of Bolshevism, done in a sort 


of Neon light, which must be seen all over the hall. The 
office is made of sheets of some aluminium alloy. The 
machines are strange distortions of familiar shapes. In fact 


the whole thing vaguely suggests the famous film ‘ Metro- 
polis,’—and there is something futile and childish about 
it, like the film. It is sinister only because it suggests 
latent possibilities of terror. 

Across the gangway is the French display. The machines 
and engines are prettily set out, as by a good house-keeper, 
—a couple of quite new and practical civil aeroplanes, a 
veteran of an heroic World-flight, a rather poor example of an 
ordinary aeroplane, and the carcase of a colossal joke, a 
blague for the sake of réclame. Hot air and hard practical 
sense are combined in the typical Gallic manner. 

Further along is the Italian area. Five perfectly good war 
machines, with the gun-ring emplacements hardly even 
camouflaged, masquerade as Civil aircraft. Kach flaunts 
agetessively the fasces and axe of the Roman lictors,—badge 
of the Fascisti,p—and looks about as much like a commercial 
aeroplane as the Fascist militia look like a civil police force. 
The whole display has the fine swash-buckling air of the 
Mussolini period,—a renaissance of the renaissance, and a 
healthy South-Eastern outpost against the Hammer and 
Sickle. 

Next to Italy is little Belgium, plain, honest and hard- 
working as usual,—one useful small aeroplane and samples 
of good work well done. 

Opposite to Italy and next the Bolsheviks is the Czecho- 
slovak area,—square-cut rugged machines, full of intelligent 
design, and good workmanship, with just enough of the 
bizarre in their finish to show that they come from some- 
where a little to the East of Europe proper,—a trifle oriental 
for the strict Mittel-Europa taste, and quite far from Western 
Europe. But they are good, and respectable, and not at all 
barbaric. 

Then, tucked in a corner, at the end of the open space 
of Czechoslovakia, and opposite co-operative Belgium, is a 
funny little huddled mass of partitions and fences and ropes 
and counters, which is supposed to represent Great Britain, 


and the Overseas Dominions of the King-Emperor. It is 
just like looking down on the tiny fenced gardens and hop- 
fields of Kent after flying over the plains of Europe. 3ut 


the partitions, and penetrate the 
workmanship and design in the 


when you circumnavigate 
fences, you find the best 
Show. 

Each little stand turns its back on its neighbour, and offici- 
ally keeps apart from it, in the best English individualistic 


BOLSHEVISMUS.—The open steppe-like st 


and of the U.S.S.R.,— with its Hammer and Sickle sign aloft and its’ 
all-aluminium-alloy exhibits. 


mauner,—what time the owners of the stands, in acc 
with our English contradictoriness, herd together in the p 
lic gangway as at the village inn (when not actually do 
business on their stands). There they smoke together 
open defiance of printed regulations, and of patient if ] 
sistent protests from entirely amiable policemen and firem 
who gave up the English as hopeless after two days 
friendly endeavour to make the incurably lawless underst 
the true significance of the blessed word verboten. 

And there the English, in between hectic spells of 1 
business and the busy-ness of receiving official visits, lat 
at the rest of Europe, with a strong reservation in fayout 
Germany. For these few days in Berlin have taught 
people the soundness of the view of that German officer w 
at some international gathering before 1914, raised his gl 
to the English representative and said “‘ Let us drink to 
two white nations.’? ‘Truly the Teuton and Anglo-Sa: 
branches of the Nordic people need worry little about any: 
else if so-be that they hold together on both sides of 
Atlantic. : 

GERMAN WELCOME. 

Nothing could pass: the kindliness and hospitality of 
German aeronautical people to the English visitors. 
good class German is courteous rather than polite. He 
a manner rather than manners. His bow is the salute o 
soldier rather than the deflection of a politician. And th 
is no mistaking his hand-shake. When once the Englishn 
has become accustomed to a few superficial differences 
social etiquette he feels at home in Germany as nowhere e 
except in Holland and, to some extent, in Scandinavia. 

One of our greatest aircraft manufacturers once remit! 
that the World is divided into nations which eat breakt 
and those which do not, and that the breakfast-eat 
owned most of the World. Which is true. And the Gert 
eats breakfast and drinks beer and smokes, and sees 
funny side of life, as an Englishman does. So naturally 
feel at home in Germany. 

Certainly English aeronautical visitors in Berlin have | 
their full. share of hospitality. First there was a Be 
Evening given by the Municipality of Berlin to all exhibit 
at the Ila. Then, on Wednesday, the Reichsverband 
Luftfahrt Industrie, which corresponds to our $.B.A.C., g 
a first-class banquet at the Kaiserhof Hotel to all exhibitor 
the chiefs of each firm being invited as honoured guests 
the assistants having the privilege of attending if so dispo: 

At this one was much struck by the way in which 
vast assembly stood reverently to attention while the dis 
fied Dr. Huth delivered an impressive eulogy on the belo 
von T’'schudi in the course of his speech of welcome to 
guests. And the English should have felt honoured t 


Colonel the Master of Sempill, as Chairman of the R: 


A 
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Brection of the Main BREGluivecsh Op .shrewing 
Mll-metal Air Craft in the course of construction 


B 


OW that metal construction forms the usual means of modern aircraft con- 
struction, the advantages of quantative production to the user are even more 
apparent than hithertofore. _The increased use of press tools which becomes 
possible when large numbers of aircraft are being manufactured, and the more 
complete utilization of jigs for all components and parts—just to mention two 
features — render not only a more accurate and effective construction, but also 
forms an important service item in the true interchangeability of spare parts. 


B 


FAIREY 


AIRCRAFT 


THE FAIREY AVIATION CO., LTD., HAYES, MIDDLESEX 
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ITALY’S PEACE-SHOW. 


Aeronautical Society, should have been asked to reply,— 
which he did very well. 

On Saturday the Aero Club of Germany gave a thoroughly 
enjoyable lunch in honour (combined) of the British Director 
of Civil Aviation and of the Editor of THE AEROPLANE,—a con- 
junction which has never happened before in history. One 
hopes that Sir Sefton Brancker’s reputation will suffer no 
evil result. 

The Chairman of the Aero Club made a charming speech 
of welcome,—in which again von Tschudi was duly honoured. 
Sir Sefton replied in his usual happy vein,—and thereafter 
we English (Group Capt. Flack and the benevolent Mr. 
Hodgson being the other guests) spent a couple of ex- 
tremely pleasant hours with some thirty of the leaders OI 
German Aviation, ranging from star fighting pilots of the 
War, to commercial and industrial men, and scientists. 


To THE BRITISH ‘TRADE. 


While in the Ila one met a number of members of the 
British Aircraft Trade other than exhibitors. One hopes that 
many more will go to Berlin before the show closes on the 
28th. We have much to learn from our cousins the Ger- 
mans, just as we have from our brothers in America. And 
the quicker we learn it the better we shall be. -In any case 
a visit to Germany is worth while, if only to broaden the 
minds of people whose ideas of Europe are derived from a 
trip to an Aero Show in Paris and a night out as a sequel. 

Before proceeding to report the Show in detail one wishes 
here to offer to the German Aeronautical Community, on 
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ENCLOSED COUNTRY.—A goodly part of the English Exhibit,—with much of the 
be found in it. 


The single-seat Fiat post-fighter and the two-seat Fiat mail-reconnaissance machines. 


behalf of the British Aeronautical Community, most sincere 
congratulations on the fine display at the Ila, and deep sym- 
pathy in the loss of Major von Tschudi. Also one wishes 
the greatest commercial success to the a and to the German 
Aircraft Industry.—c. G. G. 


IN THE ILA. 
The German Section. 


ERNST HEINKEL FLUGZEUGWERKE G.M.B.H., 
Warnemiinde. 


Herr Heinkel, who may well be considered the leading 
builder of float seaplanes on the Continent of Europe, shows 
a 6-seater low-wing monoplane seaplane, the H.E.10, whic 
is distinctly interesting. The wing is of the bi-convex type. 
not quite of a symmetrical section, and the fuselage is s¢ 
shaped that the bottom of it coincides with the lower sur. 
face of the wing, thus giving an extremely clean line to the 
lower part of the machine. The engine is a B.M.W.6 (500 
750 h.p.). ‘The cabin, totally enclosed, contains the pilot anc 
passengers. On top of the cabin is an odd-looking hoot 
which is actually the antennze for the radio apparatus. Th¢ 
whole fuselage is of welded steel tube.  . 

The machine is for the Deutsche Luftverkehers Schule, ani 
is intended to train pilots in long-distance over-sea naviga 
tion. 

One gathers that arrangements have been made for thes 
training-machines to visit Edinburgh and ‘Felixstowe. ; 


best work in the Show to 


? 
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particularly interesting point about this machine is that 
1 the bi-convex section there is a saving of 150 kgs. in 
ght in the wings only, the rate of climb is the same and 
-e is an increase of 20 km.p.hr. in the speed against an 
ctly similar machine with the old type of wing. 

n the same stand is an H.D.24, which is a normal type 
wo-seater biplane with a wheel undercarriage, designed 
school work and training. The engine is a Junkers L.5 
h.p.) or the machine will take a B.M.W. or a Siddeley 
1a or an A.B.C. Nimbus. A machine of this type has been 
ght by the U.S. Government for the use of Major Rein- 
g, the U.S. Army Air Corps Attaché in Germany. _ 

n the stand also are various models of other Heinkel 
-s, the most interesting of which is a model flying-boat 
1 a Bristol Jupiter engine designed to be catapulted from 
n-going liners. This particular design has been produced 
che “ Hapag,”’ which is allied to the Norddeutscher Lloyd. 
; to be catapulted from ships in the way already been 
srimented by the French, but one hopes with more suc- 


is machine is interesting in that the engine is fixed a 
‘ way out in front, which is necessary to give the proper 
nee. In practice it has proved a way to safety, for in an 
srimental flight an airscrew burst and wrecked the engine, 
+h damaged the deck of the boat without injuring any 
ae crew. 


FOCKE-WULF FLUGZEUGBAU A.G., 
Flughafen, Bremen. 

wee Focke-Wulf machines are shown. The A.20a, 
abieht ’’ is a high-wing full-cantilever monoplane with a 
n to carry 4 passengers and pilot. It has the pigeon- 
sted shape which is typical of the Fécke-Wulf products. 
it the most striking feature is the undercarriage, in 
th the two lower members on each side are hinged to 
bottom of the fuselage and the vertical telescopic strut 
its sprung end right inside the thickest part of the wing. 
is told that this particular machine has been built for 
* Roselius of Bremen, who is the chief of the Kaffee 
firm, for his personal conveyance. 

‘¢ G..22 has two 100 h.p, Siemens radial engines, and 
‘tended as a school machine for future pilots of twin- 
ned machines. The engines are built direct into the 
's and the vertical strut of the undercarriage telescopes 
1€ engine-mounting on each side. The arrangement is 
, and apart from being a useful school machine, it should 
uite nice for touring, as the cabin holds five comfort- 


os 


arrangement is well worth noting, 


. 


GERMANY’S FINEST SEAPLANE.—The Heinkel monoplane with bi-convex wings. 
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VENTILATION.—The cabin heater and fresh-air scoop 
of the Focke-Wulf. 


The A.17a ‘“‘ Moewe” (Seagull) is a high-wing full-canti- 
lever monoplane with a geared Bristol Jupiter engine. In 
appearance it is very like a big Fokker. The cabin holds 
8 passengers, 2 pilots and 200 kgs. of baggage. There is 
a sensible doorway from the passenger-cabin to the pilots’ 
seats. One little luxury fitting, which must cost the machine 
2 or 3 miles an hour, is an elaborate cabin-heater fixed to the 
exhaust-pipe on the side of the machine. 


ARADO-HANDELSGELLSCHAFT M.B.H., 

Potsdamer Str. 75, Berlin, W.57. 
The designer of the Arado machines, Herr Rethel, was 
formerly with Mr. Anthony Fokker in Schwerin. ‘This 


probably accounts for the Arado machines being so like 
Fokker products. 


a8 


The detachable tank 


as an improvement on our method of sticking up humps or hanging on blobs 
which ruin the performances of our machines. 


The big Albatros is seen on the left. 
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85/95 h. pos CIRRUS” Mark III. 


PROOF. 


CIRRUS-AVIAN. 


ENGLAND—AUSTRALIA in 16 DAYS. 


Sq.-Ldr. Hinkler, A.F.C., D.S.M., 
made this magnificent flight, setting 
up a record for Light Planes for 
distance and time on a Cirrus- 
Avian. 


ENGLAND—AUSTRALIA with passenger 


Capt. W. N. Lancaster flying a 
Cirrus- Avian and carrying as 
passenger Mrs. Keith Miller was 
the first pilot to reach Australia 
from London with passenger on a 


Light Aeroplane. 


LONDON—CAPETOWN in 13 DAYS. 


This remarkable flight by Lieut. 
Murdoch was performed on a 
Cirrus-Avian machine. 


CAPETOWN—LONDON. 
Lady S. Heath, flying a Cirrus- 
Avian was the first Lady Pilot to 
fly to England from South Africa. 


KING’S CUP AIR RACE, 1928. 


Two Mark III Cirrus-Avians were 
entered and both successfully com- 
pleted the course. 


FRENCH LIGHT PLANE MEETING, 
ORLY. 

A Cirrus-Avian was 1ST in RELIA- 

BILITY, and 1ST in QUALITY. 


oO 


“CIRRI 


* The Engine 
of to-day pos: 


In the 8 days RE 
“Cl 


ONLY PASSE 


Al 
A.D.C. Aircraft Ltd. have receive 


The following is a copy of a W/T s 

Kindly convey to Airdisco my af 
competition held Orly. aaa. Particu 
engines and light aircraft under comps 


(Signed) 


Sq.-Ldr. Hinkler’s magnificent 
on a ‘‘CIRRL 

unchallenged as the Y 

yet per 


CIRRUS engines are in use by 
Aeroplane Clubs, and are also fitted 
D.H. “ MOTH,” AVRO “AV. 
BLACKBURN “BLUEBIRD,” : 
“ GENTLEMAN,” IRAAB-KAT2 
“EXPRESS TRAVEL,” and have 


A.D. 


tes = ete: 
Teleph : 
Holborn 4076. 89, K) 
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AIRCRAFT 
SERIES No. 2. 


RELIABILITY. 


e the Light Aeroplane 


The Times”? Engineering Supplement, 7/1/28). 


Stipulate a 


[TY Tour of France | % CIRRUS : 


for YOUR plane 
Ne was the 
AACHINE TO GAIN 


Perec ecreesens cee esocnreresseeores® 


eerlin Exhibigon: 


| : SEE OUR: 
ATION. : STAND NO. 54: 

i aa : HALLEIL : 
dated Oct. 3 :— SPR NEL Ree, oe 7 

the Controller of Civil Aviation, Melbourne :— 

sing success Cirrus Mark IJI. International 

val’s success and outstanding merit British 

| ‘ 

Commander, R.A.A.F. (Australian Liaison). Gs ” 
| (Vide ‘* Aeroplane,” 10/10/28.) The Thoroughbred 
| with a 
AND—AUSTRALIA IN 16 DAYS Pedigreed Engine. 


| still remains 
ulity and Endurance Flight 
‘roplane. 


‘oree, 26 Different Countries, over 50 Light 
| 


1“ WIDGEON,” SHORT “MUSSEL,” 
NS? REID “ RAMBLER.” COMTE 
“IKAN,” RAAB-KATZENSTEIN R.K.25 


ypes of Light Aeroplanes under construction. 
{ 


(GINES 


\FT LT. 


INES Ltd., 


at 


Ss au eS The Avro ‘‘CIRRUS-AVIAN” 
ENGLAND. SRLS London.” The Greyhound of the Air. 
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THE GIANT JUNKERS3.—The G.3i,—with three Bristol Jupiter engines,—one of the popular attractions of the 


Show. 


The S.C.II is a two-seat training biplane with a B.M.W. 
VoN (330 h.p.) with wooden wings forming a single bay 
on each side, with N struts. 

The undercarriage is narrow and clumsy. It has five 
steel-tube struts forming inverted pyraniids connected by 
a horizontal triangle of three tubes connecting to a split 
horizontal axle. All this edifice is for the purpose of holding 
two thick vertical legs, each consisting of three tubes with 
a mass of rubber springing. The undercarriage alone must 
cost the machine 10 miles an hour, and to make it worse there 
is an enormous radiator hung under the nose of the machine. 

The V.I. is a cabin monoplane with a thin semi-cantilever 
wing and a.B.M.W. Hornet engine. The cabin holds 4 
passengers and the pilot sits up in the nose. 


JUNKERS FLUGZEUGWERKE A.G., 
Dessau. 


The great Junkers firm shows three interesting machines 


On the counter below are models of all the Junkers types yet produced. 


The Bremen is behind. 


of types already well known to readers of THE ABROPLAN 
The one which attracts the public most is the Bremen, D.11¢ 
which is the first and so far the only machine to fly t 
Atlantic from East to West. The machine has been allow 
to retain all the dirt which was acquired in the retu 
journey by ship and road and rail. The result is a trav 
stained appearance which is not usual in aircraft, even whi 
they have crossed the Atlantic. 

There is an F.13, the D.1, a standard-type single-engin 
machine used on the Berlin—Breslau service, as an examt 
of the type used for the German interior air-lines. 

And there is a G.31 to demonstrate the big three-engin 
type which carries 14 passengers. Steps have been arrang 
so that the public can walk up and look inside the machin 
and walk down the other side. At about 3 o’clock in t 
afternoon on Wednesday, an ordinary working day, the 
were queues 150 ft. long apiece, waiting to imspect ea 
machine. 
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THE BIGGEST FLYING-BOAT. 


| : 
ae Junkers area,—it is too huge to be called a stand,— 
ades a vast array of benches, shelves and stands, most 
tically designed, showing the component parts of the 
sers machines. There is a whole skeleton wing show- 
the 9-tube spar arrangement and the girder construction. 
re is a complete fuselage without wings, and any amount 
amples of details. Also there is a long bench on which 
16 perfect scale models of various Junkers types which 
e are worth half an hour’s study. 


ROHRBACH METALL-FLUGZEUGBAU G.M.B.H.., 
Friedrich-Strasse 203, Berlin, S.W.68. 


1e Rohrbach Romar takes up all of a space which would 
f house a respectable exhibition of any ordinary in- 
tial product. This is a colossal flying-boat with three 
.W. engines, giving a total of 1,650/2,160 h.p. The 
smmodation provides for two pilots and 12 passengers. 
ne figures of the machine are interesting :—Span 36-9 
es, Length 22 metres, Wing area 170 sq.m., Weight 


| TWO OF THE GIANTS. 


The great Rohrbach Romar, with three B.M.W. engines. 


The Dornier ‘* Blauwal”’ (four Bristol Jupiters), with the Rohrbach Romar 
background, and the show-case of Dornier models on the left. 


empty 9,900 kgs., Useful weight 9,100 kgs., Total weight 
19,000 kgs. 

The speed is given at 208 km.p.hr. and the range at 4,000 
km. These figures have been checked at the Government 
establishment at Travemunde. 

In the area covered by the machine are quantities of parts 
demonstrating the Rohrbach method of construction and 
there is a skeleton tail-plane which itself would be big 
enough for the complete wing of an ordinary large aeroplane, 


DORNIER METALLBAUTEN G.M.B.H., 
Friedrichshafen. 


Herr Dornier shows a Super-Wal, with four Bristol Jupiter 
engines arranged two in tandem on each side of the hull. 
This particular machine is known as the Blauwal, and has 
been built for the Luft Hansa service in the Baltic. In every 
way it is of the typical Dornier design and construction. 

In this area is a bench with 16 beautiful scale models 
showing the Dornier types produced from Herr Dornier’s 


in the 


| 


| 
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In the French Light Plane Meeting 
Avro Avians with Cirrus Engines 
were 
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RRS AV. ROE ECOLP MANCHESTER. LONDON. & SOUTHAMPTON 
w 2 2 


AVIAN 


LIGHT AEROPLANES 


have a better performance, 
better control and better and 
more complete equipment 
than any other light aero- 
plane. They are stronger, 
simpler, easier to fly and 
possess more points of practi- 
cal value than any other light 
| aeroplane. Their record break- 
| ing flights to Australia and 
: 


South Africa prove these claims 


Buy an Avian—The Proved Best 
British Machine for Owner-Pilot 
and Flying Club. 


Send for detatis to:— 


A. V. ROE <&GO., LTD., 
MANCHESTER. 


London Office & Export Dept.: 166, Piccadilly, W.1, 
Experimental Works: Hamble, Southampton. 


‘ BERLIN AIRCRAFT EXHIBITION 


Stand 48 © 


) 


NDING WITH ADVERTISERS. 
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AN OUT-OF-DOOR EXHIBIT.—The latest Dornier Delphin in the grounds outside the Show. 


earliest days as a designer. They are all ingenious and they r~ 
vary between the most beautiful and the most hideous aero- Me Tem 


: mt Wa [tiem Cian 
planes one has seen. TM 


. . : : rs pe — ee ot 
Perhaps the most interesting is a model for a high-speed at: Q 


seaplane of 1,000 h.p. with two engines in tandem, in the Ce 
9 


typical Dornier manner. The pilot sits in a hole between 
the engines, the wings being attached to the engine-cradle. ,, 
The floats are prolonged aft and turned up at the ends to (A 
carry the tail. We may see something like it at the ij 
Schneider Trophy Contest next year. 


7 \ 
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ESPENBLAUB FLUGZEUGBAU, aK 
Dusseldorf. ee Los nO 
The Espenlaub 14 is a little two-seater monoplane with a ae AK) 
thick cantilever wing perched up on four vertical struts. RA) - 
vases. 


The seating arrangement of the Miiller monoplane 


manner. The wood is buckled and dented and bulge 
every direction. So one cannot see why anyone should 
it at any price. All the same it probably flies. 


ii 


<i, ff 
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GEBR. MULLER FLUGZEUGBAU, 
. Griesheim b/Darmstadt. 


Here is the G.M.G.II built by Gebr. Miiller of Gries 
Ay) b/D. ‘This is a two-seat tandem monoplane wo a bi 
I) NN) cantilever wing. .The whole lay-out of the machine 1s 

TT like the old A.N or the Beardmore Weebee. 
ee cs fasAidee as mpener es: the ground, with the wheels 

Vea on two short struts and the wing flat on the top so 
the pilot and passenger have to crawl in under it. 

The machine shown has a three-cylinder Anzami © 
but the catalogue says that it is sold with a 40 
Statax. It is interesting but not particularly attractiv 


The Espenlaub strut arrangement. RAAB-KATZENSTRIN FLUGZEUGWEREE G.MBEEIe 


The wing is big enough and thick enough for a passenger- Cassel. - eee 
carrying Fokker. The designer claims that it can climb to The Grasmiicke, R.K.g, is a sort of half. cantilever bit 
1,000 metres in six minutes with its little six-cylinder That is to say the upper plane is a cantilever carried 
engine. The price is given as M.6,800—(£340). steel-tube centre-section and takes the load of the 


The whole thing is built of ply-wood in’a very amateurish plane through N struts without any wire bracing. 


— y 


A VERY LIGHT MONOPLANE.—The little Miiller two-seater. 
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SWEET ADVERTISEMENT.—The Raab-Katzenstein ‘* Grasmucke,’’ advertising a popular chocolate. 

‘he undercarriage is of a type which is anything between a cantilever top wing supporting the lower plane through 
and 15 years old, with a straight cross-axle and a lot of N struts. It has a 7-cvylinder Siemens engine. There seems 
necessary steel tube struts. It has a three-cylinder engine to be nothing particular to recommend it. 

some modest kind which does not declare itself. The The Schwalbe, R.K.1c, is another two-seater on similar 
ole machine is crude, but it probably flies all right. lines with a go-cylinder Siemens engine. It is the type used 


+ oe 


IN MEMORIAM.—The ‘‘ Sausewind,’’ a high-speed two -seater designed and built by the late Herr Baumer, one 
of Germany’s best pilots, killed early this year in an ac cident to a machine of another make. 


‘he particular example in the show is painted aggressively by Herr Fieseler in his aerobatic performances. It is good 
black and yellow to advertise Trumpf Schokolade. One and strong as he has proved, but it has a comparatively 
yes that the chocolate is better suited to a refined taste poor performance and is quite crude in design and rough 
n is the machine. in finish. The chief virtue of all these R.K. machines seems 
hhe Pelikan, R.K.2a, is another two-seater biplane with to be that they are strong and are thoroughly controllable. 


The Klemm L.25 with the 9-cylinder Salmson (40 h.p.). 
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A GERMAN PASSENGER-CARRIER. 


BAUMER AERO G.M.B.H., 
Hamburg-Fuhlsbittel. 


Here there is a Baumer two-seater biplane nicely made 
and of very ordinary design, apparently entirely of metal 
with fabric covering. The wings are of the ordinary two- 
.bay type with duralumin struts rivetted down the trailing 
edge and braced with stream-line wires. The engine is a 
five-cylinder Siemens. The undercarriage is a neat example 
of the simple split-axle type. 

On this stand is the Sausewind designed and built by 
Herr Baumer for the Rundflug of 1925 and somewhat im- 
proved since then. In fact one believes that he was still 
developing the type when he was killed on a machine of 
another make. The Sausewind is a simple cantilever two- 
seater monoplane with a three-cylinder engine and the 
simplest possible undercarriage with three tubes in pyramid 
form for each wheel. The machine is beautifully stream- 
lined all over and quite well finished, and its bright scarlet 
enamel adds to its finished appearance. 

LEICHIFLUGZEUGBAU KLEMM G.M.B.H., 
Sindelfingen. 

The 1.25 is the well known low-wing cantilever monoplane 
which won the French competition at Orly and has done so 
much good flying all over Kurope. The example shown has 
a two-cylinder Mercédés Daimler engine but it is also sold 
with the g-cylinder Salmson engine. 

There is little difference in appearance between this 
machine and those which were seen at Croydon a year or 
more ago, and those which flew at Orly. Actually the con- 


struction of the fuselage has been improved and there is 
Also the wings are some 5 cms. thicker, 


more room in it. 


A GERMAN CABIN MONOPLANE. 


OCTOBER 17, 19; 


The big Messerschmidt M.20. 


which apart from giving them extra strength, gives t 
niachine a somewhat better performance. 

On the stand there is also a W.1.251. which is the sat 
machine on floats. 


BAYERISCHEN FLUGZEUGWERKE A.G., 
Augsburg. 

This firm, commonly known as the B.F.W., is a combit 
tion of Herr Udet, the great fighting pilot, artist, a 
humorist, with Herr Messerschmidt, the glider designer. 

The M.18 is a cabin monoplane of rather tubby appe: 
ance with a 9-cylinder Siemens engine (108/125 h.p.). 
carries a pilot and four passengers. The wing is an all-me 
cantilever. The weight of the machine empty is 650 kg 
and the useful load 550 kgs. (total 1,200 kgs.). The t 
speed is given as 140 k.p.h. and the cruising speed 
120 k.p.h. 


This strikes one as being too low to be useful in a 
kind of strong wind. If the figures had been miles inste 
of kgs. they would have been worth while. 

The M.20 is another cantilever monoplane with a qu: 
simple undercarriage, consisting of two hinged horizont 
struts and a vertical sprung strut to the butt of the win 
The engine is a B.M.W.VIa of 400/600 h.p. The cal 
carries 8 or 10 passengers with two pilots up in the no: 
The weight of the machine is 2,400 kgs. and the usef 
weight 2,100 kgs. The top speed is given as 175 k.p.h. ai 
the cruising speed as 154 k.p.h., which is a little mo 
useful than that of the M.18. 

The M.2r is a very ordinary braced biplane for sche 
work to carry pilot and pupil. It may be had either wi 
the Siemens 84/96 h.p. engine or the 108/125 hip. tyf 


Di 


The: Messerschm idt M.18., with all-metal fuselage, and a Siemens engine. 


The 
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A GERMAN LIGHT MONOPLANE. 


‘he M.23 is a light monoplane, evidently derived from 
rr Messerschmitt’s gliders. It may be had either with a 
h.p. Mercédés-Benz engine or a 34 h.p. A.B.C. Scorpion. 
e weight, empty, is given as 200 kgs. and the useful load 
200 kgs. The speed is stated to be 135 km.p.hr. ‘The 
chine is quite well built and in its general lines strongly 
embles the Klemm-Daimler. 


a ALBATROS DETAILS. 


truts. It is intended for school work. 
h.p. engine, 

he L,.75a, Ass, is a single-bay biplane with wooden wings, 
truts and a split undercarriage for quick travel. It has a 


It has a Siemens 


es 


THE PEACEFUL ALBATROS. 


wish (retrospectively) that they 


Aeroplane 


The Messerschmidt. M.23. with folding wings. 


The twin-engined sleeping-car. 
from the front end will be interested in this peaceful development of one of Germ 


B.M.W.Va engine of 320/360 h.p., and a speed of 210 km-.p.hr., 
which is reasonable. 

The 1,.73a is a very fine example of a twin-engined passen- 
ger-carrier. It is a big 1o-seater biplane built for the Luft 
Hansa, and is so fitted that it cam be used as a sleeping-car 
on a night-flying line. 

It has two Bristol Jupiter engines built by the Siemens 


Spar design and rib attachments and aileron controls. 
ALBATROS FLUGZEUGWERKE G.M.B.H., 
Berlin-Johannisthal. 
he 1.68c, Albatros, is a braced biplane of normal type with 


people. It has thick wings, which form a single bay on each 
side from the engine-mounting outwards. ‘The undercarriage 
is of the spit type originated by the Avro firm. ‘he speed of 
the machine is given as 175 km.p.hr. (say 105 1.p.hr.), which 
seems useful, at any rate for night flying. 

[Note :—The German engines will be illustrated and de- 
scribed in a separate article next week.—c. c. G.] 


War-time pilets who only knew the Albatros 
any’s best aeroplanes, and will 


had had parachutes like the suspended gentleman on the right, 
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TEACHING 


_MOTH 


The Moth can veritably claim to be Chief 
Flying Instructor to the World. More 
people are learning to fly on 
Moths than on any one other 
make of aircraft. 3 
Moth is the machine that is creating “air- 
mindedness ” in all corners of the globe... 
the machine that the “ man in the street ” can 
understand and fly himself, with a feeling of 
as much security as his car will give him.. 
but with infinitely more comfort and enjoyment. 


Numerous Flying Schools, in both Hemi- 
spheres, have adopted the Moth as their 
standard machine and it is the chosen training 
machine of all the great Dominions and many, . 
of the Foreign Air Forces. The excellence’ 
of Moth all-round performance accounts for 
this wide appreciation and it has proved itself, 
time and again, “the Best Light Aeroplane 

in the World.” 


For full particulars of the Gipsy Moth write : 
THE DE HAVILLAND AIRCRAFT COMPANY LIMITED, 
Stag Lane Aerodrome, Edgware, Middlesex. 
Telegrams : Havilland, ’Phone, Colindale. Telephone : Colindale 6160—6163 
THE DE HAVILLAND. AIRCRAFT PTY. LTD. 
Whiteman Street, South Melbourne, Australia. 
Telegrams : Moth, Melbourne. 
THE DE HAVILLAND AIRCRAFT OF CANADA LTD. 
1001 Federal Buildings, 85 Richmond Street West, Toronto 2, Canada. 
Telegrams : Moth, Toronto. 
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WORLD TO FLy | 


Pat CE 


£650 


READY TO 
FLY AWAY 


+ 


650 


THE OLD FIRM. 


The Aeroplane 


A section of the illuminated display of models of historical British aircraft, arranged for 


The Royal Aeronautical Society, the oldest aeronautical organisation in the World, by Mr. Hodgson and Major 


Villiers. 


The whole of the exhibit is about three times as long as this, and attracts much attention. 


With 


the cases of historic documents and pictures, in the same gallery, lent by the R.Ae.S., and Mr. Hodgson and his 
friends, this forms one of the most valuable and educative sections of the Show. 


The English Section. 


Though the English section is small, it is good, and our 
German friends are generous in their praise of our design, 
workmanship and finish. 

THE DE HAVILLAND AIRCRAFL CO. LID., 
Stag Lane Aerodrome, Edgware, Middlesex. 

The De Havilland people show one Moth with slotted 
wings. It is a beautiful example of show finish, and cer- 
tainly attracts as much attention as anything in the whole 
exhibition. The name of the Moth seems as familiar in Ger- 
many as in England. In fact the word Moth, or Motte, ap- 
pears to be the general term for light aeroplanes, or at any 
rate light biplanes, in most parts of the country. 

With it are shown a pair of skis for winter flying and a 
pair of floats built by Short Bros. Also on the stand is a 
Williamson HKagle camera which excites much interest. There 
are also Vairey-Reed air-screws and a wonderful array of 
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aerodromic equipment, such as the De Havilland teleph 
for instructors, De Havilland wheel-chocks, etc. | 


THE BLACKBURN AKROPLANE AND Motor Co. JID. 
Olympia, Leeds. | 

The Blackburn Company show a Bluebird with an / 
strong Siddeley Genet engine. Also there is a Blackburn 
to show how the machine can be turned into a seaplane 
Of considerable interest also on this stand is a model 
three-engined monoplane boat, which should be a wo 
successor to the Iris. | 


ARMSTRONG SIDDELEY Motors L‘1D., | 

Coventry. | 

Here are shown the Jaguar, Mongoose, Iynx and G 
engines. hey are beautifully got up for the show, | 
though a show finish cannot add in any way to their | 
reputation for efficiency, it certainly does attract public a 
tion. 


THE ENGLISH SECTION.—The Moth and the two Avians, with the Napier, A.D.C.. Hughes, Handley Page, 


Palmer, Gloster and Imperial Airways stands behind. The big machine on a level with the gallery is a Focke: 
Wulf Moewe, in the German Technical Section, specially equipped for aerial survey work, 
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TILL PIONEERING.—The two Avians (Genet and Cirrus) among the first four British aircraft to be exhibited 
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in Germany. 


| D. NAPIER AND SON L1D., 

: Acton, W.3. 

2 is shown a Lion engine of the series XI. This is a 
cation of the type which was used in winning the 
ider Trophy last year. It is, one believes, the first 
hat a Lion of this type has been on show, and all sorts 
ign potentates and powers have been to visit it. 


ROLLS-ROvcE LD., 
14-15, Conduit Street, London, W.1. 
e is a Rolls-Royce Falcon of the latest type,—with 
ig and braiding against interference with short-wave 
ss and all other improvements. It looks beautiful and 
‘s much attention. 


AOD GCreATRCRARTY I/TD., 
Regent House, Kingsway, London, W.C.2. 

2 we have an A.D.C. Nimbus in the middle of the stand 
m one side of it a Cirrus Mk. II (75/80 h.p.) and on 
her a Cirrus Mk. III (85/95 h.p.). Behind are some 
cups which excited so much admiration that a humorous 
in exhibitor, having admired them, went away and 
back some time afterwards to lament that he had 
mable to hire in Berlin similar cups to make his own 
equally attractive. 


BRISTOL, 


Bristol stand, owing to a rather late decision about 
gto Berlin, was at first cast into an outer darkness 
it shared the interest of Herren and Damen. By Wed- 
7 the diplomacy of Major Darwin and Capt. Bartlett had 
ed a piece of Belgium, and the Bristol Co. figured on 
zn-board as a self-determined nation. 

*, Well in the light, a supercharged Jupiter VII, a 
t Via, and a Titan attract the attention which they 
’é as the most manufactured engines in the World. ~ 


: HANDLEY Pacr Ltp., 

, Cricklewood, Iondon, N.W.2. 
218 shown the wing of a light aeroplane fitted with 
mous Handley Page slot and placed so that all and 
7 may pull it about to see how it works. 
*€ is also a model of a monoplane fixed in front of an 
€ fan to demonstrate how the slots work automatically. 
monoplane, being of the thick-winged type, seems to 
some arguinent, because the advocates of thick wings 
irgued not only that Handley Page slots are unneces- 
n thick wings, but that they will not work when fitted 
h wings,—and the model shows that they do work. 


HENRY HuGHrEs AND Son AD 
59, Fenchurch Street, London, E.C.3. 

famous firm of Hughes show a vast assortment of navi- 
mstruments. ‘They have 16 varieties of compasses 
* hey have a periscope wind-gauge bearing plate, 
* Course-laying devices, and numerous other instru- 
ae evidently interest German air-navigators con- 

. 

IMPERIAL ATRWAYS liAiap,: 
yS House, Charles Street, Haymarket, London, S.W.1. 
pape nnd only air-line has a stand in the hall on 
EASY Stve a display df posters and various leaflets and 
gliders for distribution. They also have an excellent 
model of a Short Calcutta flying-boat. 
ne exit from the hall is a full-sized cabin of an Arm- 

Argosy’ with a lay figure of a ‘ Silver Wing” 
oy - the seats are empty one is left in doubt as to 
1S represents the Winter service or whether the 


gers have formed th ini i i 
e€ same opinion of the chairs which 
Ids oneself. , : 


, 


PALMER TYyRE LTD., 
1oo, Cannon Street, London, E.C.4. 

The famous universal providers of aeroplane tyres show a 
variety of their well-known tyres and wheels. But the most 
interesting thing on the stand is the display, for the first 
time, of the new Palmer brakes. 

The Palmer brake is one of those delightfully simple in- 
ventions which can only be described as silly. When one 
sees it one wants to retire into a corner and kick oneself 
for not having thought of it before. It consists, in essence, 
of an ordinary brake-drum with, inside it, a ring carrying what 
amounts to the tube of a tyre. On what may be called the 
“tread” of this tube is a series of pads of some brake- 
material. When the tube is inflated these pads are pushed 
out into contact with the brake-drum. The ring has fingers 
projecting between the pads to prevent the tube from being 
dragged round by the revolving drum. And that is that. 

The inflation of the tube can be done in a variety of ways, 
all equally simple. So there you have a quite perfect pnen- 
matic brake. There is no room in this report for a complete 
description of it, but it will be described and illustrated in 
detail in this paper as soon-as_ possible. 


C. C. WAKEFIELD AND Co. LY‘D., 
Wakefield House, Cheapside, London, E.C.2. 
The famous oil firm has quite a striking stand on which 
are displayed samples of Castrol and of the other Wake- 
field products, together with descriptive matter advertising 


THE CROWN PRINCE AND ENGLAND.—The German 
Crown Prince discussing with Sq. Ldr. England, of 
Handley Page Ltd., the model of a slot-winged monoplane, 
amid an admiring crowd of German youths, who are at 
least as interested in the model as in the Prince. 
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(AVIATION) LIMITED 


ACCESSORIES FOR 
AIRCRAFT. 


Enquiries of Aircraft constructors and 
users are invited for the following 
specialities manufactured by Vickers 


(Aviation) Ltd. : 


Vickers (Patent) Petrol Cccks 


(light pattern). 


Vickers Petrol Pumps  (hand- 
operated and windriven). 


Petrol Filters and other accessories 
for petrol, oil and water systems. 


Vickers-Davis Navigation Lamps 
(light pattern). 


Generating Equipment for Aircraft 
Lighting. 


Vickers-Reid Control Indicator. 


Vickers-Potts Oil Coolers. 


Vickers Oleo-Pneumatic Under- 
carriage and tail skid  shock- 
absorbing units. 

Vickers Universal Pulleys and 
Guards for light control. 
Streamline Wires and Swaged 
Tierods. 


‘“‘Malleville” Adjustable Pipe Clips. 


ACCESSOIRES 
POUR AVIONS. 


Nous invitons MM. les constructeurs et 
acheteurs d’avions de communiquer 
avec nous au sujet des spécialités citées 
Ci-apres : 

Robinets d’essence, brevetés 

‘‘Vickers” (modeéle léger). 


Pompes a essence ‘‘Vickers” (a 
main et 4 moulinet). 


Filtre a essence, et autres accessoires 
pour systémes d’essence, d’huile et 
d’eau. 


Vickers- 


Lampes de _ navigation 
Davis (modele léger). 


Equipement électrique d’éclairage 


de bord. 


Indicateur de 
Vickers-Reid. 


Radiateurs d’huile ‘‘ Vickers-Potts.” 


contréle de_ vol 


Systemés amortisseurs oléo-pneu- 
matiques de train d’atterrissage et 
béquilles ‘‘Vickers,” 


Poulies Universelles et guide-cable 
‘Vickers’? pour charge légére. 


Haubans fuselés et tirants étampeés. 


Colliers réglables de ‘‘ Malleville” 
pour tuyauteries. 


VICKERS HOUSE, BROADWAY, LONDON, 5S W 1. 
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VICKERS 


(AVIATION ) LIMITED 


ZUBEHOR FUR 
LUFTFAHRZEUGE. 


Erbauer und Gebraucher von Luftfahr- 
zeugen werden auf die folgenden 
Spezialfabrikate von VICKERS 
(AVIATION) LIMITED aufmerksam 
gemacht : : 


Vickers (Patent) Benzin-Hahne 
(Leichtes Modell). 

Vickers Brennstoffpumpen (fiir 
Hand-u. Windbetrieb). 
Benzinfilter und anderes Zubehor 
fiir Benzin—, Ol-u. Wasser- 
Systeme. 

Vickers - Davis Positionslampen 


(Leichtes Modell). 


Stromerzeugung-Anlage fiir Luft- 
fahrzeugbeleuchtung. 


Vickers-Reid Flugkontrollapparat. 
Vickers-Potts Olkihler. 


Vickers Oleo-Pneumatisiche 
Stossfanger fiir Unter-Fahrgestelle 
und Schwanzstutzen. 


Vickers Universal-Riemenscheiben 
und Schirme fiir leichte Belastung. 


Profildrahte und Gesenk - Anker- 
stabe. 


PMalleville” 
Rohrschellen. 


verstellbare 


ACCESORIOS PARA 
AVIONES. ! 


Rogamos que todos los constructores y 
compradores de aviones nos consulten 
para las especialidades siguientes : 


Grifos de _ gasolina  patentados 
“Vickers” (modelo ligero). 


Bombas de gasolina ‘‘ Vickers’”’ (a 
mano y a molinete’. Purificador 
de gasolina y otros accesorios para 
sistemas de _ gasolina, aceite y 
agua. 


Lamparas de navegacion “ Vickers- 
Davis’’ (modelo ligero). 


Equipo eléctrico de alumbra de 
bordo. 


Reg’strador de vuelo “Vickers- Reid.” 
Radiadores deaceite' Vickers-Potts.” 


Sistemas de frenos oleo-neumaticos 
del tren y del soporte de cola. 


Poleas y garruchos ‘“‘ Vickers”’ para 
carga ligera. 


Cables perfilados -y obenques 
extendidos. 
Argollas arreglables ‘‘ Malleville”’ 


para sistema de tubos. 


VICKERS HOUSE, BROADWAY, LONDON, S.W.1. 
Works : WEYBRIDGE, SURREY. 
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the various triumphs achieved with the aid of the Wakefield 
firm. 

THE GLOSTER AIRCRAFT COE wipe 

Sunningend Works, Cheltenham. 

The Gloster people show, for the first time in public, the 
Hele-Shaw variable-pitch airscrew. This was described fairly 
fully in THr AFROPLANE quite recently. For the benefit of 
those who missed that description, one may say that the pitch 
of the screw is altered- by’ a hydraulic gear which is fitted 
with a governor which alters the pitch of the screw under 
varying conditions of load, so that the engine is kept at a 
fixed rate of revolution. 

The governor itself is under the control of the pilot, so 
that the rate of revolution can be varied at will. In the 
event of anything going wrong with the mechanism, either 
by accident or enemy action, the pitch of the screw returns 
to_a position which gives the engine normal revolution. 

Unfortunately the exhibit was not got into working order 
until late in the first week of the show, owing to the diffi- 
culties with the fitting up of the stands to which reference 
has been made in the introduction to this report. 


A. V. ROE AND Co. L‘1D., 
Newton Heath, Manchester. 

The Avro firm show two complete Avians, one with a Genet 
engine and one with a Cirrus. Both look very smart, with 
the orthodox Avro style of painting, one in red and white 
and the other in blue and white. Also the stand shows a 
number of artistically arranged placards on which the ex- 
ploits of Avians are set forth in German. 


France. 


The French exhibit is quite interesting and includes two 
machines which are distinctly new. 

The Nieuport-Delage 640 is the latest product of-this dis- 
tinguished firm and is quite one of the best machines in the 


The Aeroplane 


“THE FRENCH EXHIBIT.—Leit to right,—the new Blério! 
Nieuport cadin-monoplane, and the Potez biplane, 


FRANCO-AMERICAN.—The Nieuport-Delage cabin monopl 
Whirlwind engine built by the 


cayin-monoplane, the 


veteran Brégueét, 
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FRENCH DESIGN.—The undercarriage, cabin-light- 
ing, and injector-exhaust arrangement of the Nieuport: 
Delage. | 

whole show. It is a cabin monoplane of distinctly American 
type with a full cantilever wing tapering gracefully in plan 
and front elevation, and it is interesting to note that the wing 
is bi-convex near the root. ‘The tail and fin are also full 
cantlcvers. fo the frout view of the machine ds extremely 


ane, a Wright 


of very American appearance, with 
Hispano-Suisa firm. 
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A NEW FRENCH DEVELOPMENT.—The Blériot low: wing cabin monoplane, with an Hispano-Suisa engine. 


The cabin holds four passengers and there are seats 
vo pilots with dual controls, one of which can be put 
f action at the will of the first pilot (a distinctly good 


: chief objections to the machine are that the cabin ac- 
odation is very cramped and the side door into the cabin 
yy small, so that in the event of an accident the best 
mit for the passengers would be over the body of the 
1 pilot, who has quite a large door behind him. Also 
is no way out for the two aft passengers except over 
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| NOVEL UNDERCARRIAGE.—The wheel-forks and 
| sprung wheels of the Bl¢ériot monoplane. 
| 
| 


BELGIUM’S CONTRIBUTION. 


The Stampe et Vertongen light monoplane, 


the bodies of those in front. Furthermore the ventilation of 


the cabin seems inadequate. 

Apart from that the machine is very good indeed. With 
a Wright Whirlwind engine built by the Hispano-Suisa Com- 
pany, the speed is given as 1900 km.p.h. The price quoted 
by a very keen French attendant is Frs. 150,000, which seems 
impossibly low. 

The Blériot 11r is another new machine. It is a braced 
low-wing monoplane, the wing of which is distinctly canti- 
lever. The undercarriage is curious, the wheels being carried 
in forks like those of a bicycle, the said forks forming part 
of a rigid structure with the wings. The wheels themselves 
are of the internal-sprung type designed by the Blériot firm. 
The accommodation is for four passengers and two pilots 
with petrol for ten flying hours, which seems a pretty big 
load to put onto a 250 h.p. Hispano-Suiza engine. Neverthe- 
less the whole design is so clean that the engine probably 
gets away with it. 

As a contrast to these two machines there is shown the 
old Breguet on which Messrs. Costes and Le Brix flew across 
the South Atlantic, the whole of South and North America, 
and nearly all of Asia. 

The fourth exhibit is the Farman F.100, a postal machine 
with a 230 h.p. Titan engine. It is a braced high-wing mono- 
plane carrying four passengers and the pilot, and has already 
been described in the report of the Paris Aero Show. So 
has the Potez biplane, which is the fifth exhibit. 

There is also shown in this area a mock-up of the body of 
the F.180, the big tandem-engined Farman air-liner which is 
known on paper as the “ Flying Bar,’”’ though one has never 
heard of its flying, either with bar or without. It is of course 
simply an advertisement and no more a practical proposi- 
tion than an aeroplane with a dancing floor. Drinks can 
be served in an aeroplane without a bar counter. 


with Renard engine. 
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Whether because of the bar or not Farman appears in the 
sign-board as a separate nation ranking with ‘‘ Frankreich ” 
and ‘‘ Italien,’ so the bar may have been working when the 
signs went up. 

Belgium. 

Stampe et Vertongen show the R.S.V. (having left out 
the terminal P). This is a neat little two-seater high-wing 
braced-monoplane with a 5-cylinder radial Renard engine 


The Belgian Stampe et Vertongen in outline. 


of 100 lp. and a perfectly plain cross-axle undercarriage. 
The whole effect is something like a Westland Widgeon, but 
not quite so well finished. 

The Sabea firm show a tail-unit made in their own system 
of metal construction 


Czechoslovakia. 

The Aero A.23 is a braced single-bay biplane with a Walter 
Jupiter engine 420 h.p. It carries seven passengers and 
two pilots, the pilots being seated high up behind the ‘cabin, 
each with a little streamline hump behind him, which looks 
most comic when seen from behind. The speed is given as 
183 km.p.hr. 

A placard announces that machines of this type on the 
Czechoslovakian air-lines cover 2,600 kms. daily and have 
run for the past year with 97% regularity. The whole 
machine is a good solid piece of work and is a credit to its 
producers. 

The Avia B.H.29 is a thick-wing single-bay braced biplane 
with N struts. It is a two-seater with a g-cylinder Walter 
engine (120 h.p.), and has a speed of 150 km.p.hr. The 
fuselage, even on close inspection, appears to be covered 
with polished aluminium sheet, in which the rivets have 
somehow been concealed. Actually it is covered with ply- 
wood painted with aluminium and then varnished. ‘This 
finish is very effective and is probably durable. 

The Avia B.H.1r is a low-wing braced-monoplane with a 
Walter 60 h.p. engine. It is a quite pretty two-seater with 
a top speed of 160 km.p.hr. and a cruising speed of 135 
km.p.hr. The fuselage has the same deceptive covering 
as the B.H.20. 

The Letov S.18 is a braced biplane with a Walter 60 h.p. 
engine, Its speed is 160 km.p.hr. The pilot and passengers 
are seated in tandem in one cockpit, which seems con- 
venient for a training machine. 

The Letov §.316 is an all-metal single-bay braced biplane 
with a Hispano-Suisa engine (600 h.p.). It seems to be 
quite a useful two-seater fighter or general-purposes machine. 


CZECHOSLOVAKIAN TRANSPORT. 


The big Aero biplane, with an Avia beyond it on the right. 
ground is the Farman ‘ Bar.’’ 


With a Hispano of 450 h.p. its speed is 245 km.p.hr. — 
with a 600 h.p. Hispano the machine must be about as ge 
as anything on the market. 


Italy. = 

The Italian exhibit is really one of the most amusing 
the show. Not only is it a comprehensive if small exhibiti 
of fighting machines in a show which is strictly limnited | 
civil aircraft, but every Italian machine flaunts on each si 
the fasces and axe which form the official badge of t 


—Fascisti (it is in fact the official mark of all Italian w 


machines), thus providing an effective counter-blast to t 
sickle and hammer which is blatantly displayed oyer t: 
Bolshevik stand, the other side of the gangway. 

The Fiat C.R.20 is a very pretty single-seat fighter sho, 
at the Paris Show two years ago. It has a Fiat A.20 engi 
(430 h.p.). Despite the machine-gun channels in the t 
of the cowling, it is described as a single-seat postal machir 

The Fiat R.120 with a Fiat A.22 engine 570 h.p. is a brac 
high-wing monoplane, actually a 2-seat fighter. The swelli) 
on the top of the fuselage which takes the gun-ting h 
been provided with a wind-shield to look ciyil. This is t 
type of machine on which His Excellency Balbo and } 
cortége of Italian officers flew to England last Summer, | 
the famous occasion when they were met at our coast by o: 
of our crack pursuit squadrons as a courtesy escort, and fl 
so fast that they arrived at the aerodrome allotted to th« 
near Tondon before the escort could overtake them. 

The S.s9-bis is a Savoia flying-boat with a single Iso: 
Asso engine (500 h.p.). This machine actually flew dir¢ 
from Rome to Berlin. ‘he forward cockpit is covered wi 
a piece of wood which is held in place by the nuts and ho 
which would ‘normally secure the gun-ring. 

The Breda A.7 is a 2-seat fighter with an Isotta Asso (5 
h.p.). It is a high-wing braced-monoplane with a slab-sid 
fuselage and an equally slab-sided undercarriage, the ust 
struts being covered by metal trousers. ‘The whole machi: 
looks workmanlike enough, but the finish is very un-Italia| 
This machine also flew from Rome to Berlin. . 

The only truly civilian machine in this area is the Mac! 
monoplane which flew in the Schneider Trophy Contest ¢| 
subsequently captured the World’s Speed Record. 


Russia. | 


The exhibit of the Union of Socialist Soviet Republi 
makes a display which is certainly striking. It is ve 
neatly arranged, the ideas in the machines shown are cley, 
and, if not actually original, do at any rate show that bra; 
have been used in adapting or varying current ideas. 1) 
workmanship is distinctly good, and all five machines sho) 
are interesting. | 

The A.N.T.3, is a so-called postal biplane built to the ( 
signs of the engineer A. N. Toupelleff. Actually it is) 
very presentable two-seat reconnaissance machine or fight 
It is built by the establishment known as Aviatrust, wh) 
appears to be one of the many Russian Government esti 
lishments formed for the production of aircraft of w. 
Whether it is financed direct by the Russian Goyernm«¢ 
or by forced contributions from members of a so-called ae} 
nautical society, is not known. - | 

The engine is called an Aviatrust 4oo h.p., but as a mat! 
of fact it is a perfectly good American Liberty engine, w' 
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GENESIS. 


2fore obtaining the World’s rights of 
e “Spartan,” we naturally submitted 
*r to every conceivable test. Her 
terchangeable wings and control sur- 
ces gave her distinction, but we had to 


» satisfied that she was really the best 
sht aeroplane before we would permit 


x to multiply. In these eugenic in- 
-stigations we obtained the first-hand 
yinions of pilots of all classes — test 
lots, air line pilots, military and naval 


yers, club instructors, owner drivers. 


Te venture to think there has never 


2er any such unanimity of opinion 
. Although one 
as impressed with this feature and 
‘e other with that, they were 
1 convinced of one fact—that the 
Spartan” is a great advance on any 
hes light aeroplane. 


yout an aircraft. 


| This is why we are building 


fitted with 


INTERCHANGEABLE WINGS and 


SIMMONDS CIRRUS SPARTAN 


£620 


A.D.C. CIRRUS MARK III ENGINE. 


GENESE. 


Avant de nous assurer la _ licence 
mondiale du “Spartan,” nous avons 
soumis cet avion a toutes sortes 
d’épreuves imaginables. Ses ailes inter- 
changeables et ses commandes de vol 
lui donnaient de la distinction, mais 
nous devions nous convaincre qu’il était 
réellement le meilleur avion léger avant 
de lui permettre de se multiplier. Au 
cours de ces recherches eugéniques nous 
avons obtenu les opinions directes des 
pilotes de toutes les catégories—pilotes 
d’épreuves, pilotes de lignes aériennes, 
aviateurs de l’armée et de la marine, 
moniteurs des clubs, pilotes particuliers. 
Nous osons penser qu’ll n’y a jamais 
eu une telle unanimité d’opinion con- 
cernant un avion. Bien que celui-ci 
ait recu la meilleure impression d’une 
caractéristique quelconque et celui-la 
d’une autre, ils ont tous été convaincus 
d’un fait—c’est & dire que le “Spartan” 
constitue un grand développement sur 
n’importe quelle autre avionnette. 


Voici pourquoi nous construisons des 


SPARTANS 


SIMMONDS AIRCRAFT LTD., 
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GENESIS. 


Ehe wir die Weltlicense fuer das 
“Spartan’”’ Flugzeug erworben haben, 
wurde diese Maschine natuerlich jeder 
denkbaren Probe  unterbreitet. Sie 
zeichnet sich dorch ihre umwechselbaren 
Fluegeln und Leitwerk besonders aus, 
wir hatten uns aber davon zu vergewis- 
sern, dass sie wirklich das beste 
Leichtflugzeug war, bevor wir ihm 
erlaubten, sich zu multiplizieren. 

Waehrend dieser eugenischen Erfor- 
schunygen erlangten wir die Meinungen 
von Flugzeugfuehrern aller Art— 
Probenfuehrern, Verkehrsfuehrern. 
Militzrischen und Seepiloten, Klubs- 
Unterrichtern und Privatfuehrern, Wir 
wagen, daran zu denken, dass es nie 
eine solche Einmuetigkeit ueber ein 
gewisses Flugzeug gegeben hat. Ob- 
gleich der eine mit dieser Charakterisk 
und der andere mit einer anderer 
eingedruckt war, waren alle von der 
Tat vergewissert, dass das “ Spartan” 
eine grosse Entwickelung ueber irgend 
welches Leichtflugzeug darstellt. 


Aus diesem Grunde bauen wir 


R 
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a Russian name-plate on it. The U.S.S.R. have, for some 
years, been buying up ail the Liberty engines and all the 
unassembled parts of Liberty engines on which they could 
lay hands in the States and elsewhere. One believes that 
they have even gone to the extent of paying for them. So 
this may be either a completely American engine or one 
that has been assembled in Russia. It seems to be practi- 
cally the same thing as the alleged Russian engine known 
officially as the Bolshevik, which is, in fact, a ‘ Chinese ”’ 
copy of the Jjiberty. 

The A.N.T. machine itself is built of the aluminium alloy 
made in Russia which is known as Koltjugalumin. The 
lines of the machine are good. ‘The top line of the fuselage 
is practically horizontal, and the lower line runs up to the 
tail from a pigeon-breasted front, the section of the fuselage 
aft being a deep triangle. The wings and fuselage are all 
covered with corrugated Koltjugalumin, so that the general 
effect is rather that of a deformed Junkers, and the wings 
are connected by an ingenious form of Kk strut. 

The second machine is described as a Sanildtsflugzeug. 
This is a very ordinary biplane with a fuselage of practically 


OLD AND NEW.—The wooden bow undercarriage of 
the all-aluminium-alloy Russian light monoplane. 


square section designed to carry a couple of stretcher cases 
and a nurse or doctor, and a pilot. The engine is called a 
type M.6 300 h.p. In fact it is a perfectly ordinary Hispano- 
Suisa. 

The Stiirmvogel (the Russian name cannot be produced) 1s 
a light aeroplane built by the Ossoaviachim (or Society of the 
Friends of Chemical and Air Warfare). It is a low-wing 
braced monoplane of a mongrel type combining a bit of the 
De Havilland light monoplane, plus the Parnall Pixie, plus 
a bit of Klemm, plus a Bristol Cherrb engine (or an illicit 
copy of it), plus an undercarriage consisting of a simple 
wooden arch which probably works very well, plus a floating 
tail-plane which is at once elevator and stabiliser. 

The fourth machine is an ordinary single-bay braced bi- 
plane for school work, also built by the Aviatrust. It has a 
100 h.p. radial engine (which might have been designed or 
built by anybody) with steel cylinders and aluminium heads. 

The whole machine is quite clean, simple and neat in 
design, and has none of the freak ideas which seem to be in- 
separable from all Russian productions, even when they are 
copies of something else. 

The fifth machine is called the Tri-Druga, or Three Friends, 


THE THREE BOLSHEVIK FRIENDS.—Showing the 
quaint spread-eagle undercarriage,—not to mention the 
U.S.S.R. and the Hammer and Sickle. 
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officially it is called Ossoaviachim N.830. The three friends 
apparently are engineers Sutugin, Semionow and Gorelow. 

One fears that the three friends must be imperilling 
their lives by thus advertising themselves. In a Socialist 
Soviet Republic advertising of the individual is generally 
discouraged by execution or by permanent imprisonment 
unless the individual has become too powerful to be abolished 
by any process other than assassination. Incidentally, the 
last-named of the three friends would appear to be a rela- 
tive of our amiable Under-Secretary of State for Air in our 
Labour Government. Surely the noble Lord cannot haye 
renounced his peerage, as an Irish peer has done, and haye 
gone one worse by turning Bolshevik instead of merely Re- 
publican. 

The machine is a high-wing braced monoplane, a two- 
seater with a round section fuselage. The pilot and passen- 
ger crawl in under the wing as in the A.N.E.C. and the 
Weebee. It has a Cherub or a near-Cherub engine. An 
original feature about the machine is its curious under- 
carriage, in which the struts are spread-eagled with some 
kind of a spring arrangement connecting them instead of 4 
cross-axle. . 

The exhibit includes air-screws, wheels, radiators, tie- 
rods and other component parts, all made by Aviatrust. There 
is also a snow-sledge built by Aviatrust with a Bistol Lucifer. 


; Bes: Holland. 

This exhibit is a sad disappointment. One had expected 
to see the latest Koolhoven, light monoplane and an example 
of a modern Fokker, but in fact the exhibit consists merely 
of models of machines produced by these two famous de- 
signers and some very interesting maps and photographs 
shown by the K.I).M. people. 


: Colombia and Bolivia. 

Here is a joint exhibit, evidently under the inspiration of 
the great Junkers firm, from these two out-of-the-way 
countries. In each there exists a very successful air line 
formed by German enterprise and operated with German 
thoroughness. : 

_The Scadta line in Colombia is actually one of the largest 
air-lines in the World and it has always operated success- 
fully as a commercial enterprise without Government 
subsidy. 

The Aero-Iloyd Boliviano, which operates six Junkers 
machines in a country in which the aerodromes vary in leyel 
between 15,000 feet and nothing seem to carry on with 
almost equal success, though they have had: one or two 
rather bad accidents. The exhibit consists chiefly of maps 
and a number of extraordinarily interesting photographs of 
the country over which these lines operate. 


U.S.A. : 

A delightful room for a rest, full of nice pictures and a 

parachute. The States are too busy filling the home market 

to worry about foreign markets. The question is whether 

American manufacturers will overflow into the rest of the 

World before British manufacturers wake up and make what 
is wanted Overseas. 


OUR NEXT AERO SHOW. 

Jointly with the Society of British Aircraft Constructors 
Ltd., the Society of Motor Manufacturers and Traders Ld., 
has put in hand the organisation of the Seventh International 
Aero Exhibition, which will be held at Olympia, Kensington, 
W., from July 16 to 27, 1920. 

The date has to be fixed as stated because Olympia can- 
not be had a fortnight earlier. ‘That would be a better date, 
in that distinguished visitors from the Continent to the 
R.A.F. Display could then be induced to stop a few days 
extra for the Show,—during which few days they could be 
entertained by the Royal Aero Club and the §S.B.A.C. and 


personal friends,—and so be put into a good humour for the | 


Show. 
land twice-in a fortnight. 
Of course the R.A.F. is not concerned with the Trade, 


As it is they can scarcely be expected to visit Hng-_ 


but the strength of the R.A.F. must be based on a strong. 


and healthy Aircraft ‘rade (vide Mr. Churchill and others), 


so perhaps the R.A.F. could for once help to strengthen the | 


Trade by postponing the Display to fit the Show. After all, 


Hendon belongs to the R.A.F. and can be used on any date 
which the Air Ministry wills. One makes the suggestion 
ii all sharmalitye—CaG aes 

THE ANTARCTIC SURVEY 


Sir Hubert Wilkins, Lieut. Bielson and the other members 


of the expedition which is to survey the Antarctic Continent | 
by air in the endeavour to find suitable bases for meteoro-— 


logical stations, arrived at Monte Video on Oct. 9 on the 
s.s. Southern Cross. : 

The two Lockheed Vega monoplanes and other items of 
equipment are being trans-shipped to the Norwegian whaling 
ship Hectoria, which 1s due to sail for Deception Island, 
the expedition’s main base, on Oct. 24. 
hopes to be able to start operations in November. 


Sir Hubert Wilkins 
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Great achievement such as the 
Schneider Cup victory testify to the 
excellence of Ethyl. 
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thy Petrol demanded, Pratts Ethyl Petrol may 
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THE ROYAL AIR FORCE. 


The London Gazette. 


ROYAL AIR FORCE. 

GENERAL Dutits BRANCH.—The following are granted temp. comns. as 
Fle. Offs. on attachment for duty with the R.A.F. (Sept. 30) :—Lt. 
J. H. Charsley, R.N., Sub-Lt. I. C. Rowe, R.N., Mate R. W. Wicks, R.N. 

The following are promoted with effect from Oct. 10:—FLT. Lts. TO 
BE SQ. LpRS.—R. W. Chappell, M.C., A. H. Wann, T. W. Elmbhirst, 
ALEC. oH. Kerby, 1iS:Ce Ask Cyawe. cHelmore, GaG. RinOdessmumru 
Sadler, A. G. Bishop, A.F.C 

FLiG. OFrs. 10 BE Fur. Lts.—G. A. R. Muschamp, J. R. D. Goadsby, 
S. €. Black, M.M., R. E. Bain, EB. B. Addison, F. C. IT. Rowe, W. CC 
Valey Res. “Blicke, Ch. Sealy, WaC* je Billo J). mubaLcent, 
H. W-: ‘Taylor. 

The following Plt. Offs. are promoted to the 
Ho (C)iMarett= Jans ral eBy AS Ae Crummy (lana) GG. Neo leat 
(Sept: / 19). Fig. Off Eo W.. Mundy is transferred to the JReestrve, 
Ciass A (Oct. 4); Flg. Off. (Hon. Flt. I.t.) I.. S. Hamilton resigns’ his 
S.S. comn. (Aug. 29); Flg. Off. M. oe Miln relinquishes his S.S. comn. 
on account of ill-health (Oct. 9); J. W. Hawkins, R.N., Flg. Off., 
R.A.F., relinquishes his temp. comn. on return to Naval duty 
(Aug. 16). 

SToreS BRaANCH.—'The following officers are placed on the retired list on 
account of ill-health :—FIt: It. J. Iamdon (Oct. 8); Flg. Off. O. W. T. 
Rogers (Oct. 9). 

ACCOUNTANT BRANCH.—PIt. Off. on probation C. Rendle resigns his 
perm. comn. (Sept. 14). (Substituted for the notification in the 
Gazette of Oct. 2.) 


October 9. 


rank of Flg. Off. :— 


ATR FORCE OFFICERS. 
Makgill-Crichton-Maitland is granted 
a commn. in the Special Reserve as a Plt. Off. on probation (Sept. 3); 
Plt. Off. on probation H. J. Padfie!d is confirmed in rank (Sept. 13). 
The following Flg. Offs. are transferred from Class A to Class C :— 
EK. Fulford (Oct. 5); V. C. Cordingley (July 29); A. H. Padley (June 7); 
A. A pRoley, “AGE Gy (Oct 5): 

Flg.. Off. H. J. Phillips is transferred from Class AA to Class C 
(Aug. 4); Flg. Off. H. C. E. C. P. Dalrymple is transferred from Class 
C to Class A (Sent. 26). 

Fle. Off. W. Dougall resigns his comn. 
Dawson relinquishes his comn. on account 
mitted. to retain his rank (Oct. 10). 

AUXILIARY AIR FORCE. 
Dutirs BRANcH.—The following to be Plt. Offs.:—No. 603 
(BOMBING) SQDN.—A. Wallace (Sept. 11). No. 605 


RESERVE OF 
GENERAL DUTIES BRANCH.—H. D. 


(May 24); Plt. On Ce S! 
of ill-health and is per- 


GENERAL 
(City OF EDINBURGH) 


(COUNTY OF WARWICK) (BOMBING) SQDN.—S. J. Huins (Aug. 10). 
Appointments. 
Week ending Oct. 15. 

GENERAL DUTIES BRANCH.—Wing Commanders F. I.. Robinson, D.S.O., 
M.C., Ee, to No. 10 Sqdn., Upper Heyford, to’ command, 21/9. 
“. R. Manning, D.S.O., M.C., to No. 7 Sqdn., Worthy Down, pending 
taking over command, 1/10. A. D. Cunningham, C.B.E., to No. 5 
F.I.S., Sealand, to command, 1/10. P. Babington, M.C., A.F-C., to 
H.Q., Inland Area, for Personnel Staff duties, 1/10 


Squadron. Leader B. McEntegart, to Air Ministry (Dept. of chy 


of Air. Staff) ,\2/ 10. 
Flight Lieutenants G. 


E. Gibbs, MC.) to, Gass Wittering, 2/ 


Ik... Pyne, -D.EC., tojGiE-s., “witteriie. oiae! S. H. Ware, to Stati 
H.Q., Cattewater, 2/10. E. A. C. Britton, D.FiC, to No, 36 Sad 
Bircham Newton, 15/10. J. C. Stevens, to A. and G. School, ; 


church, 24/9. HE. H. M. David, to Superintendent of Reserve, Hend 


t/1o. C, &. Maitland, D.F.C., to School of Photography, Farnborou; 
Io/ 10. : : ' 

Flying Offers C. R. Mason, to R.A.F. Station, Kenley, ;/ 
N. H. N. Fletcher, to C.F.S., Wittering, 25/9: 


MepicaL BRANCH.—F lying Officers P. B. I,. Potter, M.B., to Medi 


Training Depot, Halton, 2/10. J. lL. Groom, N. M. Jerram)"G. 
Paton, M.B., R. W. N. Robins, M.B., B.A., G. O. Williameyy B.s 
to Medical Training Depot, Halton, oa appetmeee to S.S. Comn 
2/10. 

StoRES BraNcu.—Flight Jieutenant H. Cartwright, to No. 4 Sto 
Depot, Ruislip, 9/10. 


H.Q., R.A.F., India. 


Headquarters, R.A.F., India, will move from Simla to Nh; 
Delhi on Oct. 22, 1928. Telegrams will be dealt with 
Simla up to and including Oct. 21, 1928. 

All correspondence for the Air Officer Commandin 
R.A.F., India, will be addressed to: Imperial Secretari; 
South Block, New Delhi. . 


The Fleet Air Arm. 


A Vleet Order states that Royal Marine officers attache 
or seconded to the R.A.F. who are desirous of taking e 
aminations for promotion in the Royal Marines are then 
selves responsible, when serying at R.A.F. shore station 
or otherwise not borne on ships’ books, for making applic 
tion to be examined. Attached officers who are borne ; 
ships’ books will continue under the provisions of Articls 
769 and 770, King’s Regulations and Admiralty Ins 


A Fatal Accident. 


jhe Air Ministry regrets to announce that as 
an, accident at Hendon Aerodrome to a Fairey Fox 
of No. 12 (Bombing) Squadron, Andover, on Oct. 
Lt. William Edmund Somervell, A.F.C., the pilot 
craft, and 243592 Cpl. Christopher John Loud wer 

At. the inquest at Hendon on OGts)15,)-Sdaueceam : 
Andover, said that the machine was a Fairey Fox day b 
had done 302 hurs’ flying. It was 18 months’. old, and he 
certain’? it had been tested. the day befere. Replying to 
he said that he had not got the log-book. ‘The tail of the 
came off, presumably because some fitting had bicker : 
nose-dived this machine at 250 miles an hour. 

Wing Cdr. Rice said that the machine was taken down ‘and i 


8 


SQUADRON FORMATION.—No. 32 (Fighter) Squadron, R.A.F., flying past the Royal Box at Hendon on 


Oct. 


li at the R.A.F. Display in honour of the Sultan of Muscat and Oman. 
indicate the stormy nature of the weather. 


The clouds in the background 
—(* Aeroplane *”? photograph.) 
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spected on Sept. 27 and reported to be in perfect order. On the morn- 
ing of the accident the machine was inspected and signed for by the 
pilot and oud as being in perfect order. He could only imagine that 
the aeroplane was strained in landing at Hendon for the fly-past. 
If so, any such strain could not be detected without’a minute examina- 
tion. It was not usual to inspect machines after every landing. ‘There 
was no unusual entry in the log-book respecting this machine. 

Wing Cdr. Crosbie, in a written statement, said that the machine was 
flying at a height .of 2,000 ft. It dived at about 250 miles pér hour. 
As the pilot flattened to straighten out the machine just before passing 
the Royal enclosure the tail was seen to oscillate from side to side. 
The oscillation increased till the fuselage appeared to break and the 
machine nose-dived to the ground about 360 yards past the Royal 
enclosure, completely out of control. Just as it dived I.oud was 
apparently flung out, and the machine struck the ground and the pilot 
was then flung out. In the witness’s opinion there was some hidden 
defect in the machine, which was now’ being examined. 

The jury returned verdicts that the men met their deaths through 
an accident caused by some structural defect in the aeroplane. 


The World’s Speed Record. 


The first trial flight of the Supermarine $.5 seaplane 
(Napier Lion engine) in which Flt. Lt. D. D’A. A. Greig, 
D.F.C., A.F.C., will make an attempt on the World’s Speed 
Record, was made at Calshot on Oct. 10. ‘The trial lasted 
seven minutes. 

In response to a wireless message from the R.A.F’. Station 
at Calshot, the $.S. Aquitania, which was passing at the time 
of the trial, went dead slow until the S.5 had left the water. 


Sir Philip Sassoon’s Voyage. 


The Service Blackburn Iris II flying-boat (three Rolls-Royce 
Condor engines) piloted ny Sq. Ldr. C. L. Scott, D.S.C., and 
Fit. Lt. L. Martin, in which the Under-Secretary of State 
for Air is travelling to visit R.A.F. Units overseas, arrived 
at Abukir on Oct, 2. 

There Sir Philip Sassoon embarked in an R.A.F. machine 
and flew to Heliopolis. On Oct. 3 and 4 he inspected R.A.F. 
Units in Egypt and on Oct. 5 he flew to Khartum in a Fairey 
III. On Oct. 9 he returned to Cairo and on Oct. 11 flew to 
Baghdad. 

On Oct. 12 he rejoined the Iris at Basrah. On Oct. 14 the 
Iris made a forced landing at Jask owing to trouble with 
the starboard engine. The flight continued on Oct. 15 and 
the Iris alighted in Karachi Harbour the same afternoon, 

At Karachi Sir Philip Sassoon was received by Air Vice- 
Marshal Sir Geoffrey Salmond, Air Officer Commanding 
R.A.F., India, and Wing Cdr. R. J. Bone, Officer Command- 
ing the R.A.F. Depot, Karachi. 


Group Captain Williamson. 


The London Gazette of October 3 contains the announce- 
ment that Wing Cdr. H. A. Williamson, C.M.G., A.F.C., is 
placed on the retired list at his own request and is per- 
mitted to retain the rank of Group Captain (Sept. 30.) 

Group Captain H. A. Williamson was born in 1885 at St. 
George, Edinburgh, and was educated at a preparatory school 
and in H.M.S. Britannia. He entered the Royal Navy as a 
midshipman in rgor and. was promoted to be sub-Lieutenant 
in 1904 and Lieutenant in 1906. He learned to fly on a 
Bristol biplane on Salisbury Plain and his Royal Aero Club 
Certificate No. 160 is dated Nov. 28, 1911. He was at that 
time a submarine officer. In 1912 the Admiralty expressed 
appreciation of a paper written by him on the use of aero- 
planes for Naval Service. A reference to this paper appears 
in The Story of a North Sea Air Station by C. F. Snowden 
Gamble, and reads as follows :— 

Attention was soon to be drawn to this list of the various duties 
expected from the naval aviator, owing to the submission by Lieut. 
H. A. Williamson, R.N. (a submarine officer holding a Royal Aero Club 
certificate), of a paper, on Jan. 2 of the following year (1912), dealing 
with the use of aeroplanes in detecting submarines, and an elabora- 
tion of the idea of an aircraft carrier. ‘This paper is of considerable 
historical value, and a testimony to the author’s foresight and imagina- 
tion, for the ideas he expressed are substantially those which were 
successfully developed during the War of r914-18. “Lieutenant Williamson 
drew attention to the value of aircraft (operating from a parefit ship) 
for anti-submarine duties, and described how depth charges (he said 
“bombs exploding 20 feet under the surface .of the water’) might 
possibly be used to destroy submarines. In addition a scheme was 
elaborated for fitting ships with a device to enable machines to 
‘‘ take-off’? and land again on return along certain wires. ‘The whole 
scheme, however, was pronounced by the Admiralty to be imprac- 
ticable; nevertheless Lieutenant Williamson did some good, in that 
his paper aroused interest, and in June and September (1912) attempts 
were made at Harwich and Rosyth to detect submarines from the air. 

On, July 1, 1914, Lieutenant Williamson was appointed 
Flight Lieutenant, R.N.A.S., and posted to the Great Yar- 
mouth Air Station. In October, 1914, he was promoted to be 
Tieut.-Commander, R.N., and appointed Flight Commander, 
R.N.A.S. In 1915 he was posted to the Kastern Mediter- 
ranean and flew seaplanes from the Ark Royal during the 
Dardanelles Campaign. During these operations he was 
severely injured in a crash. He was appointed Squadron 
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Commander in April, 1916, and Wing Commander in Ma 
1917. After the Dardanelles Campaign he was appointed { 
the War Staff of the Admiralty, the first officer with A: 
experience to be so appointed. In spite of his junior ran 
at the time he did magnificent work in this capacity an 
earned the admiration of the War Staff. He was appointe 
Group Commander with the temporary rank of Colonel] ; 
June, 1918. In the New Year Honours of 1919 he was mac 
a Companion of the Order of St. Michael and St. George ; 
recognition of distinguished services rendered during the Wa 
In June, 1919, he was awarded the Air Force Cross, ] 
August, 1919, his name was removed from the Navy List o 
appointment to a permanent commission in the R.A.F. wit 
the rank of Wing Commander. 


After the Armistice he was posted to the Air Ministry wher 
he did a great deal of valuable work. From April, 1922, unt 
February, 1923, he was on the half-pay list and he then wer 
to Headquarters, ‘Iraq Command, forTechnical Staff Dutie 
In May, 1924, he was restored to the Home KEstablishme: 
and posted to the Air Ministry, Deputy Directorate of Organ 
sation, where he remained until his retirement. 


Wing Commander Barton. 


Wing Commander .. J, Ff. Barton, O.B.E., whose appoin 
ment to the Directorate of Operations and Intelligence, A 
Ministry, for Air Staff Duties, is dated Sept. 15, was bot 
in 1891 at Elgin, and educated at Wellington College ar 
Sandhurst. He entered the Royal Scots Fusiliers in Octobi 
rg10, and was promoted Lieutenant in November roi. FE 
learned to fly on a Vickers biplane at Brooklands, and h 
Royal Aero Club certificate, No. 690, is dated Noy. 24, 101 
In April 1914 he was seconded to the Royal Flying Corp 
and attended the fifth course at the Central Flying Schoc 
Upavon. In August 1914 he was transferred from No. 
Squadron to No. 4 Squadron, R.F.C., and proceeded oye 
seas with No. 4 Squadron shortly after the outbreak of wa 
In March 1915 he had a bad crash while starting out on 
night-bombing expedition. In May 1916 he was appointe 
Brigade Major, 2nd Brigade, in France. From Februat 
1917 to March 1919 he was employed at R.F.C, and R.A.! 
Headquarters in France as §.0.2 and §.O.1. He was Met 
tioned in Despatches four times, awarded a Brevet Majorit 
in January 1918, the Croix de Guerre (France) in ye 19) 
and the Order of the British Empire in the New Ye 
Honours in 191g. : 

In August 1919 he was appointed to a permanent comimi; 
sion in the R.A.F. with the rank of Squadron Leader, Fro: 
January 1920 to June 1922 he commanded No. 28 Arm 
Co-operation Squadron, R.A.F. in India. He was promote 
Wing Commander in January 1922 and appointed to comman 
No. 4 (Apprentices’) Wing, Cranwell, in August 1922. H 
remained in command of the Wing when it remoyed | 
Halton. In February 1927 he was appointed to commat 
the R.A.F. Station at Duxford. | 

Wing Commander Barton is a keen rifle and revolver sho 
and has taken a special interest in the R.A.F. Rifle Associ 
tion. He was R.A.F. Pistol Champfon in 1924 and RAJ 
Revolver Champion in 1925. From 1923 to 1927 he was 
member of the Scottish Rifle Team and Captain of the R.A. 
Revolver ‘eam. In 1926 he shot for Great Britain. 

He also won the R.A.F. Welter-weight and Light-weig! 
Steeplechases in 1925 and the Cranwell Hunt Club Race fc 
four years in succession. His other sporting activities hay 
included big game shooting in Central Africa, India atl 
Kashmir. 


The R.A.F. Memorial Fund. : 


A meeting of the Executive Committee of the 
Memorial Fund was held at Iddesleigh House on 
The Chair was taken by the Hon. Treasurer, 5 
McLeod. ‘The usual financial resolutions were a] 


The attention of the Committee was called t 
generous gift of £919 138. 7d. made to the Fun 
Directors of the Carlton Theatre Co. This sum 1 
the takings at the Box Office at the Carlton 1 
Sundays in connection with the production of 
“ Wings.” a 

The Secretary informed the Meeting that the G 
Committee had dealt with 95 cases during the 15 
the previous meeting and that the Secretary fh 
dealt with 296 smaller cases. ‘ 

A letter of resignation of his membership of the 
Committee was read from Air Vice-Marshal 
Brooke-Popham, K.C.B., who is proceeding on ~ 
take over the command of His Majesty’s Forces in ‘Iraq: 
Robert Brooke-Popham has served on the Executive ‘SZ 
mittee of this Fund since its beginning, nine years ag' 
and the Committee accepted his resignation with smece 
regret. : 
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THE R.A.F. DISPLAY FOR THE SULTAN OF MUSCAT. 


short Display in honour of His Highness the Sultan of 
at and Oman was given by the Royal Air Force at 
lon on Oct. 11. 
e Display was timed to begin at 14.20 hours but the 
n did not arrive until about 14.45 hours. 
> Sultan of Muscat and Oman was received by Air Vieer 
hal Sir John. Higgins, K.B.E., C.B., D.S.O., A.F.C,, Air 
Marshal Sir Philip Game, K.C.B., D.S.O., Air Vice- 
hal F. R. Scarlett, C.B., D.S.O., and Air Vice-Marshal 
<obert Brooke-Popham, K.C.B., C.M.G., D.S.O., A.F.C. 
14.30 hours a deluge of rain descended which lasted for 
an hour. This prevented the inspection of aircraft by 
Highness which was the first item on the programme, 
t 15.00 hours the rain had stopped and five Siddeley 
ns of No. 25 (Fighter) Squadron took off in formation 
ie Converging Bombing display. The targets were two 
| tents and in spite of the extremely bumpy state of the 
er the bombing was extremely accurate and well timed. 
ct if it had not been for two bombs which fell a few 
wide of the objective the average of the shooting 
| have been very high indeed. Unfortunately the rain 
eached the fuses and contrary to the usual practice at 
Displays the tents failed to burn and had to be re- 
d by aircraftman-power under the cover of the next 
on the programme. 
» Squadron Drill by a Fighter Squadron was performed 
9. 29 (Fighter) Squadron (Armstrong Siddeley Siskins 


iv engine) under the command of Sq. Ldr. M. L. 
tr, A.F.C. The Squadron crossed the aerodrome in 
iron ‘‘ V ”’ formation and returned in line abreast. They 


d again, and reforming into Flights in line astern, 
1 in that formation in front of the Royal box. They re- 
don the turn and dived past the saluting base in 
iron formation. It was a very neat and accurate per- 
nce and reflects great credit on the Squadron. 
No. 29 Squadron landed No. 207 (Bombing) Squadron 
sy IIIFs, Napier Lion engine) took off to illustrate the 
off and fly past of a day bomber Squadron. Again the 
tion flying could not have been better if the day had 
a perfect one. To take up position for the dive past 
uuting base the Squadron came over in a close “ V” 
tion which was absolutely perfect and drew a murmur 
oreciation from the small but critical group of specta- 
onsisting almost entirely of R.A.F. personnel and their 
ms. The Squadron then dived past the saluting base 
ights, the first Flight was close in, the second Flight 
r away and lower and the third Flight further away 
ywer than the second. 7 

Message-picking-up display by a Flight of No. 26 

Co-operation Squadron (Armstrong Whitworth Atlas, 
rong Siddeley Jaguar engine) was done in front of 
yal Box and unlike the annual R.A.F. Display the 

could be seen clearly. The Flight came down to 
vires in formation with their engines throttled down 
limbed away with the messages streaming out behind 

They came down a second time and this time only 
| the three secured the message. The third time round 
light came down and the observers threw the replies 
‘ messages overboard onto a ground target. 


* 


— ——n 


While the Wing of Fighter Squadrons were taxying into 
position to take off, two Gloster Gamecocks (Bristol Jupiter 
engine) of No. 23 (Fighter) Squadron took off for a display 
of individual aerobatics. While they were gaining height 
the Fighter Wing took off. The Squadrons were No. 41 
(Fighter) Squadron (Armstrong Siddeley Siskin, Jaguar en- 
gine), No. 32 (Fighter) Squadron (Armstrong Siddeley Siskin, 
Jaguar engine), No. 17 (Fighter) Squadron (Gloster Game- 
cock, Bristol Jupiter engine), No. 23 (Fighter) Squadron 
(Armstrong Siddeley Siskin, Jaguar engine). The Fighter 
Wing was led by Wing Cdr. F. Sowrey, D.S.O., M.C., A.F.C. 

The display of Individual Aerobatics by Flg. Off. F. F. 
Wilkinson and Flg. Off. H. A. Purvis was up to the usual 
standard of No. 23 Squadron and the R.A.F. generally. They 
approached the aerodrome from opposite angles and passed 
each other in a dive each climbing out of the dive into a 
roll. A half-roll on top of a loop was followed by a flick roll 
just off the ground. ‘Then a loop with a double roll on top. 
For a few seconds they were both upside down and then they 
both flew across the wind doing one slow roll after another 
as they went. It was a most delightful display of advanced 
aerobatic training. 

In the parade and fly past of types of bombers, one 
machine of each of five types taxyed past the enclosure, 
took off, flew round and dived past the saluting base. ‘The 
five machines were, Fairey Fox (Curtiss D.12 engine), 
Fairey IIIF (Napier Lion engine), Hawker Horsley (Rolls- 
Royce Condor engine), Vickers Virginia (Napier Lion en- 
gines), Handley Page Hyderabad (Napier Lion engines). 

During the fly-past an accident occurred to the Fox which 
caused the first fatal accident to a Service machine at 
any R.A.F. Display. The Fox, piloted by Flt. Lt. W. E. 
Somervell, A.F.C., with Cpl. Loud:as observer, both of No. 12 
(Bombing) Squadron, had started to dive past the saluting 
base when it became perfectly obvious to the spectators that 
something was wrong with the tail unit. There was a dis- 
tinct wobble which increased until, towards the base of the 
dive, the tail broke off. The machine hit the ground at the 
full speed of the dive. Cpl. Loud was flung out of the 
machine when the tail broke. Both he and Fit, Lt. Somer- 
vell were killed instantly. 

The rest of the bombers flew past followed by the Fighter 
Wing and then the remaining aircraft returned to their 
home stations the flying programme having been concluded 
according to plan.—c. M. McA. 


AN APPRECIATION OF THE R.A.F. 

In the course of his speech at the dinner given in his 
honour by the British Government on Oct. 11, the Sultan 
of Muscat and Oman said that his interest in aviation had 
been increased by his flight with Sir Sefton Brancker and 
by the wonderful Royal Air Force Display which he had 
witnessed that afternoon. 

The Display had been marred by a fatal accident, which 
had filled him with grief that he could not find words to 
express. He had been deenly impressed by the heroic 


manner in which the proceedings had been carried on. He 
understood that this was in the tradition of the great Royal 
Air Force. ‘ 
which had 
airmen 


It had been a wonderful spectacle of courage, 
mitigated the sadness in his heart for the gallant 


\ DISTINGUISHED VISITOR.—His Highness the Sultan of Muszat and Oman at the R.A.EF: Display given in 


lis honour at Hendon on Oct. U. 
dicture, talking to a member of the 


Ow his left is Air Vice-Marshal Sir John Higgins. 
Sultan’s suite, is Air Vice-Marshal Sir Philip Game.—(“ Acroplane ” photograph.) 


On the right of the 
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There is a singular appropriateness in the fact that while 
Germany is holding the first. International Exhibition of 
Civil Aircraft, German Aeronautics should achieve another 
triumph in- the crossing of the Atlantic by the latest 
Zeppelin airship, L127, named Graf Zeppelin. 

Congratulations on this splendid performance must be 
added to those due for the success of the Aero Show. 

Carping critics, who are still so foolish as to display, if 
they do not personally feel, anti-German tendencies, have 
made much in popular London papers of the fact that the 
Graf Zeppelin was in the air for 1113 hours from Friedrichs- 
hafen on Lake Constance to Lakehurst near the coast of 
New Jersey. They point out that this is 3} hours longer 
than the time taken by the British R.34 nine years ago and 
that it is 54 hours longer than the Mauretania’s sea passage 
of 4 days 10 hours. 

They carefully omit to state that the R.34’s journey from 
Pulham, in Norfolk, was a good many hundreds of. miles 
shorter than the journey from Friedrichshafen, and some 
20 hours slower than the 84 hours which was the Z.R.3’s 
time from Friedrichshafen in 1924. They also omit to state 
that the Mauretania’s sea passage 1s reckoned from South- 
ampton or Cherbourg, which is also a great many hundreds 
of miles short of the Zeppelin’s distance. And they omit 
to mention that the Zeppelin’s course by way of Maleira, 
the Azores, and Bermuda adds several hundred more miles 
to the distance. 

Furthermore, there is the fact that the Graf Zeppelin is 
quite a new ship, which has only made two or three short 
test flights. It is much bigger than the R.34 or any pre- 
vious Zeppelins, and, though built on the familiar Zeppelin 
system, embodies many alterations and is therefore very 
nearly as much an experiment as are the R.1oo and R.1o1 
which we have been building in this country for several 
years past. 

Some idea of the difference between the Graf Zeppelin and 
the Z.R.III, which flew from Friedrichshafen to La‘ehurst 
in October, 31924, may be gathered from the fact that 
whereas Z.R.III carried in all about 30 people, crew and 
passengers included, the Graf Zeppelin carried about 60 
people. The fact that the Z.R.III only took 84 hours for 
the same journey is no reason for claiming, as do these ill- 
informed critics, that no advance has been made in Zeppelin 
design since 1924. The Z.R.III had perfect weather and 
favouring winds practically all the way. The Graf Zeppelin 


THE CONQUEROR OF THE ATLANTIC.—The “ Graf Zeppelin,’’ the second airship of this type to fly to America. 


ZEPPELIN’S SUCCESS. 


met with the worst of bad weather, and, as some mis| 
occurred to the port horizontal fin, Dr. Eckener, the capt 
of the ship and the most experienced airship commander 
the World, naturally did not force the ship at full po) 
through the gale which was met in the Bermuda area. 
Critics of airships forget, either in ignorance or 
liberately, that the development of these aircraft i 
necessarily be slow because so little money is forthcom 
for the building of new and experimental types. Kyen 
such an ancient business as ship-building designers can 
solve all problems on paper, as is shown by the fact t 
after a hundred years of steamship building the Maureta 
had to be fitted with a new pair of propellers atter ey 
round trip for many months before a design was diseoye 
which gave the best results. 
Therefore, considering that the ship itself was an exp 
ment, and that it met the worst of weather on. the yoya 
its safe arrival in America is a triumph alike for its 
signers, its builders, its commanding officer and its er 
We can hope nothing better than that our own two airsh 
when at last they take the air may put up as good 
performance.—c. G. G. 


THE ATLANTIC CROSSING. ee. 

The Graf Zeppelin left Friedrichshafen at 07.50 ho’ 
(local time) on Oct. 11 for Lakehurst, New Jersey, U.S. 
and reached that destination at about 17.40 hours (lo 
time) on Oct. 14, after about 112 hours (elapsed time) 
the .air. 

The airship had on board a crew of forty and twet 
passengers, with the veteran Zeppelin pilot and desig: 
Dr. EKckener in command. Four years plus one day ear] 
Dr. Eckener had left Friedrichshafen on 1Z126 (now | 
U.S. Navy’s airship Z.R.3, Los Angeles); igmemee sa 
destination. 

Among the officers who accompanied Dr, Eckener wi 
Captains Lehmann, Fleming and von Schiller, all fanx 
Zeppelin commanders of the War, and Lt. Comm. Rosi 
dahl, U.S.N., who has commanded the Los Angeles sit 
her delivery to the United States. é 

The passengers included official representatives of | 
German Reich and Prussian Governments, Col. Herre 
late of the Spanish Army Air Service and now of t 
Sociedad Colon ‘Transaera  Espafiola, and the late Co 


Zeppelin’s son-in-law, Count Brandenstein. 
e 
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TWO GREAT FLIGHTS -— 


LIGHT 

AEROPLANE 
ENDURANCE 
RECORD and= 


Maurice Finat on a Caudron monoplane (40 h.p. 
Salmson engine) remained in the air for 24 hours 
36 mins. 33 secs. thus creating a new endurance 


record for light aeroplanes. 


-20,000 MILES 
OVER AFRICA 


The 20,000 miles flight of Messrs. Mauler and Baud—Paris 
— Capetown — Paris constituted the first aeria! journey by 
way of the West African coast. The monoplane 
was a Caudron fitted with a 140 h.p. Salmson engine. 


REMARKABLE TESTS OF RELIABILITY 
ON 
& | & 
Mobiloil 


Announcement of the VACUUM OIL CO., LTD., CAXTON HOUSE, LONDON, S.W. 1 
DN, 
BREUE UBB RBBB RBS RBER RRR RRR ee ee Pee eB RE eR ee eee ee ee |), 
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One woman passenger, Lady Drummond Hay, was the 
only British person on board. She is a popular writer in 
popular papers and the wife of a Knight. Four of the 
passengers are reported to have paid for their passage. 

Weather conditions over the North Atlantic at the start 
of the flight were unfavourable, and a southerly course was 
accordingly set. The Graf.Zeppelin passed over Lyon, 
Barcelona (19.00 hrs. G.M.T. Oct. 11), reached Gibraltar at 
05.00 hours on Oct. 12, and was reported as over Funchal 
(Madeira) at 15.00 hours on the same day, where a parcel 
of mails for the German Consulate was dropped. 

From Madeira a north-westerly course was taken, which 
apparently took the airship into rough weather, for wireless 
reports a little after passing Madeira record that the pas- 
sengers were “ very airsick,’’ and a more westerly course 
was thereafter set. 

At 11.25 hours G.M.T. Oct. 13 the U.S. Navy Department 
at Washington received from Lt. Comm. Rosendahl a wire- 
less message stating that the port horizontal fin had gone 
wrong, and asking that surface ships should stand by to 
give help if required. Three hours later a second message 
was received that assistance would not be needed, as tempo- 
rary repairs had been made and the ship was proceeding 
at “‘ reduced air speed and 50 knots sea speed’’ on her 
course. 

About midnight (G.M.T.) Oct. 13 the Graf Zeppelin passed 
over Bermuda in fair weather. Thereafter strong head winds 
seem to have been encountered, for the ship was sighted 
by the S.S. Lefcomo 60 miles East of St. Davids Island at 
05.00 hrs. on Oct. 14, and she was sighted over St. George 
Island nearly six hours later, having made less than 100 
miles progress in eleven hours. The ship was then 700 
nautical miles (800 land miles) from the U.S. coast. 

_ At 10.10 hours (local time, or about 15.00. hrs..G.M.T.) the 

ship crossed the coast a little north of Cape Charles (Vir- 
ginia) and proceeded to Washington, where she circled the 
city, passing over the Capitol at 12.00 hrs. (local time). 
She then proceeded to New York via Baltimore and Phila- 
delphia, reaching New York at 16.00 hrs. (local time). 


THE POBJOY 


An engine of really light weight and small bulk for light 
aeroplanes has been produced by Mr. D. R. Pobjoy, of 
Minster-on-Sea, Sheppey, Kent, and it has just successfully 
passed a fifty-hour endurance test under official type-test 
conditions. 


This engine is robust in construction; the low weight is 
entirely due to the small size and bulk of the engine; the 
high power is obtained by running the engine at 3,000 r.p.m. 
and driving the airscrew shaft through a simple reduction 
gear. 


IE 


THE POBJOY ENGINE. 


66 Pp” 


Two views of the Pobjoy seven-cylinder geared radial air-cooled engine which has 
recently passed an Air Ministry 50 hour endurance test. The small size of the engine is accentuated by the view 
on the right, which shows it fitted with a Fairey metal airscrew designed for it. 


| 


Here another circuit was made before turning back ¢ 
Lakehurst, where a landing was made at 17.40 hrs, (loca 
time). * 

The ship was manhandled into the shed at the Nayal Ait 
ship Station for the disembarkation of passengers, and wa 
thereafter ‘“ walked out’? and moored at a “ stub” mas 
for the night. fe | 


The damage to the horizontal fin was very obvious fron 
the ground during the passage over Washington and Ney 
York. Report states that about one-fifth the fin area wa 
stripped of fabric. Nevertheless the ship seemed under pet 
fect control, and Dr. Eckener would scarcely have mad 
circuits over Washington and New York, or have adde 
some 80 miles to his journey by going out of his way t 
pass over the latter city had the ship been in any diffienlty 


The presumption is that the slow progress from Bermud, 
was due to a desire to avoid further possible damage to th 
fin by forcing the speed’ of the ship, and not to any difficulty 
in handling it. | 


A wireless report to one of the London evening papers 
relating apparently to the disturbance which damaged th 
fin, describes the ship’s breakfast table as having beer 
cleared and the passengers decanted from their seats a; 
the result of violent pitching. In addition, the delay seem; 
to have led to a shortage of food supplies, so that altogethe: 
the journey was scarcely an ideal one from the passengers 
point of view. | 

Those who subscribe to the theory that ‘ Gentlemen pre 
fer Aeroplanes ’’ will doubtless be fortified in their faitt 
by these facts, but it seems well to point out that of fom 
attempts made to cross the North Atlantic by airship fou 
have been successful, despite very adverse weather on a{ 
least two of these attempts. 


Further, the discomforts suffered by the passengers on 
this last trip do not so far appear to have greatly exceeded 
those often encountered by steamship passengers on the 
Atlantic at this time of year. 


TYPE ENGINE. 


The seven small pistons running at comparatively high 
revolutions, though moderate piston-speed, permit the engine 
to operate with complete absence of vibration, and to pro- 
duce a very smooth reaction on the mounting. 


In spite of its speed of revolution, the engine shows a high 
degree of reliability and durability, as a result of careful at- 
tention to the design of bearings and details. The engine 
subjected to the 50 hours test had pteviously done about 120 
hours’ full-speed running. Very little wear, however, had 
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taken place. ‘The official report on the strip inspection states 

that everything is in excellent condition. 

New piston-rings were fitted some time previous to be- 
ginning the endurance test. They appear to have been 
scarcely run in, for the final power curve shows that the 
engine developed at the end of the tests 13 h.p. more than at 
the start. The oil consumption also steadily diminished, and 
the average for the last 20 hours was 13 pints per hour. 

The exhaust-valves, as viewed through the exhaust ports, 
remained black throughout the tests. Their seats are in 
excellent condition. 

Starting from dead cold by turning the airscrew is easy, no 
priming being required. This is due to the design of the 
induction system, the small bulk of the engine, and to the 
fact that the magnetos run much faster than the airscrew. 

A handstarter, to be operated from the aeroplane cockpit, 
has been designed for this engine, but has not yet been 
fitted. 

SPECIFICATION, 

CYLINDERS.—72 m/m. stroke, 87 m/m. stroke, 2,479 c.c. total capacity. 
Steel barrels screwed into duralumin heads. Two overhead valves 
per cylinder. 

Pistons.—Slipper type, duralumin. 
connecting-rods. 

CONNECTING-RODS.—Master rod with unsplit big-end ring. A floating 
bronze bush runs in this ring, which is hardened, and on the 
crank-pin. Six auxiliary-rods are hinged to the master rod by 
floating wrist-pins. 

CRANKSHaFT.—Single-throw divided type to permit use of unsplit big- 
end and bush. Carried in two roller bearings on each side of crank, 
and one plain bearing in front cover of crankcase. Case-hardened 
crankpin. 

CRANKCASE.—Four sections, all aluminium castings. The two central 
sections, split in the plane of cylinders, support the cylinders and 
carry the crankshaft roller bearings. ‘The front cover houses the 
front bearing, the reduction gear and the thrust and journal bear- 
ings for the airscrew shaft. he rear cover houses cam-gear, and 
carries magnetoes, induction spider and carburettor. 

VALVE-GEAR.—Valves are driven through push-rods and overhead rockers 
from a cam-ring and tappets at the rear of the engine. Ball bear- 
ings are fitted to the rockers. 

LvaRICATION.—A- sump, which contains scavenger and pressure oil 
pumps and filters, is attached to the bottom front section of crank- 
case. The filters are removable for cleaning without disconnecting 
any oil-pipes. Oil from the pressure-pump passes through pas- 
sages drilled in the front cover to the front plain bearing of crank- 
shaft, and thence into the crankshaft proper. It then passes into 
the interior of a small hollow fly-wheel where centrifugal force 
causes any dirt that may have passed the filters to be deposited. This 
fly-wheel is closed by a screwed-on cover so that it may be cleaned 
out at intervals. Thereafter the oil passes to the big-end. Normal 
oil pressure 45 lbs./sq. in. 

IGNITION.—Two single-cylinder B.T.H. magnetos running at 12 crank- 
shaft speed are fitted. Each is connected through seven-point dis- 
tributor to a plug in each cylinder. 

‘CARBURATION.—One Zenith carburettor supplies mixture to the centre 
of an aluminium spider, and thence through induction-pipes to 
inlet-valves. A “ hot-spot”? exhaust heater is provided at the centre 
of the spider. 

ATR-SCREW DRIvE.—The air-screw shaft is driven through a double 
helical spur-gear of 1.91 to 1 ratio. The fly-wheel already mentioned 
as serving as a centrifugal oil cleaner serves also to steady the 
torque on the gears. 

OVERALL DIAMETER.—25 inches (636 m/m.). 

WriGHT.—115 lbs. (52 kg.). 

PERFORMANCE.—Rated output 60 b.h.p. at 3,000 r.p.m. (1,570 r.p.m. of 
air-screw), Maximum 67.5 b.h.p. at 3,300 r.p.m., Fuel consumption 
(80 per cent. petrol, 20 per cent. Benzol) 0.57 Ibs. (.26 kg.) per 
h.p. hour, Oil consumption .023 pint (.013 litre) per~b.h.p. hour. 


Gudgeon-pins float in pistons and 
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NEW ZEALAND TO AUSTRALIA. — 


Capt. Kingsford-Smith and Mr. Ulm left Blenheim (New 
Zealand) at 04.54 hours on the morning of Oct. 13 on a return 


flight to Sydney across the Tasman Sea. They flew the 
Fokker monoplane Southern Cross. which was used for the 
flight from Oakland, California, to Sydney, in June of this 
year and for the recent flight from Sydney to New Zealand. 
' They are reported to have reached Sydney safely early on 
the morning of Oct. 14 after meeting strong adverse winds 
on their way. ~ 
The Australian coast was first seen at 00.45 hours but 
dense clouds and fog made it difficult to recognise the exact 
locality, and some two and a-half hours of groping about 
the coast was. necessary before the aerodrome at Richmond 
was found. +, Saas 
Here failure of the flood lights increased the difficulty of 
landing, which was however made without damage. __ 


THE FLIGHT TO THE DUTCH INDIES. 


The fourth of the Fokker F.VII-3m machines which left 
Amsterdam on Oct. 4 for Batavia reached Cawnpore on Oct. 
to and landed spares for the machine which was damaged 
there on Oct. 2, and arrived at Caleutta on Oct } 

The repairs to the damaged machine will it is reported 
take about ten days. : 


BERLIN—TOKYO. : 


Baron yon Hiinefeld—the financier of and passenger im the 
Junkers monoplane Bremen which made the first Westerly 
crossing of the North Atlantic Ocean—left Berlin on Sept. 13 
with intent to fly to Tokyo. : 

The machine used was a Junkers monoplane of the W.33 
type (Junkers 1.5 engine) similar to that used for the 
Atlantic flight. aa 

Baghdad was reached on Sept. 20 without incident and 
Bushire on Sept. 21. Here however the Persian authorities 
are reported to have detained Baron von Hinefeld and his 
companions on the ground that their credentials were not 
in order. But evidently all went well for he left Mandalay 
on Oct. 12 and reached Bachanay (French Indo-China) on the 
same day. ae 

Baron von Hiinefeld reached Canton on Oct. 14 and Shang- 
hai on Oct. 15. ; 


LADY BAILEY’S PROGRESS. 

Lady Bailey, who is flying from Cape Town to London by 
way of the Belgian Congo and the West Coast of Africa es 
a D.H. Moth (A.D.C. Cirrus engine) is at present detaine 
at Loanda, Portuguese West Africa, with magneto trouble. 


COMMANDER C. D..BURNEY. ae 
Commander C. D. Burney, M.P. for the Uxbridge ate 
has announced that he will not seek re-election after = 
end of the present Parliament. He intends to devote 4 
whole time to the development of Imperial airship commun: 
cations. 


A NEW FAIRCHILD DEVELOPMENT IN 
CANADA. : , ede 
The Montreal correspondent of The Daily Telegraph sa 
ports that Fairchild Aerial Surveys (of Canada) Ltd. 1 | 
build a new factory at Three Rivers, Quebec, where they w! 
construct Fairchild monoplanes for sale in the Dominion. 
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THE FLYING CLUBS. 


The Associated Clubs General Council. 


A Meeting of the General Council of Associated Clubs will 
be held at the Royal Aero Club, 3, Clifford Street, London, 
W.1, on Friday, Nov. 2, at 11.00 hrs. , ; 

Amongst the subjects down for discussion are insurance, 
future policy regarding official race meetings and the pro- 
gramme of official meetings for 1929. : 

In connection with the pooling arrangements of the Official 
Meetings in 1928, the Bristol and Blackpool Meetings both 
showed a surplus and the General Council will decide on the 
distribution amongst the Associated Clubs. 

The Associated Clubs are the Bristol and Wessex Aero- 
plane Club, the Felixstowe Light Aeroplane Club, the Halton 
Aero Club, the Hampshire Aeroplane Club, the Lancashire 
Aero Club, the London Aeroplane Club, the Midland Aero 
Club, the Newcastle-upon-Tyne Aero Club, the Norfolk and 
Norwich Aero Club, the Nottingham Aero Club, the Royal 
Aircraft Establishment Aero Club, the Suffolk and Eastern 
Counties Aeroplane Club, and the Yorkshire Aeroplane Club. 


The Late Major von Tschudi. 


The news of the death of Major von Tschudi, Secretary of 
the Deutscher Luftrat, Berlin, on Oct. 8, was received with 
deep regret by the Royal Aero Club and a message of con- 
dolence was sent to the Deutscher Luftrat. The Royal Aero 
Club was represented at the funeral by Colonel The Master of 
Sempill and Group-Capt. M. G. Christie, C.M.G., D.S.O., 
Mec: 


A Fatal Accident near Lympne. 

Mr. G. T. Skinner, a member of the Cinque Ports Flying 
Club was killed near Lympne on the evening of Oct. 13 as 
the result of falling out of a light aeroplane. 

According to Press reports Mr. Skinner failed to get over 
the top of an attempted loop, and after failing to right the 
machine fell out from a height of several hundred feet. 

Mr. Skinner, who was 28 years of age, qualified for his 
“A” license only about three weeks ago. 


Club Notes. 


The London Aeroplane Club. 

[Sec.: Harold E. Perrin, 3, Clifford Street, London, W.1.] 

Aerodrome: Stag Lane Aerodrome, Edgware, Middlesex. 

Instructors: V. H. Baker and F. R. Matthews. 

Ground Engineer: C. Humphreys. 

Report for week ending Oct. 14. 

Flying Time: 46 hr. 40 min.; Instruction: 
Soloists :. 34. (20 hr.. io min.). 

Notes.—Mr. A. C. Thomas made his first solo flight on Oct. I4. 

On Saturday, for the first time for many months, the members had 
the pleasure of seeing the whole of the Club aircraft on commission, 
but as is so often the case, the pleasure was short-lived. On Sunday, 
Miss Wilson, flying solo on G-EBMF, alighted in a field next to the 
aerodrome and ran into the fence. ‘The machine turned completely 
over and considerable damage resulted, in fact, it might entail a 
write off. Miss Wilson fortunately escaped unhurt. 

During the week-end advantage was taken of the Temporary Mem- 
bership and the following members who have permission to take up 
passengers were busy giving flights to their friends: Messrs. M. I, 
Bramson, E. E. Stammers, O. J. Tapper, T. Elder Hearn. 

Membership.—The Club is now in a position to elect a few additionai 
members who can take instruction during the week days. 


The Lancashire Aero Club. 

{Sec.: F. W. Atherton, Avro Aerodrome, Woodford.] 

Chief Instructor: D. E. Hall. 

Voluntary Asst. Instructors: Cantrill and Scholes. 

Ground Engineers: Bartram and Chapman. 

Machines in commission: 4. 

Report for week ending Oct. 13 

Flying Time: 22 hr. so min.; Instruction: 21 
ANolcists : 13; Passengers: 15 (13 hr. 5 min.). 

Notes.—Thanks to the energy of the staff and of the Flying Sub- 
Committee (specially Mr. R. H. Dobson) four of our five machines are 
now serviceable again, while the fifth only awaits minor adjustments. 
Avian G-EBXD has been taken over to replace G-EBRR. XD is at 
present fitted with slots, but these are to be removed as it is deemed 
inadvisable to have one machine slotted and the rest un-slotted. In 
her present form it appears literally impossible to lose control of XD 
for more than a fraction of a second. [This strikes one as a singularly 
wrong-headed policy. Pupils should be given dual control instruction 
ou a machine without slots and should then be sent for their solo 
flights with slots, Eventually all machines will have slots just as 
al! cars have four-wheel brakes. Few motor instructors would think, 
in these days, of letting a pupil loose on a skiddy day on a car 
with back-wheel brakes only, or of abolishing four-wheel brakes on 
all school cars because the school could not afford them on all cars. 
Think again, Messieurs of the Flying Sub-Committee, forget that you 
know so much about flying yourselves, and remember that the safer 
pupils are on their early solos the more members you will have both 
by addition and non-subtraction.—c. G. G.] . 

A number of inquiries have been received in connection with the 
Flying Regulations of Light Planes (I.ancs) I.td., a copy of which in 
printed form was enclosed in last month’s issue of the Elevator. If 
any Club which has not received a copy would like to have one for 
comparison with its own Regulations the Secretary would be pleased 
to forward a copy upon receipt of a request. 
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The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Flmet 

Chief Instructor: Mr. G. R. Beck. 

Ground Engineer: R. Morris. 

Assistant Ground Engineer ; 

Machines in Commission: 2. 

Report for week ending Oct. 13. 

Flying Time: 19 hr. 40 min.; Insiruction: 8 (6 hr. 15 mi; 
Soloists: 2 (30 min.); “A” Pilots: 12 (12 lr. 30 min.); Passenge 
1 (10. min.))3)hests=:) 25 (r5eananm.)s : y 

Notes.—A wet, miserable week with very limited activities in ¢ 


sequence. B 
The Midland Aero Club. a8 
[Sec.: Gilbert Dennison, Villa Road, Handsworth.] a 
Aerodrome: Castle Bromwich. a 
Instructors: Flt. Lt. T. Rose, D.F.C., and W. H. Sutcliffe 
Ground Engineer: W. J. Halland. L 
Assistant Engineer: G. Rees. 
Report for week ending Oct. 13. : 
Flying Time: 32 hr. 34 min.; Instruction: 18 (13 hr. 55 mir 
Soloists: 21 (2x hr. 4o min.); Passengers: 7 (5 hr. 20 min.); Te; 
39 min. 
Notes.—Mr. G. Potter, of the Brigade of Guards, started instruct: 
during the week. 3 
On Saturday Mr. M. C. Wilks made his first solo. : 
Apropos ‘‘ the century without a chance ” recently completed by 1 
Gough of the Norfolk and Norwich Club, we should like to pi; 
on record the fact that one of our ab initio members has done o 
200 hours without any untoward incident and three others have pas 
the hundred mark with a clean sheet. We continue to touch wood a 
thank the Lord for a large aerodrome. eae 
It has been discovered this week that it is quite difficult to , 
the tail down when landing a light aeroplane with one elevator c 
trol completely gone. However, LW having completed three years 
assorted landings and_ still being in the original piece made 
fuss over a little thing like that.—“ Gentlemen, make much of yi 
horses !”? E —. 
During the winter months, it has been arranged that flying sh 
take place: every day~ in the week from 10.00 hr. till dusk. 


The Hampshire Aeroplane Club. 

[Sec: H. J. Harrington, Southampton Aerodrome, Hamble.} 

Pilot Instructors: Flt. Lt. F. A. Swoffer and W. H. Dudley, 

Ground Engineer: KE. Lenny. ae 

Report for week ending Oct. 14. 

Flying Time: 33 hr. 55 min.; Instruction: 
Soloists +8. (9 hr. 10 min.)3 “A”? “Pilots. 2 (Oma 
and Passengers: 2 hr. : ae 

Notes.—We were glad to welcome the following members this wet 
all of whom have enrolled in the Pilot grade: Capts. Combe a 
Tweed; Messrs. Vernon, Harrison and Miller. 3 

Mr. Coode made a successful first solo on Wednesday after 5 hot 
of dual instruction. a 

Messrs. Evershed and Whittle have now done their tests for ‘4 
Licences. Mr. Whittle distinguished himself by landing fairly on t 
mark after his height test, during which he reached a height of nea 
8,000 ft. Mr. Evershed completed his tests just a week after achievi 
his first solo flight. ae 

On Sunday we were pleased to see Sir Sefton Brancker, who look 
in fora cup of tea and a chat. For a change he did not arrive 
G-EDCA, but came down by road. ce 

On Wednesday we were yisited by Fit. Lts. D’Arcy Greig a 
Stainforth and Flg. Offs. Atcherley and Moon, who constitute t 
High Speed Flight at present stationed at Calshot. ee 

Mr. Lenny has been to Croydon and returned with a new _- 
Cirrus engine from the A.D.C. Works. In consequence we hope to a 


T. Houghton. 


considerably to our flying time. 
The Norfolk and Norwich Aero Club. 
[Sec.: G. McEwen, Mousehold Aerodrome, Sprowston, Norwich. 
Pilot Instructor: B. Young. ; 
Ground Engineer: A. Kirkby. 


Report for week ending Oct. 14. 

Flying Time: 7 hr. 20 min.; 
Soloists: 4 (4 hr. 25 min.). : 

Notes.—The weather has been so diffident this week that flying 
been rather unpopular and this, coupled with the fact that t 
machines are out of commission, has simply ruined the flying ume. 

Mr. C. Ransom has done all his tests for “A” Licence, after 7 how 
dual and 3 solo. apa 

It is regretted that owing to Mr. North attending the German A 
Show his lecture to the Club, which was to be held on Thursday, h 
been postponed until the fortnight following. Mr. Hughes is lecturt 
this week on the ‘“ Design and Construction of Aircraft.” : 

Friday, Nov. 9, is the date of the Club Annual Ball, which is alwa 
the best of its kind in Norwich and includes a first-class Caba 
show. ‘Tickets are obtainable from the Secretary and early appli 
tion should be made. Single 12s. 6d., double £1 Is. , 


The Suffolk and Eastern Counties Aeroplane Club 4 
[Sec.: Major P. I. Holmes, D.S.C., The Aerodrome, Hadleigh] 
Instructor: G. E. I.owdell, A.F,M. Sy 
Ground Engineers: ‘C,” EK. Mayhew; “A,” G. Keeley. 
Report for week ending Oct. 13. : : 
Flying Time: 8 hr. 20 min.; Instruction: 5 (4 Hr. 25 a. 

Soloists: 2 (x hr. 40 min.); “A” Pilot: 1 (35 min.); Passengers - 
(1 hr. 25 min.). 3 
Notes.—Dr. J. C. Sleigh, accompanied by Miss Sleigh (aged six), pa 
an aerial visit to friends in the neighbourhood last Sunday and lan 
in the ground to partake of a dish of tea. 
We notice that Hampshire have only one aeroplane and aR 
members. Our trouble is that we have three aeroplanes and aes 
member; or to be more accurate we have not got sufficient act 
members to take full advantage of the facilities offered a 
to fly at Hadleigh. If any readers want to learn quickly they sun 
blow. along to Suffolk. ale RP Re = F 
We are arranging for a local~motor-cycle-elub to hold a soc 


Instruction: 4 (2 br. 35 min 
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THE 
WESTLAND 
WAPITI 


with Jupiter VI Engine 
(Photos Nos. 1 & 2). 


A “general purposes "’ 
aircraft as supplied to 
the Royal Air Force. 
Landplane or seaplane; 
suitable for recon- 
naissance, bombing, 
wireless, photography, 
etc.; fitted with 
Handley-Page Auto- 
matic Slot Gear, Wood 
or all-metal construc- 
tion. 


THE WESTLAND 
WIDGEON 


Cirrus III or Genet Engines. 
(Photo No. 8). 


An ideal light ‘plane for the 
Private owner, club use, etc. 
Robustly constructed to exceed- 
ingly high standards. An ex- 
cellent machine which will be 
appreciated by the most exreri- 
enced as well as the new pilot. 
Possesses exceptional controll- 
ability, even when installed flight 
Folding wings—no rigging to 
Tequire adjustment; excellent 
view for pilot and passenger. 
Low running costs. 

Enquiries solicited for alt 
types of Civil and Military 
Asrorast. 


WESTLAND AIRCRAFT WORKS 
(Branch of Petters Limited), 
CONTRACTORS TO THE AIR MINISTRY, 


YEOVIL, ENGLAND. ‘telegrams—aAircraft 141 Yeovil. 


Telephone—Yeovil 141. 
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The Bristol and Wessex Aeroplane Club. 


{Sec.: Major G. S. Cooper, D.S.O., Filton Aerodrome, Bristol.] 
Instructon:, GES SW be Bartlett. 

Ground Engineer: A. W. Webb. 

Report for week ending Oct. 13. 

Flying Time: 17 hr. 30 min.; Instruction: 8 (10 hr.); Soloists: 


2 (2 hr. 25 min:)5 A ” Pilots 3.(4) Mesh4As anin.): 

Notes.—The week has been very poor for instructional flying, with a 
lot of rain and a rough bumpy wind. 

Mr. Downes Shaw flew to Croydon and back with Major Cooper, 
the only long flight of the week. 

We are now getting ready for what we hope will be a cheery little 
“ At Home” on Saturday next, Oct. 20, beginning at 14.00 hr. We have 
issued invitations to Clubs within reasonable distance, but any repre- 
sentatives of Clubs which have not been invited will be very welcome. 
All private owners are invited. Visitors will be put un for the night 
by members of this Club and their machines will be housed. 

There will be displays of aerobatics, joy-riding and a competition for 
visiting and other machines. Visitors are asked to arrive before 14.00 
hrs. and to let the Secretary know as early as possible ot their inten- 
tion of doing so. 


The Liverpool and District Aero Club. 

[Sec.: Capt. Ellis, Hooton Park Aerodrome, Wirral.] 

Instructor: Flt. Lt. B. Allen. 

Ground Engineer: H. Pixton. 

Machines in commission: 1. 

Report for week ending Oct. 18. 

Flying Time: 27 hr. ro min.; Instruction: ‘18 hr. 5 min. 

6 hr. 40 min.; Joy-rides: x ht. 15 min.; Test: x br. ro min. 

Notes.—The above times reflect the keenness of our flying members 
and staff, as poor visibility has made flying far from pleasant most of 
the week 

On Sunday last Messrs. Keniston and Edgar were launched solo, each 
putting up a very good show. Mr. Edgar’s landing was about the 
best first solo landing one has seen to date. 

Mr. Howard Pixton, our Ground Engineer, is still battling with 
repairs and overhaul to XY. Meantime XX is totting up the hours 
and will be due for top-overhaul as soon as XY is back to work. 
Motto for Ground Engineers: ‘‘One damn’ thing after another.” 

Capt. Ellis, our new Secretary, has taken over his duties this week, 
and is now installed at the aerodrome office ! 


The Cinque Ports Flying Club, 


Soloists : 


{Sec.: R. Dallas Brett, 114, High Street, Hythe.] 

Instructor; Mr. Hi (Gt Bravers, D:S:¢C: 

Ground Engineer: R. H. Wynne. 

Machines in commission: 2. 

Report for week ending Oct. 13. 

Flying Time: 7 hr. 15 min.; Instruction: 8 (4 hr. 55 min.); Soloists : 


2 (x br. x15 amin), “<4 Pilots's a5 (a htay Restseesseiiia. 

Notes.—On Monday, Oct. 8, Mr. I. N. C. Clarke resigned the position 
of Pilot Instructor for private reasons, and on Oct. 12 Major H. G. 
Travers, D.S.C., was appointed temporarily to fill the post. The Club 
was most fortunate in securing the services of Major Travers. ‘There 
is a possibility that he may accept a permanent appointment. 

Major H. G. Travers comes from Walmer. He served in the H.A.C. 
from 1912 to 1915, going overseas with them in September, 1914. He 
was wounded in December, 1914, and on emerging from hospital 
he transferred to the R.N.A.S. in December, 1915, taking his certificate 
as a Pilot in January, 1916. After service at Eastbourne and Dover 
he served overseas at Dunkirk towards the end of 1916. In January, 
1918, he was appointed to command No. 211 (Naval) Sqdn. He left 
the Service in September, 1919, and during the period from September, 
1926, to December, 1927, he served as test pilot and as personal repre- 
sentative for Mr. Robert Blackburn at the Blackburn Co.’s depot 
for land and seaplanes at Phaleron, Greece. He has recently been 
temporary pilot-instructor to the Bristol and Wessex Club. 

On Sunday Mr. Graham Mackinnon, a member from Edenbridge, 
did his tests for his ‘‘ A” licence and passed in very good style. 
The Club congratulates him. 

On Saturday, Oct. 13, Mr. G. T. Skinner, of Boughton Honchelsea, 
Nr. Maidstone, who recently passed for his ‘‘ A” licence, took off 
in Moth G-EBSS for e solo flight, immediately after having 15 mins. 
dual instruction with Mr. Travers. Above Romney Marsh he did 
two excellent loops, after which he did a half roll. In attempting a 
full roll immediately afterwards, he allowed the nose to drop and the 
roll developed into a spin. He was still at a safe height, but it 
appears that he came out of the spin with a jerk and was thrown 
forward onto his belt, which broke near the starboard fastening. Mr. 
Skinner was thrown out of the machine and killed. . The machine 
continued in a dive and fell on Selby Farm close to Mr. Skinner, a 
complete wreck. 

The Club deeply regrets this accident to a very promising pupil, 
and the Board of Directors and Committee offer their sincere sym- 
pathy to Mr. Skinner’s relations and friends in their great loss. 


The Saskatoon Aero Club. 
[Sec. : B. R. Masecar, Room 2, Royal Bank Buildings, Saskatoon.] 
Report for week ending Sept. 8. 


Flying Time 22 hr. 20 min. Instruction 10 hr. Soloists 4 hr. 15 


min. Observer Member Flights 21. Instruction.—With Mr. Bythell— 
Messrs. R. Palmer, Reed, Mayne, Randall, Swinghamer, James, 
Klassen, Badgley, Elliott, T. Sigsworth, Yule, McCullough, Dr. Mc- 
Connell. With Mr. Mayson—Messrs. Kerr, Reed, Morrison, Badgley, 
Elliott, R. Palmer, Roscoe. Soloists—Messrs. Mayson, McClelland, 
Randall. 

Notes.—Tuesday, Wednesday, ‘Thursday and Friday, poor weather. 


Some days almost a washout. KG was having a top overhaul of 
engine, so it was not in use excepting om Sunday and Monday. ‘This 
left only the one machine to carry on. 

Special Notes.—On Sept. 3 Saskatoon’s first Aerial Meet was held. 
Over 5,000 people attended. The fences surrounding the grounds were 
crowded with spectators. Pilots Jack Bythell, Dick Mayson and Stan 
McClelland were in charge of the ’planes and alternated at the con- 
trols throughout the afternoon. All three showed their abilities as 
pilots, landing and taking off with ease, and going through their 


stunts without the semblance of mistakes. Both Pilots Mayson an 
McClelland have taken refresher courses at the Club. 

On Sept. 6, we were visited by the Jord Thomson, D.S.0., who wa 

Secretary of State for Air in the Ramsay McDonald Cabinet. 
The Montreal Light Aeroplane Club, Inc. 

[Sec.: W. H. Campbell. 388, St. James Street, Montreal, Canada 

This club was one of the first formed in Canada under the Gover) 
ment Scheme, and took delivery of its first D-H. Moth (Mk, | 
Cirrus) on May 12, Mr. F. G. W. Sparks, Chief Instructor, flying tt 
machine from Camp Borden with Mr. Jaques Cartier, a director , 
the club, as passenger. On arrival at the aerodrome the President, Mm 
W. S. L. Lighthall, the Vice-President, Mr. L. S. Jean, and sever; 
directors of the club went up as passengers, and instruction bega: 

The club got its second D.H. Moth (Mk. II Cirrus) on May 2 
this machine being collected from the De Havilland Aerodrome ; 
Toronto by Mr. Sparks, with Mr. Frank McGill, a director. 

These two machines have been given to the club, under certai 
conditions, by the Canadian Government. 

The club having 161 flying members and 58 associate members (nor 
flying members, permitted to have passenger flights), it was soo 
decided that another machine was necessary and that an assistar 
instructor should be appointed. A further Moth (Cirrus) was ordere 
and delivered direct to St. Hubert Aerodrome on July 16 by the D 
Havilland test pilot, who carried Mr. C. Gordon Brown, a director. 

The club having bought this machine, it will be entitled to 
further machine. from the Canadian Government and it will b 
allotted to the club during the year. This will bring the strengt 
of the club’s machines to four D.H. Moths, all with Mk. II Cirrus 
but the club is contemplating buying yet another Moth. 

The club is fortunate in being able to operate from St. Huber 
Aerodrome, which will be the main air port of Canada. The aerc 
drome is at present being very thoroughly tile-drained and the surfac 
most carefully prepared. Excellent roads are being made an 
adequate hangars, offices, etc., are to be erected. Custom officials ar 
always present. 

The aerodrome has an excellent main road to it, and already has it 
private railway siding. And when the work is completed the aerc 
drome wiil compare favourably with any in the world, comprising a 
it does some 750 acres of dead level ground in ideal flying country 

Air mails are already regularly operating from it. 

Fairways are being prepared which will withstand any weathe 
conditions, to enable daily flying to take place. Except for thos 
aerodromes that have sandy sub-soil, winter conditions and thaw 
require elaborately prepared fairways to enable daily flying. Sanc 
however, has distinct disadvantages, wind being the greatest enemy 
causing dunes and pot-holes. 

The club this season has been badly handicapped by the very we 
and windy Summer, and in the period May 12 to Aug. 31 flying wa 
impossible on 30 days and badly interfered with on 16 days. Nex 
Summer, when the work on the aerodrome will be completed, th 
weather should not interrupt flying so badly. 

Mr. Spooner arrived in Montreal on Aug. 25 to act as assistan 
instructor, and the returns should make more satisfactory reading. 

Mr. Sparks has very kindly been given assistance in the evening 
and at week-ends by Capt. Trim, Mr. R. H. Foss and Mr. Ouc. S 
Wallace. ; 

Up to Aug. 31 the club had done 470 hr. 25 min. flying, of hicl 
328 hr. 5 min. were dual instruction, 92 hr. 10 min. solo, th 
balance 50 hr. 10 min. was made up with passenger and test 

The club already has 35 soloists, 23 being old pilots who, 
fresher lessons, are regularly doing solos, and 12 ab initio 
including one woman. Further, 78 members are under instruc 
some 18 are ready for solo and awaiting favourable condition ns. 

Soloists.—Old Pilots: Capt. Trim, R. H. Foss, L. J. St. Jeat 
Lighthall, E. F. Peacock, G. C. Upson, P. S. Fisher, O. C. 
H. H. Cotton, J. G. Ireland, D. Cushing, J. H. Badgiem 
Williams, E. C. R. Stoneman, C. Dixon, L. R. Lavigne, 
M. J. Berlyn, H. St. Martin, P. Thibandeau, R. F. Burn 
Lewis, J. E. Lytell. Ab initio: J. W. McConnell, Jnr., 
Reddy, Mrs. E. B. F. Reddy, N. Ranger, G. H. Dorais, D. 
H. G. Marpole, L. Knight, L. J., Beaudoin,; Gs tae 
J. Ballantyne, J. Cawley. 

Mr. McConnell and Mr. Marpole have passed their flyi 
their Private Pilot’s Licence. An interesting item was tha’ 
Mrs. E. B. F. Reddy made their first solos on the same 
after just over 7 hours’ instruction. 

The clubs sponsored the Montreal Aircraft Exhibition 
held at The Drill Hall, Craig Street, Montreal, and 
Aircraft Exhibition to be held in Canada: It exeated gi 
and was very well supported and is to be held annually. 

Mr. Trenholme, Mr. Cushing, Mr. Marpole, and Mr. Laws 
jointly with Mr. Badgley, own their own D,H. Moths. 
Beaudoin daily expects. delivery of a Gipsy Moth, and m 
contemplate buying machines in the near future. 

The 12 ab initio pupils averaged 7 hr. 20 min. dual 
this average should be maintained if the high standard « 

Only very minor mishaps have befallen the club’s” 
these were at soloists’ hands when the aerodrome was W 
worked on. No engine trouble of any kind has been e 

The club, for very reasonable fees, provides private 
gives service to member owners. 


School Notes. 


The Henderson Flying School. ee 

[Managing Director: Lt.-Col. G. L. P. Henderson, Brooklands Ae 
drome, Byfleet.] : 

Report for week ending Oct, II. 

Flying Time: 21 br. 55 min. 

Notes.—In spite of the approach of wintry weather a number © 
pupils have joined us during the last week, their names being,- 
Messrs. Eggar, Ensor, Bramwell, Ford, Koratkar, and Cdr, Bower. 

On Oct. 5 the School provided ‘five machines of various makes for 4 
cinematograph stunt which gave considerable amusement to the part 
cipants in spite of a number of unavoidable delays. 

Mr. J. L. May’s Mono-Avro is now finished and is a success. 
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A GOOD EXAMPLE OF ~ 
AEP AIRCRAFT TUBE WORK 


THIS TUBE If 2%4".0.D. x 176 AND 
HAS A BEND AND A CRANK IN 
A FINISHED LENGTH OF 142° 


Hr EXPERIENCE WHICH Azanp.P 


HAVE AGOUIKED IN CAKRYING 
OUT EU BULAR-CONSERUCTION 
FOR (LHEeSebRIPISH “GOVERN- 
MENT AND ALL THE LEADING 
ALER CR AE ey Biehl eh See lS 
PEACH Dear ties YOUR = DISPOSAL 
POR? LOE SOLUTION- OR YOUR 
RED Ese ROBIE MS 

Pr ISBANSEXPERIENCE: COVERING; 
GOMPREHENSIVELY, EVERY oPYPE 
OP? TUB LATA SC ONS ER.U CEO N 
APPLIED TO AIRCRAFT, FROM 1908, 
WK © UNS eee rte VW, | NIGH Ee Ue 
LOOP DATE 


CONSULT AaynoP ABOUT TUBES 


ACCLES & 


POLLOCK rp 


PAPERTS PN AFRERAPT<TUBULAR CONSTRUCT. ON 


OLDBURY, BIRMINGHAM 


GEORGE: PARNALL & C2 


PROPRIETOR GEORGE G PARNALL., 
AIRCRAFT DESIGNERS & CONSTRUCTORS. 


London Office:—EVELYN HOUSE, 62, OXFORD STREET, W.1. Telephone—Museum 4375. 
Experimental Works and Test Station :—Yate Aercdrome, Gloucestershire. Tel. : Chipping Sodbury 50 


ERS & MANUFACTURERS OF 
PES OF MODERN AIRCRAFT . 
E PARTS SUPPLIED :2!: 


FACTORIES Es ae 
COLISEUM WORKS PARK ROW, BRISTOL: = 
FEEDER ROAD, BRISTOL 
PARK ROW QUAKER PRIARS, BRISTOL, 
BRISTOL MIVART STRERY, BRISTC L, 
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No. 4773 (3 lines). 
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: Telagram ss 
WARPLANES”™ BR/S TOR 


680 


The Aeroplane 


OCTOBER 17, 19: 


COMMERCIAL. AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 


Trips per Day.—Sunday, 8; Monday, 16; Tuesday, 19; Wednesday, 22; 

Thursday, 19; Friday, 17; Saturday, 22. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich; Jondon—Ostend—Brussels—Cologne 
turn: Machines 56, passengers 473, freight 23 tons. 

AIR UNION: 

Paris—London and return: 
tons. 

i Ve 
Amsterdam—Rotterdam—London and return: Machines 12, passengers 
82, freight 42 tons. 

SARENA : 

Brussels—London and return: 
2 tons. 

DEUTSCHE LUFTHANSA A.G.: 
Amsterdam—London and return: Machines, 9, passengers 322, freight 
2 tons : 

MISCELLANEOUS : 

British machines 5, passengers 4. 

Foreign machines 0, passengers o. 

Total number of trips by British Machines, 61, carrying 480 pas- 
sengers. Foreign Machines 62, carrying 271 passengers. 


and xe- 


Machines 30, passengers 138, freight 14 


Machines 11, passengers 19, freight 


COMPARATIVE FIGURES. 
Week ending Oct. 13: ; 

Machines, 123;: Passengers, 751; Crews, 242; Total- personnel, 993. 
Corresponding week, 1927: ej 

Machines, 108; Passengers, 621; Crews, 198; Total personnel, 819 
Corresponding week, 1926: 

Machines, 65; Passengers, 
Corresponding week, 1925: 

Machines, 96; Passengers, 346; Crews, 122; Total personnel, 468. 
Corresponding week, 1924: 

Machines, 86; Passengers, 
Corresponding week, 1923: 

Machines, 84; Passengers, 232; Crews, 
Corresponding week, 1922: 

Machines, 89; Passengers, 261; Crews, I51; 
Corresponding week, 10921: 

Machines, 66; Passengers, 226; Crews, 87; 
Corresponding week, 1920: 

Machines, 90; Passengers, 1603 Crews, 104; Total personnel, 264. 


262; Crews, 79; Total personnel, 241. 


370; Crews, 114; Total personnel, 484. 
131; Lotal personnel, 363. 
Total personne!, 412. 


Total personnel, 313. 


Croydon Notes. 


Experimental draining operations which have been in pro- 
gress for some time on the edge of the concrete just outside 
the main buildings have just been completed. These involve 
the laying of a multiplicity of drain-pipes a foot or so below 
the surface, and the filling in of the space above them with 
a compost that will remain porous. It is to be hoped that 
the experiment may prove a success, but grave doubts are 
felt as to how porosity and resistance to tail-skids can be 
combined. 


Apropos tail-skids, the hopes of those responsible for the 
state of the aerodrome, raised by the equipment of the 
Vanguard with wheel brakes and a tail-wheel, have been 
depressed by the removal of the brakes and the return of 
the tail-skid on this machine. This set-back however is likely 
to be but temporary—the brake and tail-wheel combination 
in itself was satisfactory enough, but the tyres would not 
stand up to the strains imposed on them. [Presumably they 
were old tyres which had been standing for long periods with- 
out exercise, while the machine has been left unused. Rubber 
needs exercise like a human being, and one can quite under- 
stand that the new tangential strains set up by powerful 
brakes on partly perished rubberised fabric would cause 
trouble.—ED. ] - 

Whether the trouble was the result of creeping on the rims 
and cutting of the beads or merely direct failure of the walls 
is known only to a select circle, but no doubt is felt that 
tyres which will stand brakes will shortly be available for 
even heavier machines than the Vanguard. 

All those who know the series of caricatures of aero- 
drome personalities which adorn the staff-parlour in the Aero- 
drome Hotel will be interested to learn that Mr. Dickson has 
recently added to that series. Even the caricatured admit 
that the artist has succeeded in all but their own cases, and 
though some are better than others all are remarkably clever. 
These new sketches are now being framed and will shortly 
be added to the decorations of the hotel. 


There are rumours of impending proceedings by residents 
in the neighbourhood of the aerodrome against some or other 
of the air line operators with a view to securing an injunc- 
tion to restrain them from causing a nuisance by flying over 
their houses. Any such action cannot fail to be interesting, 
and may put the Air Ministry into a very difficult position. 

But if the matter ever does come into Court everybody 
prays that the local District Councillor who has repeatedly 
seen Argosies crossing Stafford Road below the Tramway 


Co.’s trolley wires (so he says) will be called upon to give 
evidence. 


FLYING TESTS WITH GEARED ENGINE: 
In accord with the firm’s policy of putting new types 
engines through extended flight tests, the Bristol Aeropia 
Co. have recently completed tests covering 150 hours’ fiyi 
on their new type of Bristol Jupiter (Series VIII) gear 
engine. eee 
This was fitted in a Bristol Bloodhound biplane an 
tests were made so as to discover the most sunitab 
pression-ratio for a high-compression geared air-coo 
gine and also to test a suitable exhaust system for q 
engine. 
The result of these tests was that the 5.8 com 
ratio was selected. < ie 
Considerable development work was found to be necessa 
on the exhaust ring, because with the 2-to-r reduction ge 
the cooling slip-stream was not as efficient as with ¢ 
ungeared engine. Accordingly the area of the exhaust-ti 
and outlet-pipes had to be considerably increased and ma 
fied as compared with the ungeared engine, so as to me 
the official requirements of the Fire Prevention Committe 
Consequently the exhaust-ring area has been increased 
24.5 square inches and, double outlet-pipes have been pr 
vided for each cylinder. a 
It is interesting to note that with the Bloodhound machi: 
considerable increase in performance was registered with t 
geared engine as compared with the ungeared type. F 
instance, at 5,000 feet the increase in speed was over 
miles per hour, or approximately 10%. — tad | 
CRUELTY TO AEROPLANES 
The Hon. David Tennant flying a De Havilland Mot 
(Cirrus Mk. II engine) left Stag Lane on Sunday with ty 
passengers in the back cockpit, of whom one, Mrs. Tennar 
was seated on the knees of the other, Mr. Brian Howard. 
The machine landed at Lympne to clear Customs for 
trip to France. The aerodrome officials however refused ° 
allow him to proceed thus loaded, and Mr. Tennant therefo 
made two trips across the Channel to St. Inglevert to fer: 
his passenger, and then proceeded, presumably a ois 
Le Bourget,—French regulations being less careful for tl 
individual than British. 
A NEW ITALIAN AEROPLANE SERVICE. 
The Times announces that a new Italian seaplane servic 
from Naples to Barcelona by Genoa, and Palma (Majore: 
is to start soon. This service will run in connection with tl 
Trieste—Genoa—Marseilles line and will link up with 4 ne 
service on the route Zara (Dalmatia)—Trieste—Venice—Pay: 
—Turin. ea : 


MODERN | 


AERONAUTICAL 
BOOKS. 


Aeronautical Engineering. 
Aero Engines, = 
Lighter-than-air Craft. 
Air War. 

Practical Flying. 
Aerial Navigation. 
Air Surveying. 
Instruments. 
Miscellaneous. 


THE NEW CATALOGUE IS NOW 
AVAILABLE, POST FREE 


From 


The Aeroplane Book Department, 


Cannon House, Pilgrim Street, London, E.C.4. 
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made up to the 
requirements _ of 
designers; and 
for any par- 
ticular machine. 


OTAER TYPES 
of Pin Plugs and 


Sockets can be 
supplied from 
2 to 16 way. 
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By courtesy of Newcastle Chronicle, Lid. 
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*Phone : BISHOPSGATE 3244. 


JUST COMPLETED A 
3000-MILE TOUR OF 
GREAT BRITAIN. 


REPETITION 
PARTS. 


THE PARTS WE MAKE CAN BE RELIED UPON. 


The Autogiro cannot 
stall, is easy to control, 
and ensures safety in 


flight. 


VERTICAL DESCENT 


For full particulars apply to :— 


The CIERVA AUTOGIRO Co., Ltd. 


BUSH HOUSE, 
ALDWYCH, LONDON, W.C.2. 


Telephone :—CENTRAL, 4861. 
Telegrams :—CIERVAGIR, ESTRAND, 
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METALLISED AIRSCREWS. 

Mr. Einstein, the inventor of a process whereby coats of 
almost any metal may be deposited on almost any material, 
has just produced a metallised airscrew. The specimen at 
present in being is a standard wooden screw for a Cirrus- 
engined Avro Avian entirely sheathed in chromium. 

This metal coating seems to be uniform, tenacious, and 
thick enough to protect the airscrew from any damage by 
rain, hail or spray. The cost of coating is said to be so 
small as to add little or nothing to the selling price of the 
screw, and the added weight (7 lbs.) is approximately that of 
brass-tipping. ‘The inventor claims that the whole screw is 
lighter than any metal airscrew yet made for a machine of 
this type. 

Mr. Einstein claims that such tests as have been made 
on the airscrew have failed to show any sign of the metal 
coating parting from the wood, and though, so far, he has 
not been able to spin the particular sample up to excessive 
r.p.m. it is, one understands, to be submitted to such a test 
as soon as possible. 

Coats of metal deposited by the Einstein process adhere to 
wooden or even fabric surfaces to an extent which, the in- 
ventor claims, cannot be equalled by any ordinary electro- 
depositing system. Reports by eminently respectable authori- 
ties in this country suggest that the process in question over- 
comes the difficulties which have defeated earlier attempts 
at coating airscrews and the like with metal, by electrical 
methods, so that this form of protection may prove to be 
valuable. 

Reference was made to this process in THE AEROPLANE when 
the people who were responsible for British Airships Ltd. 
proposed to run it as a side-line. 


AIRCRAFT OPERATIONS IN SOUTH 
AMERICA. 

The work of the Aircraft Operating Co. Ltd. in South 
America is expanding to such an extent that Major H. Hem- 
ming, A.F.C., F.R.G.S., A.F.R.Ae.S., the Managing Director 
of the firm, has had to go to Rio de Janeiro to deal with 
affairs on the spot. In the meantime Major C. Kennedy- 
Cochran-Patrick, D:S/O;, MiG, 3 R.G.S., AFR Ae:S., ‘who 
is a Director of the firm, is home from Rhodesia, and is 
looking after those branches of the Company’s business which 
are usually under the immediate control of Major Hemming. 

The Company’s operations in South Africa are now under 
the direction of Major R. A. Logan, late R.A.F., and 
formerly of the Fairchild Company of America. Altogether 
the Company’s activities are increasing at a highly satis- 
factory rate, and there is every prospect that before long a 
considerable increase in personnel will be needed. 


A NAPIER BOOKLET. 

D. Napier and Son Ltd. have made a careful study of the 
art of advertising, as their method of publicity shows. 
Nothing could be more elegantly produced or make more 
interesting reading than their latest booklet on the Series XI 
Napier aero-engine. For the benefit of their foreign cus- 
tomers and prospective customers, the booklet is printed in 
French, German and Spanish as well as English. 

Besides full details of the engine a history of the Napier 
Lion and its achievements is given, with illustrations of the 
types of machines fitted with Napier engines. D. Napier and 
Son Ltd., Acton, London, W.3, will be pleased to send a 
copy of the booklet to any responsible person concerned with 
aircraft who desires one, but as the number available is 
limited, readers are advised not to delay their applications. 


NEW COMPANIES. 


THE BROOKLANDS SCHOOL OF FLYING LYp.—Private Co. 
Oct. 12. Capital, £3,000 in £1 shares. 
ness of instructors in aviation, aerial navigation, aerial and ground 
signalling, etc. The directors are: H. D. Davis (chairman), Brook- 
lands Aerodrome, Byfleet, Surrey. H. S. Hamilton, Brooklands Aero- 
drome, Byfleet, Surrey. I. R. Oldmeadow, address not stated. 
Solicitors: Richard Brooks and Son, 11/12, Finsbury Square, E.C.2. 
Registered Office: Brooklands Aerodrome, Byfleet, Surrey. 

AIRWORK Ltp.—Private Co. Registered Oct. 11. Capital, £45,000 in 
£1 shares. Objects: To carry on the business of manufacturers of and 
dealers in aeroplanes, flying machines, airships and craft, balloons, 
aerial conveyances of all kinds, and the component parts thereof, garage 
and hangar keepers, aerodrome proprietors, cinematograph proprietors 
and film makers, etc. The first directors are: H. N. St. Valery 
Norman, 30a, Belgrave Mews South, S.W.1 (chairman). F. A. I. Muntz, 


: Registered 
Objects: To carry on the busi- 


MALLITE PLYWOO 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


Telephone: THROUGHOUT THE WORLD. Telegram 
BISHOPS - Fe a VICPL’ 
GATE 5641 Manufactured to Specification 2.V.3 by 
4 t:mee) THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. LONDON 


30, Chepstow Villas, Notting Hill, »W:1r. Sec. : F. “Aa 
Solicitors : Pettit, Walton and Co., Leighton Buzzard. : 


SATISFACTIONS. 
A.D.C. Arrerart Lrp.—Satisfaction in full on Oct. 2, 1928, of d 
dated Jan. 16, 1925, securing £133,434 7s. rod. 
Crrrus AERO-ENGINES Lrp.—Satisfaction in full on Sept. 14, 
debentures date Mar. 25, 1927, Feb. 1, 1928, and Feb 21, 192%, 
£5,000, £3,000 and £8,460 respectively. 


PERSONAL NOTICES. 


DEATHS. 


MALET.—On Oct. 8, at Langley Close Bungalow, Fawley 
Francis Ivo Rivers, dearly loved second son of Sq. Ldr. H 
Malet, aged six years. 

TOUD.—On Oct. 11, at Hendon, as the result of a flying 
Cpl. Christopher Loud, No. 12 (Bombing) Sqdn., R.A.F. 

SOMERVELL.—On Oct. 11, at Hendon, as the result of 
accident, Flt. Lt. William Edmund Somervell, A.F.C., No. 12 (I 
Sadn., R.A.F. ‘ 

Flt. Lt. W. E. Somervell, A.F.C., was born in 1892 at Elisat 
Odessa, and was educated at Malvern and Sandhurst. He ent 
Rayal North Lancashire Regiment in March, 1915, and was | 
to the Royal Flying Corps in August, 1915. In September 
same year he was posted to No. 2 Sqdn., R.F.C., then stat 
Hesdigneul, and employed on Artillery Co-operation with the I 
In January 1916, he was wounded and made a prisoner-of-war. 
transferred from Germany to Holland in July, 1918, and repat 
November, 1918. In August, 1919, he resigned his Regular Ar: 
mission on appointment to a permanent commision in the R.A 
the rank of Flying Officer. In April, 1920, he was posted t 
School of Technical Training (Boys) at Halton, and in Februa 
he was posted to No. 5 (Army Co-operation) Squadron, Quetta. 
promoted to be Flight Lieutenant in January, 1922. He was 
the Air Force Cross in the King’s Birthday Honours of 1925 
August, 1925, he was posted to No. 4 (Army Co-operation) § 
after a few months at the School of Army Co-operation. In D 
1925, he was posted to No. 2 (Army Co-operation) Squadron 
ston, and in February, 1927, he was posted to No. 12 (B 
Squadron at Andover. 

A friend of Fit. I.t. Somervell writes as follows :— 

Flt. Lt. William Edmund Somervell, known to his intin 
the Service as ‘ Chaps,’? was one of the best fellows that ev 
By those of his brother officers who had the privilege of hi: 
ship during service in India in the years immediately after t 
and subsequently in England, ‘‘ Chaps” will always be rem 
for his kindliness, light-heartedness, unfailing cheerfulness a 
fellowship. It is, perhaps, surprising that these qualities sho 
dominate in one who had endured the trials of captivity in ¢ 
during the War. Nevertheless it was so. ‘‘ Chaps”? was ne\ 
thing but cheerful in fair weather and foul. He was trem 
keen at work and at play and he was a thorough sportsn 
India he used to spend his periods of leave shooting big ga 
small, while for collective games in the Squadron he invariabl} 
out in the field to cheer his side on from the touch line. “ 
was always to be relied upon and was never known, even unWw 
to let anybody down, be they his superiors or his juniors. 
generally regarded by all who served with him as an out: 
example of the best type of Squadron Officer. ‘‘ Chaps” has jo 
Great Majority and his cheery personality will be sadly mi 
his friends, but he has left to us an example which we sh 
well to emulate.—c. J. Ss. D. 

MARRIAGE. | 

CULLINAN—GL'’“ASS.—On Sept. 1, in London, Dr. J. H. Cullin 
Off., R.A.F. Medical Service, to Marie I.ouise, eldest daug 
Mr. and Mrs. R. Glass, of Highgate, N.6. me 

FORTHCOMING MARRIAGES. : 

ADDAMS.—THISTLETHWAYTE.—The engagement is ant 
and the marriage will shortly take place, between Mr. James 
Addams, Royal Air Force, eldest son of Mrs. Inez Addams, 0 
end, Esher, and Mrs. Nettie Thistlethwayte, of Larchfield, St. ‘ 
Hill, Weybridge. en 

BANKS—BLACK.—An engagement is announced betwee 
Leonard Glover Banks, late R.A.F., younger son of Mfr. al 
Cc. H. Banks, of Clarendon Place, I.eeds, and Miss Dorothy 
eldest daughter of Mr. and Mrs. Black, of Killochy, Hudders 

BLOOM—OWEN.—The marriage arranged between Mr. G. F. I 
Bloom and Miss Barbara Owen will take place at the Churel 
Martin-in-the-Fields, Trafalgar Square, at two o’clock on Nov 

BIRTHS. ae 

BENNETT.—On Oct. 13, at the Ridgway Nursing Home, Win 
to Jacqueline, wife of Leslie V. Bennett, R.A.F.—a son. 

BOTTOMLEY.—On Oct. 10, at The Grange, Johnstone, Renir 
to Sq. Ldr. and Mrs. N. H. Bottomley—a daughter. : 

DIGBY JOHNSON.—On Oct. ro, at Old House, Rushall, to 1 
(née Beeching), wife of Sq. Ldr E. Digby Johnson, R.A.F.—a di 

SUTCLIFFE.—On Oct. 3, at the Norlands Nursing Home, Et 
to Betty, the wife of W. H. Sutcliffe, Assistant Instructor, The | 
Aero Club—a son. : ae 

WINGFIELD.—On Oct. 10, at Iincoln, to Dorothy, the wife 
Off. C. P. Wingfield, R.A.F.—a son. 
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of Supermarine Southampton flying boats (Napier Lion engines) moored off Calshot. 
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BEST TRAINING MACHINES 
in the World 


Nn G by Avro is safer, more economical and has 
made more first class pilots than any other means. 
Training by Avro is standardised and recognised all 


over the world as the best, surest and quickest method 
of teaching flying. 


Training by Avro has survived the test of ten years. 
Don’t experiment. Adopt the proved machines. 


Send for details to: 


A. V. ROE & CO., LTD., MANCHESTER. 


London Office & Export Dept. : 166, Piccadilly, W.1. 
Experimental Works : Hamble, Southampton. <a 
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ON GERMAN AERO 


ing that brief but lamentable and unayoidable inter- 
dispute, known officially as the Great War, which 
during 1914-18 between the Teutonic and the Anglo- 
branches of the Nordic, Gothic or Caucasian Race 
1eyer you care to call it), with the Frankish and Lom- 
sub-divisions thrown in—plus some odd millions of 
erraneans, Slavs, Muscovites, uranians, and assorted 
ed folk, as auxiliaries on both sides—there was a period 
both German and British aviators said that a German 
iever afraid of being let down by his motor and an 
shman was never afraid of being let down by his aero- 


superficial proof of the truth of this statement was 
© many of our aviators were forced to land owing to 
s-failure on the German side of the fighting’ line and 
taken prisoners, and’ that so“many of our aviators saw 
ings and tails break off German machines in the air. 
nly we lost far more. aviators as prisoners than did 
ermans, and certainly fewer of our machines broke in 
ir than did theirs. But there were other reasons for 
facts. 
the first place we were attacking nearly all the time 
he Germans were on the defensive. So naturally our 
ts were over their side of the line in greater numbers 
theirs were over our side. And so, even if engine- 
=s had been equal we should have lost more men. 
mndly, the almost continuous West wind helped a Ger- 
home if he suffered from a defective engine, whereas 
vented our people from reaching the lines. Moreover, 
ight started over the lines, the West wind drifted the 
scrimmage bodily over German territory and so any- 
whose engine went wrong was forced ‘to land there. 
tdly, unless one is very much mistaken, we had by 
iddle of the War, many more aeroplanes and men in the 
an had the Germans. And so, other things being equal, 
re bound to lose more. 

to the breakage of machines in the air,—The German 
ft manufacturers became very short of raw material 
after the War began, and so they used structural 
ds which we, with our almost unlimited supplies, did 
llow. Spars and airscrews in German machines were 
ip of short lengths of wood where we insisted on single 
. The Germans used welded steel tube largely, long 
- this method of construction had reached its present 
of reliability. And, owing to scarcity of supplies, 
1 by Germany being virtually in a state of siege, all 
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ENGINES—AND OTHERS. 


sorts of ersatz (otherwise ‘take-place’ or ‘ make-it-do ’) 
material and methods were used. 

With such material and methods the Germans used motors 
which, on the average, were bigger and heavier, and more 
powerful than ours, and had fewer cylinders. They used the 
6-cylinder-in-line Mercédés and Benz and Argus and B.M.W. 
water-cooled. We used the 8-cylinder Raf (Royal Aircraft 
Factory) V-type, air-cooled,—which later appeared in a 12- 
cylinder form. And we had ‘8-cylinder V-type Hispano- 
Suisas, and 12-cylinder V-type Rolls-Royces. 

Also we used many more light rotary motors than did 
the Germans. Most of our light fighting machines had 
Gnémes and Le Rhénes and Clérgets, and, later on, Bentleys. 
The Germans used their big 6-in-line jobs for their single- 
seat fighters, except for a few rotaries built on the lines of 
the Gnome. 

Somer ANCIENT HIsTorY. 

Even before the War German motors had won a high 
reputation for reliability. Such pilots as Boehm, Basser, 
Landmann, and Suvelack, had made flights which would be 
fine performances to-day. Boehm had flown, for the first time 
in history, more than 24 hours’ non-stop,—this record is still 
not officially homologated, thanks to the pettiness of the so- 
called Fédération Aéronautique Internationale. Suvelack 
had flown, with a passenger, over 1,000 miles in a straight 
line non-stop. 

We, on our part, had no reliable motors at all, except for 
the Beardmore-built Austro-Daimler,—from which descended 
the fine reliable 160 h.p. Beardmore, the B.H.P. (Beardmore- 
Halford-Pullinger) and eventually the famous Siddeley Puma. 
We depended at first entirely on rotaries bought from the 
French, and on the Raf (a badly-modified copy of the 8- 
cylinder V-type Renault), one of the most unreliable motors 
ever built. 

Later the famous Rolls-Royce firm produced the 12-cylinder 
V-type Falcons and Eagles, as reliable as anything in the 
War, and far smoother in their running than any engine 
with fewer cylinders. The Raf engine, thanks largely to 
being built and improved by the Napier people—who had not 
vet produced the Lion—became reliable. The Bentley rotary, 
whose descendant is the luxurious Bentley car, came out and 
beat all the French rotaries. And at the finish we had plenty 
of motors as reliable as the Germans’, besides being consider- 
ably lighter. 

On the other side, there is no doubt that the big heavy 
German motors, reliable as they were, put strains on th2 
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‘satz material of German aircraft when they were throw‘ 
bout in air-fights, or were dived to the limit in attack, 
which pulled the aeroplanes to pieces. And the powerful 
kick of six big cylinders probably wrenched and racked the 
structure of the machines far more than did the more fre- 
quent impulses of our motors with eight or twelve smaller 
cylinders. 

Consequently, on the whole, there was good reason during 
most of the War for regarding the majority of German motors 
as being more reliable than our own. And there was equally 
good reason for regarding our aeroplanes as more trust- 
worthy than theirs,—even though at certain periods, thanks 
to lack of that interference by Government experts which 
hampered our aircraft designers, German aeroplanes such 
as the Albatros, Fokker and Roland had a far higher per- 
formance than ours. 

After the War the oppressive conditions of the Treaty of 
Versailles put an end to the production of German aero- 
motors for some years. ‘The Germans were forbidden to build 
motors of more than a certain horse-power,—one forgets 
the figure, and it does not matter now. But the German 
motor-designers did not waste their time sitting idle. With 
characteristic thoroughness they carried on with research 
work, or experimented with low powers. The result is that 
to-day ay of German motors at the Ila shows— 
the removal of the restrictions of Versailles sees the German 
Motor Industry ready to compete on level terms with the 
aero-engines of the rest of the World. 


GERMAN ENTERPRISE. 

Dr. Junkers, always among the boldest in striking out from 
conventional methods, has produced a big motor which uses 
heavy oil and works on the full Diesel principle of self- 
ignition by compression. It is as far away from ordinary 
ideas of aero-engines as are his all-aluminium alloy aircraft 
from ordinary aeroplanes. It works, and it is said to have 
flown. 


OLDEST AND NEWEST.—The Argus Exhibit, showin, 
the 4-cyl. type of 1910 and the inverted 12-cyl. V-typ 
of 1928. 


Also the Junkers firm are making petrol-engines of n 
conventional type which are as reliable as the best. | 
of them took the Bremen from Ireland to Newfoundland 
Labrador), which proved the engine to be reliable, e| 
though the flight was unnecessary and merely demonstri 
that by air one can travel from an undesirable place to | 
which is even less desirable. Other Junkers aero-eng! 
have, in Junkers aeroplanes, set up World’s Records | 
weight-lifting and duration and distance which put tl! 
definitely among the World’s best motors. 

The aero-engine department of the. great Siemens fi 
World-famous for its electrical machinery, was reduced a; 
the War to experimenting with the little Siemens-Ha! 
static radial air-cooled motors. They were sound and; 
liable but did not put up any astonishing performances. | 

Now, besides these small radials, ranging from 60 | 
to 125 h.p., the Siemens-Halske Aktien Gesellschaft | 
building Bristol Jupiters under license from the Gnd 
Rhone firm in Paris, who hold the sole rights for the Bri 
engine designs for all Europe except Scandinavia. | 
presumably by way of showing complete independenct' 
French control, the Siemens Works have produced a very 
Siemens Sternmotor (star-motor), a g-cylinder job gi’ 
560 600 h.p. and a handsome job it is. 

The Mercédés firm—the Daimler Automobil Gesellsc 
of Cannstadt, the pioneer of all motor firms—after the | 
returned to the manufacture of motor-cars, a business! 


AN OLD FRIEND IN NEW GUISE.—The 1,600 h.p. Mercédés-Benz. 
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“As a demonstration of 
akin, the flight 
eecace will rank as one of thesr77% 
great feats in the history 
Of aviation.” = —-  PALy Man 


HE above tefers to the reliability flight 

catried out by four Supermarine-Napier 
“Southampton” flying-boats of the Royal Air 
Force. 


Flying in formation these aircraft flew from 
England to Australia and back to Singapore 
without engine trouble. <A total of 184,000 
engine miles. 


The engines selected were standard Napier 
Lions—not specially tested but taken from 
Stores in the usual way. 


To obtain the best results specify 
the tried and proved 


NAPIER 


The finest aero engine in the world 


i D. NAPIER & SON, LTD Shae 
one yer’, : Chiswick 
At, Loncon ACTON + LONDON 7 W.3 1220 


.—) 
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which long before our disagreement the name Mercédés had 
won legendary status among motorists. The firm’s designers 
experimented with superchargers, on which some work had 
been done for aero-engineering during the War. And there 
are experienced motorists who hold that the supercharged 
Mercédés car of to-day is the finest thing of its kind. 

Meantime, on the aero-engine side, the firm,—which had 
after the war amalgamated with the Benz company, whose 
war-time aero-engines and pre-war cars were almost as 
famous as the Mercédés,—was apparently playing with a little 
two-cylinder double-opposed horizontal pop-bottle engine of 
the kind used on the Klemm-Daimler light monoplanes, 
and similar to our Bristol Cherub or A.B.C. Scorpion. 

Now, at the Ila, the Mercédés-Benz combine present a 12- 
cylinder V-type engine of 1,000 h.p. Here is a worthy suc- 
cessor to the great war-engines of 1914-18. And mann- 
facturers in other countries will do well to watch it. 

Another old-timer which returns to the air is the Argus 
firm. ‘The war-time Argus was a worthy companion of the 
Mercédés and Benz. ‘The new peace-time Argus seems likely 
to be a worthy competitor. It is a 12-cylinder V-type in- 
verted. And it is supercharged. Its power was not stated. 
But it should be in the 1,000 h.p. class, judging by its size. 

Alongside is a beautifully show-shined sample of the old 
roo h.p. Argus of the year 1910. ‘This veteran looks quaint, 
with its external cam-shaft. But it worked well in its day. 
And its successor is worth consideration. 

Last, and far from least, among German firms, the B.M.W. 
(Bayerische Motoren Werke) must be mentioned. They have 
the largest exhibit of all motor firms at the Ila, and the 
most varied. 

Towards the end of the War the B.M.W. aero-engines, of 
which nobody had heard before the War, won a reputation 
which ran them close to the Mercédés and Benz. Some of 
our experts here, whose duty it was to test captured motors, 
held that the B.M.W. was a more refined job than its 
rivals, and more in accord with our ideas of lightness and 
strength. 

Certainly nobody could wish to see a better-looking piece 
of work than is the latest B.M.W., of 600/755 h.p.,—a 12- 
cylinder V-type water-cooled engine, supercharged and with 
an airscrew gear of the Farman type. Its finish is superb, 
even allowing that it is a show-sample. 

And, just to show freedom from prejudice,—or perhaps 
because of a wise desire to be able to come in out of the rain 


GERMAN 


STAR-MOTORS.—The big radial Siemens engines, on the left the 560/600 h.p. $h.20, and on the righ 
the 420/450 h.p. Sh.21, 


if needs be—the B.M.W. are now making Pratt and Wh 
(U.S.A.) radial air-cooled engines under license. The P 
W. Hornet which they show is up to the best American 
ducts so far as workmanship and finish is concerned. 


AIR-COOLED RADIALS. 


Incidentally there is much interest in the way im y 
high-power radial air-cooled engines are being taken 1 
Germany, where the water-cooled engine so long had 
planes almost to itself. For the matter of that other na 
seem to be equally convinced of the merits of big radia 

The Bristol Jupiter is certainly the most manufac 
aero-engine in the. World,—counting the big outpi 
Bristol factory and of the Gnéme-Rhéne factory in 
and of all the licensees and sub-licensees. The Jagt 
being made in quantities by the Armstrong-Siddeley ¢ 
Coventry. The Pratt and Whitney Wasp has pe 
the biggest output in the States. The Wright Cyclo 
now in production. And the Curtiss Company have noy 
their big radial right for production. = 

We in this country can take most of the credit for 
change in fashion. The French Séguin Brothers starte! 
boom in rotary engines, with the Gndéme, which made 
possible on thoroughly bad aeroplanes. Anzani built | 
(or stationary) radials which worked, but missed his 
because his engines were heavy and unreliable. 

The first static radial which was light and at all | 
factory was the Cosmos Jupiter designed by Mr. Roy F« 
and built by the Straker-Squire firm. Then Mr. Gra’ 
Bradshaw brought out the A.B.C. Wasp and Drag 
Neither the Cosmos nor the A.B.C. was perfected befor 
end of the War. E= | 

Then the Bristol Aeroplane Co., with commendable 
sight, took over the Cosmos business and Mr. Fedden 
it. And so the Jupiter was made to work, while the Dr 
fly was allowed to fall into oblivion. | 

The success of the Jupiter was, one believes, one o 
chief incentives to the Wright Co. to persevere with ra 
And so came the Whirlwind, which started the boo 
radials in the States. | 


SOME RIVALS. 


Whether the radial will continue to have things a 
own way is another question. The air-cooled in-line e} 
is making vast progress,—as shown by the Cirrus an) 


| 
| 
] 
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Mueection of the Main Erecting Shop shewing 
memeerat Air Craft in the course of. construction 


B 


OW that metal construction forms the usual means of modern aircraft con- 
struction, the advantages of quantative production to the user are even more 
apparent than hithertofore. The increased use of press tools which becomes 
possible when large numbers of aircraft are being manufactured, and the more 
complete utilization of jigs for all components and parts—just to mention two 
features — render not only a more accurate and effective construction, but also 
forms an important service item in the true interchangeability of sp2re parts. 


g 


FAIRE Y 


AIRCRAFT 


THE FAIREY AVIATION CO., LTD., HAYES, MIDDLESEX 
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Gipsy. And this type is doing best in low powers in light 
aeroplanes, where its weight, as compared with a radial, 
would seem to put it at a dis-advantage. Its success is due 
actually to its reduced head-resistance. 

The future of the air-cooled engine will be interesting to 
watch. The projected area, and consequent head-resistance, 
of the radial is against it. Its weight is against the in-line 
type, and its close relative the V-type. 

Gearing-down of the airscrew is an immense advantage to 
each type, as it allows the use of a big airscrew which 
can thus get effective blade area outside the engine and the 
the fuselage of the aeroplane. The increased performances 
of machines with geared Jupiters are remarkable. 

Gearing-down also allows higher engine-speeds. Hence 
we have the little Pobjoy engine passing its Air Ministry 
endurance tests at 3,000 revs. per minute. And this is a 
comparatively low rate of revolution compared with small 
cars which, in spite of road vibration, and dust sucked into 
the cylinders through the air intake, cruise for years at 
4,000 r.p.m., and will run up to 6,000 when hustled,—leaving 
out supercharged racing cars which cruise at 5,000 and hustle 
up to 8,000. 

High revolutions mean big power with small cylinders 
(though not with small petrol consumption). And so, with 
big airscrews, high revolutions, and small cylinders, all our 
present aero-engines may be out of date before long. 


FUTURE PROBLEMS. 

Even the radial and the in-line and the V-type do not 
represent the last word in cylinder arrangement. Some- 
thing may be done with flat double-opposed engines, stowed 
in the wings and driving pusher-screws. And there is talk 
of an engine with four blocks, each of four cylinders, all 
vertical, with two upside-down, driving two crankshafts 
each geared to one airscrew shaft,—like a kind of doubled 
Bugatti. The idea is attractive and is said to work,—which 
the Bugatti experiment did not. 

Taking it all round, the aero-engine position is very inter- 
esting. There is quite a lot to be done with the ordinary 
four-stroke petrol engine,—as suggested. There. are pos- 
sibilities still unexplored in the two-stroke,—it works on 
motor-bicycles, so why not in aeroplanes? The Caminez 
principle works, and may become quite reliable. The full 
Diesel has reached the stage of flying. And there is still 
the swash-plate engine and the turbine to keep inventors and 
experimenters busy. 

Thus, within a year or two, all the beautiful engines at the 
Ila may be obsolescent, and in five years or so all like them 


Schneider Trophy. 


THE LION IN ITS DEN.—A representative British’ engine. 


may be merely scrap-iron. It is a terrible prospect for 
engine manufacturers whose stock-pattern motors co 
much to produce. One can only recommend them to 
very wide awake and to be ready to change onto 
types as soon as one offers itself which is obviously a 
vance on present ideas. For we must have progre 
Aviation at all cost.—c. G. G. 


ENGINES AT THE ILA. 


In a show report of this kind there is obviously not er 
space to describe in detail every engine at the Ila. 
would need several complete issues of this paper. The 
interesting of them will be so described from time to 
in the monthly Engineering Supplement to THE AERO 
and the specifications of all of them will be found i 
The World’s Aircraft, now in preparation,—in fact mc 
the engines appear in the current issue which appearec 
December. ‘Therefore one proposes here to give only 
of the engines, together with their type-names or lett 
or numbering, and their type-description and horse-pow 

Thus readers will learn what firms showed which en; 
—and that means in effect a fairly complete catalog: 
European aero-engines of to-day. Also pictures appe 
all engines of which photographs could be got,—sc 
claims that this is a fully illustrated catalogue. 


German Motors. 


Bayerische Motoren Werke, A.G.—lLerchenauerstrasse 
Munich. 

The B.M.W. show the greatest variety of engines it 
Ila. Taking them in order of lettering, the water-c 
types are as follows :— 

IIIa,—185/260 h.p.—6 separate cylinders in-line: IV, 
310 h.p. 6 separate cylinders in-line, .super-comipressed | 
320/385 h.p. 6 separate cylinders: V, 320/410 6 cylinde 
block. 

VIU,—s00/750 h.p. 12-cyl. V-type. Farman-type ge 

VIIaU,—600/755 h.p. 12 cyl. V-type. Farman gear, 
Bosch ignition instead of magneto. 

VIIIU,—400/530 h.p. 6 cyl. in-line, Farman gear, | 
ignition. 

VIIUK,—600/755 h.p. 12 cyl. V-type, Farman gear, ] 
ignition and supercharged. 

B.M.W. Hornet.—A og cyl. radial air-cooled, built 1 
licence to Pratt and Whitney. 

Junkers-Motorenbau G.m.b.H., Dessau. 
The chief interest among the Junkers engines centr 


The Napier Lion XI, of the type which won the 


The engine is here seen in the Napier Works. The beauty of the photography will appeal 


to engineers who have perforce to accustom themselves to pictures in which cutting-out, painting-out, or vig: 
netting spoils the proportions of the illustration. 


CTOBER 24, 1928 


The Aeroplane | 691 


PROOF 


“CIRRUS” 
RELIABILITY. 


“Cirrus” Engines have proved their reliability in 
all parts of the World as evidenced below :— 


1925. 
(00 HOURS AIR MINISTRY TYPE TEST, May, 1925. 
LONDON-—-ZURICH—LONDON in one day. 
LONDON—DUBLIN with 70 mile sea crossing. 


1926. 
TRANSPORTATION OF NEWSPAPERS, 15,445 
miles 100% efficiency. 
ist, KING’S CUP AIR RACE, 1926. 
30URNEMOUTH MEETING, 8—lst places in 10 
events. 
ist, AUSTRALIAN AIR DERBY. 


1927. 

LONDON—INDIA, 5,500 miles including 250 mile sea 

crossing, 2 machines (both flown Solo). 
PERTH--MELBOURNE, 2,000 miles. 
AROUND SOUTH AFRICA in a week. 
LONDON—INDIA (Karachi). 
lst, KING’S CUP AIR RACE, 1927. 
ind. KING’S CUP AIR RACE, 1927. 
LONDON--RIGA (Latvia), Non-stop, 1,200 miles. 
LONDON—CAPETOWN, 8,000 miles. 


BRITANNIA TROPHY, 1927, awarded Lt. R. R. 


Bentley, M.C., A.F.C., for above flight. 
TOUR OF EUROPE, 3,860 miles. 


85/95 h.p. CIRRUS Mark III. 


1928. 


ENGLAND—AUSTRALIA in 154 days (Solo). 
ENGLAND—AUSTRALIA with passenger. 


LONDON—CAPETOWN, Lady Pilot (Solo). 

CAPETOWN—LONDON with passenger. 

CAPETOWN—LONDON, Lady Pilot (Solo). 

GOTHENBURG INTERNATIONAL MEETING, 
Ist in 7 events. 

LONDON—CAPETOWN in 13 days. 

Ist, MIDLAND OPEN CHALLENGE CUP. 

Ist, SIDDELEY TROPHY, 1928, Lady Pilot. 

Ist, BUCKS HERALD CHALLENGE CUP. 

DUTCH INTERNATIONAL MEETING, Ist in final 
classification. 

FRENCH INTERNATIONAL LIGHT PLANE 
COMPETITION, Ist in Reliability. 

FRENCH INTERNATIONAL LIGHT PLANE 
COMPETITION, Ist in Quality. 

FRENCH INTERNATIONAL LIGHT PLANE 
COMPETITION, 2nd in Climb. 

LIGHT AEROPLANE ALTITUDE RECORD 
BROKEN, 23,000 feet reached. 

> ag YORK—LOS ANGELES in American National 

aces. 

AMERICAN NATIONAL AIR RACES, Ist Prize in 
Efficiency Contest. 

2nd, WINDSOR, ONTARIO—LOS ANGELES, in 
American National Races. 


LONDON—BERLIN, 620 miles in 4 hours 52 mins. 


Cirrus Aero Engines are fitted in :— 


AVRO “AVIAN,” 

WESTLAND ‘“ WIDGEON,” 
3LACKBURN BLUEBIRD,” 
2EID “RAMBLER” (Canada), 
2.K.2b “ PELIKAN ” (Germany), 


D-.H.-,.“* MOTH,” 

SIMMONDS ‘‘SPARTAN,” 

SHORT ‘‘ MUSSEL,” 

COMTE “GENTLEMAN” (Switzerland), 
R.K.25, ‘‘EXPRESS TRAVEL” (Germany), 


And over 20 other types of Light Aeroplanes. 


“Cirrus, The Proven Aero Engine. 


Manufacturers :— 


A.D.C. AIRCRAFT LTD., 


CIRRUS AERO ENGINES LTD, 
Regent House, 


Pe 89, KINGSWAY, LONDON, W.C.2. 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Telephoze— Constructors of ‘‘ CIRRUS "' and “NIMBUS” Aero Engines. Cables— 


Holborn 4076. Constructors of ‘*‘ MARTINSYDE” Types of Aircraft. 


Airdisco London. 
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Research Motor F.0.3., which was built in 1926. This is 
a heavy-oil engine with ten cylinders, vertically opposed, or 
it might be described as a vertical 5-cyl. engine with two 
pistons per cylinder. ,That is to say, there are five in-line 
on top and five upside down below, the explosion taking 
place between the two piston-heads much after the manner 
of the old Gobron-Brillé. The whole engine is about 6 feet 
deep. The actual power which it gives is not stated but 
one gathers that it works well. 

The ordinary four-stroke engines are all water-cooled, of 
simple and neat design, and obviously reliable. ‘These are : 
—L.5, 280/310 h.p., 6-cyl. in-line, which is the trans-Ocean 
and World-Record type : Bie Fitsin 350/420 h.p., a boosted version 
of the same engine: 1.55, 600 /'650 h.p., 12-cyl. V-type, very 
simple, clean and neat but for the fact that the water 
pump and sump come down very low and there are a Egod 
many external oil pipes to break: L. 55 (supercharged) is a 
similar engine with a rotary compressor at the rear, it is 
stated to give 525 h.p. at 5,000 metres (16,000 feet) : 1.88 is 
a similar 12-cyl. engine of 700/850 h.p 


Daimler-Benz Aktien Gesellschaft, Stuttgart-Unterturkheim: 


Perhaps the greatest contrast inthe Ila, in size and 
power. 

F.2,—800/1,000 h.p.—12-cyl. V-type, water-cooled. 

F.1, 30 h.p., a 3-cylinder air-cooled radial. 


Jae 7502 2, 20 h.p. The little two-cylinder double-opposed air- 
cooled radial,—as used in the Klemm monoplane in nearly 
all its big flights. 


A GEARED IN-LINE JOB. 
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VITUK. 


With Bosch Ignition and Farman Gearing, 


Argus Motoren Gesellschaft m.b.H., Berlin-Reinickendo 

The old Argus firm show three engines, and a blower, 
a supercharger, evidently of the Roots type. 

As.V., water-cooled 12 cyl. V-type of unnamed h.p. 

As. VL, a 12 Cyl. V-type, also of unnamed h.p., with 
verted cylinders, supercharged, and with an Ameri 
Eclipse inertia starter. 

Also on this stand is a 4cyl. in-line engine of 100 t 
built in 1910, as used on many of the earliest German ac 
planes. 


Siemens and Halske A.G., Berlin-Siemensstadt. 

A fine display of air-cooled radial engines.— 

SH.11.—84/ 096 h.p., 7-cyl. ; S.H.12.—108/125, 9-cyl. : §.H. 
—68 /82 h.p., 5-cyl:: SH. 14.—95 / 115 h.p., 7-cyl. 

A Siemens-buiit Jupiter, Mk. VI, 485 / 510 h.p., g-cyl., 1 
geared. 

SH.20.—560/600 h.p., 9-cyl_—The biggest air-cooled rac 
made in Germany. 

SH.21.—420/450 h.p., 7-cyl. 


Belgian Engine. - 
Renard :—s-cyl. radial air-cooled, 100 h.p. 


French Engines. 

Renault :—8oh.p., 4-cyl. in-line; geared, with enormous | 
screw boss; starting handle at rear, to come into cock-f 
oil sump as big as engine. Evidently intended as a reply 
the Cirrus. Looks very heavy. 


RECS CUES, 
WESTERGEK GLE 


The B.M.W. VIIITU.—with the new type cvindee -heads. 
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A so h.p., 8-cyl. V-type of 1911,—of the type which won the 
Paris—Puy-de-Déme Prize. An interesting relic. 

A 250 h.p., g-cyl. radial,—as big as a Jupiter. 

A 500 h.p., 12-cyl. V-type, wter-cooled, geared. And a 
750 h.p., 12-cyl. V-type water-cooled geared. 


Lorraine-Diétrich :—A too h.p. 5-cyl. radial (Mongoose 
type); A 230/270 h.p., 7-cyl. radial (Lynx type); and a 14-cyl. 
470/550 h.p. radial (Jaguar type). 

A 650/750 h.p., 18-cyl., W-type water-ccoled. 
h.p., r12-cyl. W-type, water-cooled. 

Salmson :—(All air-cooled) —9AD.—40 h.p., 9-cyl. radial; 
5AC.—60 h.p., 5-cyl. radial; 7AC.—95 h.p., 7-cyl. radial; 9AC. 
—120 h.p., 9-cyl. radial; 9AB.—230 h.p., g-cyl. radial; 18AB. 
—5s5oo h.p., 18-cyl. radial. 


And a 450 


TRANS-OCEANIC.—The famous Junkers 
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L.5,—a _ straight-six job,—which holds various 
‘“‘ Bremen ’’ to Labrador. 
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PRODUCT.—The L.55,—12-cyl. V-type. 


Hispano-Suiza :—(All water-cooled)—250 h.p., 6-cyl. in-lit 
500 h.p., 12-cyl. V-type; 600 h.p., 12-cyl. V-type. 

Gnéme-Rhoéne :—A Jupiter VII (supercharged) and a Tit 
240 h.p. 

S.F.F.A. (Société Francaise de Fabrications Aéronautiqu 
A 3-cyl., 40 h.p., air-cooled radial. And a 7-cyl., 90 h.p., a 
cooled radial. 


Aviation Michel :—AM14.—90/110 h.p., 4-cyl. in-line, « 
cooled : AM16.—50/85 h.p., 6-cyl. in-line, water-cooled; Al 
—200 h.p., 6-cyl. in-line, water-cooled. 

Farman :—7o00 h.p., 18-cyl. W-type, water-cooled invert 
supercharged; and 
supercharged. 


500 h.p., ra-cyl. W-type, water-cool 


records and flew the 
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The Boulton & Paul “Partridge” single 
seater fighter of all-metal construction. 


Boulton & Paul All-metal “Sidestrand” 
Day Bomber. Chosen recently after exhaus- 
tive tests as a Royal Air Force Service 


~ 


Machine. 


Telegrams: N ORWICH Telephone : 
“Boulton, Norwich.” Norwich 581 (5 lines). 


LONDON OFFICE: 135-137, Queen Victoria St., E.C.4 


‘Telegrams: ‘ Boutique Cent, London.” Telephone: Central 4642, 
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(AVIATION) LIMITED 


ACCESSORIES FOR 
AIRCRAFT. 


Enquiries of Aircraft constructors and 
users are invited for the following 
specialities manufactured by Vickers 
(Aviation) Ltd. : 


Vickers (Patent) Petrol Cocks 
(light pattern). 
Vickers Petrol Pumps (hand- 


operated and wind-driven). 


Petrol. Filters and other accessories 
for petrol, oil and water systems. 


Vickers-Davis Navigation 
(light pattern). 


Lamps 
Generating Equipment for Aircraft 
Lighting. 

Vickers-Reid Control Indicator. 
Vickers-Potts Oil Coolers. 


Under- 
shock- 


Vickers Oleo-Pneumatic 
carriage and’ tail skid 
absorbing units. 


Vickers Universal Pulleys and 
Guards for light control. 
Streamline Wires and Swaged 
Tierods. 


‘“ Malleville’ Adjustable Pipe Clips. 


ACCESSOIRES 
POUR AVIONS. 


Nous invitons MM. les constructeurs et 
acheteurs d’avions de communiquer 
avec nous au sujet des spécialités citées 
ci-apres : 


Robinets d’essence, brevetés 
‘“‘Vickers’’ (modéele léger). 

Pompes a essence ‘!Vickers” (a 
main et a moulinet). 


Filtre 4 essence, et autres accessoires 
pour systémes d’essence, d’huile et 
d’eau. 


Lampes de navigation Vickers- 
Davis (modeéele léger). 


Equipement électrique d’éclairage 
de bord. 


Indicateur de 
Vickers-Reid. 


Radiateurs d’huile ‘‘ Vickers-Potts.” 


contréle de_ vol 


Systémes amortisseurs oléo-pneu- 
matiques de train ‘d’atterrissage et 
béquilles ‘“‘Vickers,”’ 


Poulies Universelles et guide-cable 
‘‘Vickers” pour charge légére. 


Haubans fuselés et tirants étampés. 


Colliers réglables de ‘‘ Malleville” 


pour tuyauteries. 


VICKERS HOUSE, BROADWAY, LONDON, S.W.1. 
Works- WEYBRIDGE, SURREY. 
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VICKERS 


(AVIATION) LIMITED 


ZUBEHOR FUR 
LUFTFAHRZEUGE. 


Erbauer und Gebraucher von Luftfahr- 
zeugen werden auf die folgenden 
Spezialfabrikate von VICKERS 
(AVIATION) LIMITED aufmerksam 


gemacht : 


Vickers (Patent) Benzin-Hahne 
(Leichtes Modell). 

Vickers Brennstoffpumpen (fur 
Hand-u. Windbetrieb). 


Benzinfilter und anderes Zubehor 


fir Benzin—, Ol-u. Wasser- 
Systeme. 
Vickers - Davis Positionslampen 


(Leichtes Modell). 


Stromerzeugung-Anlage fiir Luft- 
fahrzeugbeleuchtung. 


Vickers-Reid Flugkontrollapparat. 
Vickers-Potts Olkiihler. 


Vickers Oleo-Pneumatische 
Stossfanger fur Unter-Fahrgestelle 
und Schwanzstttzen. 


Vickers Universal-Riemenscheiben 
und Schirme ftr leichte Belastung. 


Profildrahte und Gesenk - Anker- 
stabe. 


pvalleville”’ 
Rohrschellen. 


verstellbare 


ACCESORIOS PARA 
AVIONES. — 


Rogamos que todos los constructores y 
compradores de aviones nos consulten 
para las especialidades siguientes : 


Grifos de gasolina patentados 
“Vickers” (modelo ligero). 


Bombas de gasolina ‘‘ Vickers’’ (a 
mano y a molinete). Purificador 
de gasolina y otros accesorios para 
sistemas de _ gasolina, aceite y 
agua. 


Lamparas de navegacion “ Vickers- 
Davis’’ (modelo ligero). 


Equipo electrico de alumbra de 
bordo. 


Registrador de vuelo “‘Vickers- Reid.” 
Radiadores deaceite' Vickers-Potts.”’ 


Sistemas de frenos oleo-neumaticos 
del tren y del soporte de cola. 


Poleas y garruchos ‘‘ Vickers’’ para 
carga ligera. 


Cables perfilados y  obenques 
extendidos. 
Argollas arreglables ‘‘Malleville”’ 


para sistema de tubos. 


VICKERS HOUSE, BROADWAY, LONDON, S.W.1. 
Works : WEYBRIDGE, SURREY. 
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THE SUPERCHARGED JUNKERS.—The 


rotary blower on the rear end. 


Italian Engines. 

Fiat :—(All water-cooled)—A20.—12-cyl. V-type, 430 h.p., 
—exactly like the Curtiss D-12; Ag2.—12-cyl. V-type, 570 h.p., 
—a boosted version of the same; A25.—12-cyl. V-type, 1,000 
h.p.,—still larger; As.3.—12-cyl. V-type, 1,000 h.p.,—a_ speci- 
ally-built engine for the Schneider racing-machines, and 
holder of the World’s Speed Record. 

Isotta-Fraschini :—Water-cooled :—Asso 200 h.p., 6-cyl. 
in-line; Asso 500 h.p., 12-cyl. V-type; Asso 1,000 h.p., 18-cyl. 


W-type. Asso R.1. 550/600 h.p., 12-cyl. V-type, geared. 
Air-cooled :—Asso-Cacchia 450/500 h.p., 1a-cyl. V-type 
air-cooled; Asso 80 h.p., 6-cyl. in-line, air-cooled. The 


latter engine has cylinders and the top half of the crankcase 
cast in one in magnesium alloy. 


Aeroplane 
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Czechoslovak Engines. 


Skoda :—1I,550.—12-cyl. W-type, water-cooled, cylinders in 
blocks like Hispano-Suiza. | 
Skoda 14.—10-cyl. air-cooled radial, 250 h.p. | 
Skoda 20.—14-cyl. air-cooled radial, 340 h.p., cylinders 
staggered like a Jaguar, and with enclosed valve-gear. | 
Walter :—(All air-cooled)—A Jupiter Mk. VI, 450 h.p.— 
made under license. | 
Castor, 7-cyl. radial, 240/340 h.p. ) 
Walter, 5-cyl. radial, 60 h.p.; Walter, 7-cyl. radial, 85 hip.;| 
Walter, g-cyl. radial, 120 h.p. 


British Engines. 


The British engines at the Ila were mentioned in the notes) 
on the British Section last week. However, to keep the cata- 
logue as complete as possible, they are repeated here ;— 

A.D.C. Aircraft Ltd.:—A Nimbus, 6-cyl. in-line, water- 
cooled, 330 h.p.; A Cirrus Mk. II, 4-cyl. in-line, air-cooled, 80 
h.p.; A Cirrus Mk. III, 4-cyl. in-line, air-cooled, 90 h.p. 

Rolls-Royce :—An F.XI 12-cyl. V-type, 400 h.p. 

Napier :—A Lion XI, 12-cyl. W-type, 500 h.p. 

De Havilland®:—A Gipsy, 4-cyl. in-line, roo h.p. | 

Bristol :—Jupiter geared, and ungeared, and a Titan. 

Armstrong-Siddeley :—Jaguar, Lynx, Mongoose, and 
Genet. | 
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with gunner’s cockpit . | 
- immediately behind the | 
pilot. Equally suitable if 
for coastal— defence, i 
reconnaissance, bombing, | 
and torpedo-carrying 
purposes. Built to operate 
as a seaplane ora landplane 
Adopted by the FLEET . 
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THE SOLENT’S TOUR IN IRELAND. 


Probably the first aerial holiday ever taken in a flying- 
boat was that of the Hon. A. KE. Guinness, together with 
his private secretary, Mr. O. S. Baker, who made a flying 
tour of the West of Ireland from Sept. 10 to Sept. 24. The 
Supermarine Solent flying-boat (with three Armstrong- 
Siddeley Jaguar engines), fitted out as a passenger-carrying 
yacht, was used for the trip. 

This began at Cowes, and the first alighting was made in 
Kingstown Harbour, Co. Dublin, which was reached at 
13.20 hrs. (4$ hours’ flying time). The coast was followed 
to Lyme Regis and thence across Devonshire and Somerset- 
shire to Watchet. Over the Bristol and St. George’s Chan- 
nels at about 500 ft. to 600 ft. the clouds were rather low 
and nothing was seen till the Tuskar light was picked up. 

The boat was the object of considerable interest to a large 
number of people, who were rowed out by the local boatmen 
to inspect it at close quarters while moored off the Carlisle 
Pier at Kingstown. 

The base from which the flights over the lakes and the 
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The Exhibit of A.D.C. Aircraft Ltd. 


West Coast were to be made was on Lough Corrib, wher 
special moorings were laid. So on Sept. 11 the machin« 
left Kingstown at 15.20 hrs. and, after flying across Ireland 
alighted on Lough Corrib at 17.5 hrs. This was the firs’ 
flight of a flying-boat across Ireland. Though this might a 
first sight appear risky, it is probably actually safer thar 
making the same journey in a land-plane, as the landins 
grounds towards the West Coast were almost impossible fo: 
any land machine, whereas for a flying-boat there ar 
numerous bogs and lakes, on either of which a flying-boa 
could land without killing its crew. | 


Except on one or two days the weather was good for thi 
whole of the cruise, each day of which was utilised in flyin; 
to various points of interest. On one occasion a landin; 
was made at Ballinakill Harbour, where the night was spent 

Some of the most beautiful scenery in the world is to be 
found in the Irish Lake district, and its charm is consider 
ably enhanced when viewed from the air. Many very back 
ward places were visited, and as the inhabitants had mostly 
never before seen any kind of aircraft their surprise anc 


oe 


The E xhibit of 


the Bristol Aeroplane Co. Ltd. 
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Choice of the Experts / 


Great achievement such as the 
Schneider Cup victory testify to the 
excellence of Ethyl. 


Wherever exceptional performance is 
demanded, Pratts Ethyl Petrol may 
be relied upon. 


Pratts Ethyl Petrol is as safe to use as a motor 
fuel as any other petrol. It will not damage your 
engine, nor injure spark plugs, valves or stems. 


Ethyl Petrol 


Distributed by the Proprietors of PRATTS SPIRIT—famous for 30 years 
a Ne ey 


D.A. 250 
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A CZECHOSLOVAKIAN DISPLAY. 


wonderment at the winged boat may be imagined. Appa- 
rently they even refrained from shooting at it, although 
it must obviously have belonged either to one of the Govern- 
ing class or to a Government of some kind. 

The beginning of the return journey, on Sept. 24, was 
noteworthy for the rapid crossing of Ireland from coast to 
coast. The time was only 1x hr, 15 mins., thanks to a 
strong following wind. 

After again calling at Kingstown, the homeward flight 
started at 11.55 hrs. on Sept. 25, and the boat arrived at 
Southampton at 16.30 hrs. It alighted off the Hythe Shops 
of the Supermarine Aviation Works. 

The trip was successful in every way. No trouble of any 
kind was experienced with the machine nor with the 
engines, which never failed to start up on the first turn- 
over and caused no anxiety throughout the cruise. 


The complement carried was three passengers, pilot 
(Capt. H. C. Biard, of the Supermarine Co.), wireless 
operator and mechanic. The schedule which had _ been 


drawn up was maintained with a regularity which will in- 
spire confidence in making a repetition of such an enjoy- 
able and novel holiday and perhaps mark the inauguration 
of an aerial yachting season. 


THE LAIR OF THE LION. 


The Aeroplane 


Motors built by the famous Skoda firm, with an Avia monoplane behind. 


The Napier Lion, Mark XJ, as shown in 
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‘A FAST TRIP TO BERLIN. 

On Oct. 19 Mr. T. Neville Stack flew non-stop fron 
London to Berlin in an Avro Avian (A.D.C. Cirrus engine’ 
in 4 hrs. 52 mins. He was favoured by a following wind 
and except for two bad rain-storms just beyond Brussels 
which forced him to fly below roo feet, he had an uneventfu 
journey. | 


THE END OF AN AFRICAN FLIGHT. 
Lt. P. Murdoch, S.A.A.F., who has for some consider 
able time been endeavouring to finish a return journe: 
London—Cape ‘Town—London, is reported from Cape Towi 
to have crashed at Kaffenga, Belgian Congo. His machine i 
said to be destroyed, but Mr. Murdoch is uninjured. 


LADY BAILEY’S PROGRESS. 


On Oct. 22 Lady Bailey left Loanda, Portuguese Wesi 
Africa, and flew to Boma, Belgian Congo. Her probabl 
route thence will be by way of Leopoldville, Coquilhatville 
Bangi, Fort Archambaut and Fort Lami to Kano. 


MOTH NOTES. 


Capt. Geoffrey de Havilland, Mr. Alan Butler and Mr 
Jackaman all flew to Berlin on Oct. 19 to visit the Berlit 
Aero Show. Capt. de Havilland and Mr. Butler, accom! 
panied by Mrs. de Havilland and Mrs. Butler, were flyin; 
Gipsy-Moths and Mr. Jackaman was flying his own slotte: 
Cirrus-Moth. 

The T. C. Ryan Aircraft Company, of San Diego, Cali 
fornia, has purchased a Cirrus-Moth for use in its flying 
school. | 

Mr. Malcolm-Campbell has ordered a Gipsy-Moth which wil 
be named Blue Bird, after his record-breaking automobite. 


| 
| 
} 
i 


public for the first time at Berlin, 
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LIGHT METAL WORK.—The housing for a motor of a Rohrbach Roland (and other sample pieces) built of | 
the comparatively new magnesium alloy Electron, which is used largely in Germany but is not yet approved 
Electron is claimed to be lighter than aluminium alloys, and at least as strong 
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for the same bulk. 


A CLEAN SHEET. 

This comes from a Canadian pilot, as showing that there 
is joy in cross-country flying there as here :— 

‘One of our most enthusiastic members, in number of 
flying hours, proposed to fly with a lady friend to Minnedosa, 
just over 100 miles away. He wrote his prospective host to 
mark the spot with a bed sheet for easier identification. The 
host wrote back that he was willing, for once in a way, to 
pile stones on his best linen in the middle of muddy fields 
but would Ed mind phoning the day he was coming as he 
didn’t like the notion of leaving it out all week. 

‘In due course KB buzzed over Minnedosa and nosed down 
towards the conspicuous white square. Hd made the best 
landing of his life and brought his muddy wheels to rest 
right in the centre of the sheet. He was a little flustered 
by such unusual accuracy and thought the best thing to do 
was to taxi off as soon as possible. 

‘He said his host was really very nice about it, particu- 
larly as it was some seconds before he looked round and saw 
him breasting the slipstream at a smart trot with the evident 
idea of unwrapping his sheet off the tail-skid.’ 


aintiasnononn 


THE GROUND-WORK OF BRITISH AVIATION. 


se PLMERTE LOOK 


The stand of the Palmer Tyre at the Berlin Show. 

tyres for years had a monopoly of tyring British aeroplanes, and were the first firm to specialise on such work. 

To-day the firm is still in the forefront with its pneumatic brake for aircraft,—samples of this are seen in the 
foreground, 


AERO-ENGINES IN THE US.A. | 


Naturally with the enormous increase in aviation in the 
United States there is a corresponding activity in the 
American aero-engine trade. Report says that the Wright 
Company, thanks to the meteoric success of the Whirlwinc 
engine and the increasing popularity of the Cyclone, have 
increased their factory floor space from 100,000 square feet 
to 500,000 square feet—a very healthy sign of the times. 

Also report says that the Curtiss Company have now pert: 
fected a new radial air-cooled engine which is likely to give 
the products of the Wright Co. and the Pratt and Whitney 
Co. a good run for their money. 

The Reo Automobile firm, well known in the States, are 
said to be putting on the market for light aeroplanes a 
four-cylinder-in-line inverted air-cooled engine which ought 
to be interesting. It has been designed by Mr. Morehouse, 
formerly of the Wright Co. 

Rumour also says that the four-cylinder Fairchild Caminez 
engine has been discontinued, but that an eight-cylinder 
model will be put on the market which will get over the 
vibratory troubles caused by the less frequent impulses of 
the earlier engine. | 


Palmer | 
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RECORD LONDON 
TO BERLIN FLIGHT 


1,000 KILOMETRES in Ahrs. 52mins. 


BERLIN. 
Captain Neville Stack. who made the first flight to India 
in a light aeroplane, made to-day what 1s claimed to be 
record time for a non-stoP flight in 4 light aeroplane, 
and_ possibly in any aeroplane. He was bringing an 
urgent message from London to the A.D.C. stand at the 
International Aeronautical Exhibition in Berlin. In an Avian 
e light aeroplane fitted with a Cirrus Mark Ill engine of 
p only 85 h-p. he covered the distance of over 1,000 kilo- 
metres (620 miles) between London and _ Berlin without a 
stop in 4hrs. 52mins. 


From ‘“¢ The Times,’ Oct. 20, 1928. 


sc AV.ROE Cole MANCHESTER: LONDON. & SOUTHAMPTON@S 


“AVIAN 


Buy an Avian—The Proved Best British 
Machine for Owner-Pilot and Flying Club. 


ue? 


A. V. ROE & co., LTD., MANCHESTER. 


London Office & Export Dept.: 166, Piccadilly, w.l. 
Experimental Works: Hamble, Southampton 
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A FLIGHT TO PORTUGUESE EAST 
AFRICA. 

On Sept. 5 three officers of the Portuguese Army Air Ser- 
vice, Capt. Pais de Ramos, Lt. Oliviera Viegas, and Lt. Joao 
Esteves, accompanied by a mechanic, Manuel Antonio, left 
Lisbon for Portuguese Kast Africa, flying two Vickers Val- 
paraiso biplanes (Napier Lion engines). The expedition 
reached Beira safely on Oct. 20. 

Information as to the progress of the flight are at present 
fragmentary. 

On the day of departure landings were made at Casablanca 
and Agadir, both in Morocco, a distance of 1,350 km. (870 
miles) covered in 7 hours 50 mins. Some anxiety was caused 
in Lisbon by a breakdown in the Moroccan postal service 
which delayed news of their arrival at Agadir for two days. 

Cape Juby (Rio del Oro) was reached on Sept. 7, and Villa 
de Cisneros (Rio del Oro) on Sept. 8. 

Port Gentil (Portuguese Equatorial Africa) -was reached 
on Sept. 27, San Thome on Sept. 29, Loanda (Angola) on 
Oct. 3, and Benguela (Portuguese West Africa) on Oct. 9. 

Here the expedition left the west coast to cross the African 
continent. | Minor trouble with petrol pumps occurred at 
Benguela, and two efforts to start inland had to be made. 
Despite very bad weather, Silva Porto was reached on Oct. 
11. Thereafter the route to be taken was Kozombo, Elizabeth- 
ville (Belgian Congo), Broken Hill (Rhodesia), Tete (on the 
Zambesi River, Portuguese West Africa), Beira and Iorenco 
Marquez. No information has been received .as to this section 
of the journey, except the announcement of arrival at Beira 
on Oct. 20. 

This arrival was made the occasion for the opening of a 
new civil airport at Beira, which has been named the Pais de 
Ramos airport after the leader of the expedition. 


THE MOTH AIRCRAFT CORPORATION. 

The Moth Aircraft Corporation was incorporated under the 
laws of the State of Delaware on Oct. 17. This company has 
acquired the sole rights for the manufacture and sale in the 
United States of the De Havilland Moth aeroplane and Gipsy 
engine. 

The company is authorised to issue 100,000 Participating 
Cumulative Voting $2.50 Class ‘‘A’’ shares and _ 100,000 
shares Class ‘‘B’’ common stock of no par value. 30,000 
shares of the first type and 65,000 shares of the second type 
are shortly to be offered to the public, having been under- 
written by J. A. Ritchie and Co. Inc., and Pratt and Co. 

Mr. Minton M. Warren, formerly of Stone and Webster 
and later chairman of the board of the Aero Supply Co., is 
President, and Mr. J. EK. Morrow, formerly of the Willys- 
Morrow Company, which made engines for the U.S. Govern- 
ment during the War, is Vice-President of the new company. 


LISBON TO BEIRA.—The Portuguese Aviators and one of their Vickers 


LADY HEATH’S ALLEGED HEIGHT 
RECORD. ; 

The Royal Aero Club announces that the altitude reached 
by Lady Heath on the D.H. Moth Cirrus III on Oct. 4, 1928, 
was 5,731 Metres (approximately 18,800 feet). : 

The official Height Record for light aeroplanes is 6,054 
metres (approximately 22,000 feet), set up on July 27 by Capt. 
Geoffrey de Havilland with Mrs. de Havilland as passenger, 
The previous record was 5,268 metres (17,300 ft.) set up by 
Lady Bailey, also in a Moth, with Mrs. de Havilland as 
passenger. 

Lady Heath’s machine was not weighed before the start, 
and so in any case no record could have been claimed, as 
light aeroplanes in official trials have to be below a certain 
defined weight. 

Thus all who are interested may see that the claims made 
by Lady Heath in The Daily Express to have beaten height 
records were entirely without justification. Not only did she 
fail, without a passenger, to reach the height reached with a 
passenger, but she did not beat any record of any kind. And 
if she had beaten the figures she could not have claimed the 
record, because she did not comply with the regulations. 

Lady Heath will be well advised if in future she will be 
content to let her reputation rest on her undisputed ability 
as a pilot—in which she is quite as good as the average male 
pilot—and will refrain from using her popularity with the 
press as a way to acquiring publicity by making claims to 
performances which are not confirmed when the facts are in- 
vestigated.—c. G. G. 


INTERPLANETARY FLIGHT. 

M. Robert Esnault-Pelterie, one of the foremost pioneers 
of French Aviation and a Member of the Royal Aero Club, 
will give an illustrated lecture at the Royal United Service 
Institution, Whitehall, S.W.1; on Wednesday next, Oct. Be 
at 2.30 hrs: 

The subject of the lecture is “ The Exploration of the 
Upper Atmosphere by Rockets and the Possibility of Inter- 
planetary Flight.” 

Admission to the lecture is free and tickets can be had from 
the Royal Aero Club, 3, Clifford Street, W.z1. 

A WORLD-RECORD ATTEMPT. 

On Sept. 29-Oct. 1 Messrs. Brock and Schlee made an 
attempt to beat the World Duration Record in a Bellanca 
monoplane (Wright Whirlwind engine). They were com- 
pelled to alight after flying for 59 hrs. 8 mins. by lack of 
fuel, attributed to a petrol leak. : 

They beat the existing American record of 53 hrs. 36 mins. 
held by Messrs. Stinson and Haldeman, but failed to exceed 
the World’s Record of 64 hrs. 25 mins. put. up by Herrn. 
Risticz and Zimmermann in July of this year on a Junkers. 


SS 
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Valparaisos (Napier Lion) 


journey is recorded above. 
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THE ROYAL AIR FORCE. 


The London Gazette. 


Royal, AIR FORCE. 

GENERAL DUYTIES BRANCH.—The following are granted S.S. comms. as 
Plt. Offs. on probation with effect from and with seniority of Oct. 12 :— 
M. H. Ballantyne, R. J. TI. Barrett, J. Cherrill, D. H. V. Craig, E. J. 
Finnegan, IT. Gadd, R. P. Garnons-Williams, C. R. J. Hawkins, M. T. M. 
Hyland, J. O. H. Lobley, L. TI. Milner (Sec. Lt., 5th Bn., K,O.Y.L.1, 
T.A.), B. A. Oakley, P. B. Rogers, J. D. H. Slade, J. R. Stebbing, 
A. T. Wilson, D. A. Woolfe, A. N. I. Worger-Slade. 

The following are granted temp. comns. as Flg. Offs. on seconding 
for four years’ duty with the R.A.F. (Oct. 2) :—Lt. F. J. P. Dewhurst, 
Royal Tank Corps; Sec. Lt. A. J. W. Geddes, R.A. Plt. Off. E. C. 
Lewis is promoted to the rank of Fig. Off. (July 10); Plt. Off. R. Brown 
is promoted to the rank of Flg. Off. with effect from Aug. 15 and with 
seniority of June 11; Plt. Off. J. R. Mutch is promoted to the rank 
of Flg. Off. with effect from Sept. 11 and with seniority of June 11; 
Plt. Off. F. D. Biggs is promoted to the rank of Flg. Off. with effect 
from Aug. 15 and with seniority of June 11 (substituted for the notifica- 
tion in the Gazette of Sept. 11). 

Plt. Off. J. A. H. Louden resigns his perm. comn. (Oct. 17). 

The S.S. comn. of Pit. Off. on probation G. R. Chameroy is ter- 
minated on cessation of duty (Sept. 22) (substituted for the notification 
in the Gazette of Sept. 25). 

Mepica, BRANCH.—The following are granted S.S. comns. as Flg. 
Offs. for three years on the active list with effect from and with 
seniority of Oct. 2:—J. L. Groom, N. M. Jerram, .G. W. Paton, M.B., 
R. W. N. Robins, B.A., M.B. (since deceased), G. O. Williams, B.Sc. 
Flg. Off. P. B. L. Potter, M.B., ceases to be seconded to the Princess 
Alice Memorial Hospital, Eastbourne (Oct. 2). 

CHAPLAINS BRANCH.—The Rev. J. H. Ogilvie, M.A., is granted a S.S. 
comn. as a Chaplain, with the relative rank of Sq. Ldr. (Oct. to). 

RESERVE OF AIR FORCE OFFICERS. 

GENERAL DUTIES BRANCH.—PIt. Off. on probation J. Reekie is con- 
firmed in rank (Oct. 11); Flg. Off. C. H. IL. Needham is transferred 
from Class AA to Class B (Aug. 13); Flg. Off. B. S. Wilcox, D.F.C. is 
transferred from Class A to Class C (Sept. 24); Plt. Off. W. D. Brookes 
resigns his comn. (Sept. 14); Flg. Off. L. S. Webb relinquishes his 
comn. on completion of service (Oct: 13); the comn. of Plt. Off. on 
probation R. M. Clark is terminated on cessation of duty (Sept. 25). 


Appointments. 
Week ending Oct. 2 
GENERAL DUTIES BRANCH.—Group Captain H. R. Busteed, O.B.E., 
A.F.C., to No. 482 Flight, Cattewater, to command, 8/10. 
Squadron Leader A. D. Pryor, to No. 1 Indian Group, H.Q., 4/10. 
Flight Lieutenants J. McBain, D.F.C., to No. 1 indian Group H.Q., 
4/10. H. Hackney, to School of Naval Co-operation, T,ee-on-Solent, 
1/8 das We wet. John, «D:5.C., to (RACE. Base, (Calshot, 23) r0. 6G. Gy 


* October 16. 


s 


Gardiner, D.F.C., to R.A.F. Depot, Uxbridge, 10/10. W. H. Markham, 
to R.A.F. Station, North Weald, 15/10. O. EH. Worsley, to RAF, 
Depot, Uxbridge, 10/10. J. B. P. Angel, to R.A-F. Depot, Uxbridge, 
19/9. H. G, Brookman, to R.A.F. Depot, Uxbridge, 28/8. B. Ankers, 
D.C.M., to No. 311 Sadn., Netheravon, 2/10. A. R. Jones, to R.AF, 
Depot, Uxbridge, 1/10. R. C. Wansbrough, to R.A.F. Depot, Uxbridge, 
g/10. W. C. Yale, to R.A.F. Depot, Uxbridge, 9/10. W. Wynter-Morgan, 
M.C., to H.Q., A.D.G.B., Uxbridge, 16/10. 

Flying Officers B. S. Brice, A.F.C., to Home Aircraft Depot, Henlow, 
8/10. R. F. J. Strange, to R.A.F. Transjordan and ‘Palestine H.Q, 
on appointment to a S.S. Comn., 29/9. KE. R. H. Coombes, to R.AF, 
Depot, Uxbridge, 27/10. H. D. Gunton, to R.A.F. Base, Calshot, 17/r0. 
J. E. Preston and H. Thomas, to R.A.F. Depot, Uxbridge, 24/9. H. 7. 
Messenger, to R.A.F. Depot, Uxbridge, 21/9. G. W. R. Russell, to 
No. 2 F.T.S., Digby, 19/9. 

Pilot Officer N. A. Pearce, to No. 12 Sadn., Andover, 9/10. The 
undermentioned Pilot Officers are posted to the R.A.F. Depot, Uxbridge, 
on appointment to S.S. Comns. (on probation), with effect from 12/10 :—- 
M, H. Ballantyne, R. J. IT. Barrett, J. Cherrill, D. H. V. Craig, Bog, 
Finnegan, I’. Gadd, R. P. Garnons-Williams, C. R. J. Hawkins, M. T. M. 
Hyland, J. O. H. Lobley, L. T. Milner, B. A. Oakley, P. B. Rogers, 
J. D. H. Slade, J. R. Stebbing, A. T. Wilson, D. A. Woolfe; and 
A. N. I. Worger-Slade. 

MeEpicaL BRANCH.—Wing Commanders A. E. Panter, B.A., to H.Q., 
Aden Command, 9/10. H. W. Scott, M.B., B.A., to Air Ministry 
(Directorate of Medical Services), 9/10. 

Squadron Leader R. A. G. Elliott, M.B., D.P.H., B.A., to School of 
T.T. (Men), Manston, 29/tIo. 

Flight Lieutenants A. Dickson, M.B., to R.A.F. Depot, Uxbridge, 
19/9. C. G. J. Nicolls, M.B., to Aircraft Depot, India, 13/9. H. Ay 
Rice, M.B., to R.A.F. British Hospital, Aden, 9/10. Flight Lieutenant 
(Dental) W. R. Wotton, to R.A.F. British Hospital, Aden, on appoint- 
ment to a Temp. Comn., 1/7. Flight Lieutenant (Q.M. Medical) J. M. 
Maxwell, to R.A.F. Hospital, Cranwell, 9/10. 

Flying Officers G. H. J. Williams, to A.A.E.E., Martlesham Heath, 
5/10. 3B. B. Kennedy, M.B., to R.A.F. Station, Duxford, 20/10, 
M. Clancy, to R.A.F. Base, Gosport, 29/10. F. E. Lipscomb, to R.A.F. 
British Hospital, Aden, 9/10. J. H. Cullinan, to R.A.F. British Hospital, 
Aden, 9/10. Flying Officer (Q.M. Medical) W. King, to R.A.F. British 
Hospital, Aden, 9/10. 

StorEs BRANCH.—Flight Lieutenants G. A. Curtis, to Air Ministry 
(Directorate of Equipment), 22/10. S. D. Dennis, to R.A.F. Depot, 
Uxbridge, 8/10. IT. J. Organ, to No. 3 Stores Depot, Milton, 11/10. 

Flying Officer P. H. Burt, to No. 1 School of T.T. (Apprentices), 
Halton, 22/10. 

ACCOUNTANT BRANCH.—Squadron Leader E. W. Gregory, 
R.A.F. Depot, Uxbridge, 15/10. 

CHAPLAINS BRANCH.—The Rev. J. H. Ogilvie, M.A., to R.A.F. Depot, 
Uxbridge, on appointment to a S.S. Comn., 10/I0. 


MCF ao 


REFLECTIONS. 


One of the Supermarine Southampton flying-boats (two Napier Lion engines) of the Far East 


Flight alighting on smooth water near Sydney, N.S.W. 
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Sir Philip Sassoon’s Voyage. 


Sir Philip Sassoon, Under-Secretary of State for Air, who 
is making a tour of the R.A.F. Stations in the Middle East, 
‘Iraq and India, flew to New Delhi and Ambala on Oct. 17. 
He went by train to Simla on Oct. 18, where he stayed with 
the Viceroy. 

On Oct. 21 he went to-Lahore and thence flew to Peshawar 
in a Handley Page Hinaidi escorted by a flight of D.H.gas. 

At Lahore’ he inspected the Aircraft Park and at Peshawar 
he visited No, 20 (Army Co-operation) Squadron. 


‘The Aden Command. 


The R.A.F.. Appointments list this week shows a marked 
increase in the establishment of Medical Officers of the 
R.A.F. at Aden. This seems to indicate that the military 
hospital at Aden, in common with the other British Forces 
in Aden, is to come under R.A.F. command. 

The R.A.F. are responsible for the military hospitals in 
‘Iraq and Palestine. In India and Egypt the R.A.F. are 
accommodated in Army hospitals. The R.A.F. British Hos- 
pital, Aden, is presumably a new responsibility undertaken 
by the R.A.F. 

The Cattewater Flight. 


The appointment of Group Capt. 'H. R. Busteed, O.B.E., 
A.F.C., to 482 Flight, Cattewater, to command on Oct: §, 
1928, indicates renewed activity at the old war-time base at 
Cattewater and the formation of a new Unit. Although the 
Air Ministry are not at the moment prepared to announce 
the ultimate destination of No. 482 Flight, it is very widely 
rumoured that the Flight will be equipped with Blackburn 
Iris flying-boats and will be based in the Persian Gulf. 


The Coast Defence Co-operation Flight. 


The Coast Defence Co-operation Flight, which was tem- 
porarily located at Shoeburyness, has now returned to Hast- 
church. 


Medium Service. 


The following short-service officers of the General Duties 
Branch have been selected for and have intimated their 
willingness to accept appointments to Medium Service under 
the provisions of Weekly Order 427 of 1928. A description 
of this system appeared in THr AmROPLANE of June 27, 1928. 
Their entry into Medium Service takes effect from the dates 
indicated against their names :— 

Bilt, ietss= €. Ne uC ppickson, BAGEC: 
M:@. (Mars 2539720). 

Hle, ‘Ofis. is R. Brows, DsEIGy (Adis. 9 45 228)\s> IW OE. 
(Jan. 14, °20); C. Beather (Mar 15, ’20); R. FB. Francis (July 15, 29); 
A. Hi Lingard. (Ock ses, 228)c Hoos iowrys (Mat. 15) 220)5) Ga 
Middleton (July 15, ’29); F. W. Moxham (Jan. 14, ’29); W. J. Pearson 
(Nov. io, ?28); A. G. Pickering, A.F.C. (July 15, ’29); H. W. Raeburn 
(Jan. 3, 229); C. F. Steventon (Jan. 14, ’20); H. W. Taylor (Feb. 11, 29); 
H. Thomas (Jan. 3, ’29). 


(Oct _ 18) 228); Es R. Maddox, 


Bryant 


Special Assessments. 


The undermentioned officers and airmen have been 
awarded special assessments as shown hereunder on com- 
pletion of a course of ab initio flying training at the units 
indicated :— 

Special Distinction.—Plt. Off. G. F. Simond, Plt. Off. J. C. K. Rogers, 
Plt. Off. P. N. Sealy Allin, No. 5 F.T.S.; No. 362870 L-AC. Cleland, R., 
No. 19 (Fighter) Sqdn. 

Distinguished Pass.—Pit. Off. J. E. Markby, No. 5 F.T.S.; Sub-Lt. 
G. W. Dennis, R.N., Fig.. Off., R.A.F., R.A.F. Training Base, Leuchars; 
No. 362757 L-AC. Lott, C. G., No. 19 (Fighter) Sadn.; No. 361850 I|-AC. 
Berry, F. W., No. 29 (Fighter) Sadn.;. No. 363141 L-AC. Lobley, C., 
No. 111 (Fighter) Sqdn. 


Notations have been made in the official records of these 
officers and airmen. 


Extensions of Service. 


The undermentioned officers have. been selected for ex. 
tension of the active list period of their short service com. 
missions as indicated. ‘These extensions are in substitution 
of any previously notified :— aes I ci 

STORES BRANCH.—(Extension to 8 years): Flg. Off, G. W. Longstaff, 
(Extension to 6 years): Sq. Ldr. A. Davidson, M.C. .. 


MepicaL BRANCH.—(Extension to 5 years): Flt. It. R. J. I. Bell, Fit. 
It. BE. A. Rice, M.B. on 


Night Flying in Kent. 

Air Ministry Notice to Airmen No. 71 of 1928 states :— 

Pilots are warned that a Service aircraft may be flying over the 
area comprised within a circle of ro miles radius from Biggin Hill 
aerodrome, after 21.00 hours on any night during the period Oet, 22 
LOND ECCrme 2, 

Above an altitude of 4,000 feet, the aircraft will not exhibit naviga- 
tion lights. 


Attention is drawn to the fact that the area in question includes 
Croydon aerodrome, 


The R.A.F. Display Secretary. 


The office of the Secretary of the R.A.F. Display Commit- 
tee (Lt.Col. A. D: M. Browne, DiS:O., O.B°H.) hasmiecn 
moved to the R.A.F. Station, Hendon, as from Oct. 15, 1928. 
Telephone : Colindale 6361; Extension 18, 


Wing Commander Cunningham. 


Wing Commander A. D. Cunningham, C.B.K., whose ap.- 
pointment to command No. 5 Flying Training School, Sea- 
land, is dated October 1, was born in 1888 and educated at 
Bedford Grammar School, Stubbington House, Fareham, and 
in H.M.S. Britannia. He entered the Royal Navy ag a 
midshipman in 1904 and was promoted sub-lieutenant in 
1907 and lieutenant in 1910. In July 1914 he transferred tc 
the R.N.A.S. (airships), and was appointed Flight Com. 
mander in May i915 and Squadron Commander in June 
IQIS. 

In the earliest days of the War he acquired high repute in 
the Service by the regularity of the patrols made oyer the 
Channel and the North Sea, from Kingsnorth to the Belgiar 
Coast, by the Parseval airship (bought by us from Germany 
a year or so earlier), which he commanded. In 1916 he 
directed. the construction and trials of a new type of SS. air. 
ship at Capel, Folkestone. This ship, the Zero, was usec 
with success for gunnery spotting in France and for anti: 
submarine patrols. 


He was promoted Wing Commander, R.N.A.S., in Decem- 
ber 1917 and Jjieutenant-Commander, R.N., in June 1918 
In 1919 he was employed in the Airship Department of the 
Admiralty with the acting rank of Ljieutenant-Colonel 
R.A.F. He was made an Officer of the British Empire it 
June r919 and promoted Commander of the British Empire 
in October 1919 in recognition of distinguished service: 
during the War. In August 1919 his name was remoyec 
from the Navy List on appointment to a permanent com: 
mission in the R.A.F. with the rank of Wing Commander, 

He served in the Directorate of Equipment, Air Ministry 
from 1920 until he was appointed to H.Q. ‘Iraq Commanc 
for Personnel Staff Duties. In July 1924 he was restored t¢ 
the Home Kstablishment for duty in the Directorate o! 
Personal Services, Air Ministry. 

In common with certain others of the younger and keene: 
airship officers he learned to fly aeroplanes after the Wai 
and became a competent and persistent-aviator, 


A COASTAL RECONNAISSANCE PATROL.—Three Su permarine Southampton flying-boa 


- . 
ts of the R.A.F. Base, 


Calshot, approaching the slipway for one of their daily patrols of the English Channel,—(“ Aeroplane ” photograph.) 


Ocrowsn 24, 1928 The Aeroplane 713 


The best air-cooled engine 


of 450 h.p. in the world. 


HE 14 cylinders and gearing give 
complete freedom from vibration. 


The 3 to 2 reduction gear gives greater 
propeller efficiency and the higher 
engine revolutions provide more power. 


For a given power the overall diameter 
is smaller than that of any aircooled 
engine. 


The cylinders are more _ efficiently 
cooled than on any other engine. 
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Wing Commander J. T. Babington. 

Wing Commander J. T. Babington, D.S.O., p.s.a., whose 
appointment to Station Headguarters, Hinaidi, ‘Iraq, pend- 
ing taking over command, is dated Sept. 28, was born at 
Marylebone in 1891 and educated at the Royal Naval College, 
Osborne, and at Dartmouth. He entered the Royal Navy 
as a midshipman in 1908 and was promoted to Sub-Lieut. 
in 1911 and Lieutenant in 1913. He learned to fly on a 
Short biplane in the early days at sastchurch, before the 
R.N.A.S. existed. His Royal Aero Club certificate, No. 408, 
is dated Jan. 21, 1913. In March 1913 he was appointed 
Flying Officer, R.F.C., Naval Wing. During May 1913 he 
acted as pilot to the Short seaplane in which the Admiralty 
were testing a wireless installation. In October 1914 he 
went to Dunkirk and thence was detailed to take part in 
the raid on Friedrichshafen. In his description of this raid 
in the first volume of The War in the Air, Sir Walter 
Raleigh wrote :— 

The pilots deserve all praise for their admirable navigation, and the 
machines must not be forgotten. ‘There have since been many longer 
and greater raids, but this flight of 250 miles, into gun-fire, across 
enemy country, in the frail little Avro with its humble horse-power, 
can compare as an achievement with the best of them, and some part 
of the credit must be spared for those who planned it and for those 
who tended and prepared the machines. 

For his part in the Operations Flt. Cdr. Babington was 
made a Companion of the Distinguished Service Order. 

In April 1915 he returned to Dunkirk and was promoted 
Squadron Commander. In May 1916 he was made a Cheva- 
lier of the Legion of Honour (France) and awarded the Croix 
de Guerre. From December 1916 to December 1917 he 
served in France with the R.N.A.S. and was made acting 
Wing Commander in January 1918. On the formation of the 
R.A.F. he was made Major and temporary Lieut.-Colonel 
and in August 1919 his name was removed from the Navy 
List on appointment to a permanent commission in the 
R.A.F. with the rank of Squadron Leader. 

In June 1919 he joined the Staff of the Aeronautical 
Commission of Control in Germany. He was promoted to be 
Wing Commander in June 1922. In April 1922 he was 
posted to the R.A.F. Depot, Uxbridge, and in January 1924 
to H.Q. No. 3 Group, Spittlegate. In 1924-5 he attended a 
course at the R.A.F. Staff College, Andover, and in Novem- 
ber 1925 he was posted to H.Q. ‘Iraq Command for. Per- 
sonnel Staff Duties. In March 1927 he was appointed to 
command the R.A.F. Base, Gosport. : 

Wing Commander Babington won the third prize and a 
special prize in the R. M. Groves Memorial Prize Essay 
Competition of 1922. Sj 


Wing Commander Maude. 


Wing Commander C..E. Maude, . whose appointment. to . 
H.Q., Coastal Area, for the Senior Officers’ Technical Course « 
at H.M. Dockyard, Portsmouth, is dated Sept..28, was born - 
at Walton, Surrey, in 1890 and: educated at Winton House - 
School, Winchester, and in H.M.S. Britannia. He entered - 


the Royal Navy as a midshipman in 1906. He joined the 
R.F.C. (Naval Wing) in 1913'and learned to fly on_an Avro 
biplane at the Central Flying School at Upavon. His Royal 
‘ Aero Club certificate, No. 529, is- dated June 26, 1913. He 
was posted to Gt. Yarmouth Air Station the same year. 

He was appointed Flight Lieutenant in July 1914, Flight 
Commander in September 1914, and Squadron Commander 
in December 1916. In August 1914 he was detached from 
Gt. Yarmouth to the Admiralty Air Department. He served 
in France from October 1917 to March 1918 and in the 
Mediterranean from March 1918 until October 1919. He was 
promoted Lieutenant Commander in November 1918, and in 
August 1919 his name was removed from the Navy List on 
appointment to a permanent commission in the R.A.F. with 
the rank of Squadron Leader. 

In November 1919 he was posted to H.Q. No. 10 Group, 
Lee-on-Solent. From 1922 to 1924 he was in the Depart- 
ment of the Deputy Director of Personnel, Air Ministry, and 
in October 1924 he was appointed to command the School of 
Naval Co-operation at Lee-on-Solent. He was promoted 
Wing Commander in July 1924. In January 1927 he went 
to China in command of the R-A.F. Unit in H.M.S. Argus. 


ESR EE ES 


Ivor Curtis. 


All who have been in any way interested in the education 
of the Royal Air Force, and more especially those who 
know how much has been done to provide for the welfare 
of officers and men who leave the Service, will learn with 
sorrow of the death of Col. Ivor Curtis, the Educational 
Adviser to the Air Ministry. Col. Curtis was at work as 
usual on Wednesday of last week, and died suddenly that 
evening. 

Ivor Curtis was for 20 years in the Education Branch of 
the Royal Navy, the last ten years of which he was Deputy 
Inspector of Naval Schools. In 1918 he went to the Air 
Ministry to take charge of Education in the R.A.F. and was 


given the rank of Colonel, R.A.F. In 1920 he retired from 
the Royal Navy on appointment in a civilian capacity a; 
Educational Adviser to the Air Ministry. Since then he has 
been engaged in building-up the education scheme in the 
RAF. He was closely associated with the scheme fo; 
entering boys from the secondary and other schools for train. 
ing as Aircraft Apprentices in the R.A.F. He was  alsc 
associated with the development of the scheme for genera] 
and vocational education in all Units in the Service. 

More recently he was responsible for the establishment ot 
an Association for placing Short Service officers in employ. 
ment in civil life at the end of their term of service. Thi 
last part of his work had already had a large measure o| 
success and is undoubtedly destined to have a far-reach- 
ing effect on the general good of the Service. 

He was made a Commander of the British Empire in 1925 


SESS RD DE SITE 
R.A.F. SPORTS AND PASTIMES. | 


Boxing in Palestine. 


An inter-Services Boxing Tournament was held aj 
Ramleh, Palestine, on Sept. 22. The officials were :— 

Referees: Flt. Lt. R. M. Davy and Flt. Lt. H. EK. Walker 
M.C., D.F.C. Judges: Fit. Lt. H. J. Brown, Fig. Off 
R. A. A. Cole, Mr. R. H. Bennett and Mr. A. Taylor. Time. 
keepers: The Rev. J. F. Cox and Sjt. J. Gibson; pam 


Chief Whip: F-S. H. A. Wright. Ring Master: Cpl. D. 
Barrett. 

The various bouts are described by a spectator as 
follows :— 


Sig. E. Ellison v. Sig. Hancox (R.C. of Signals) :—A keen fight with 
some hard hitting, with Hancox the more experienced. Ellison seemed 
to tire towards the end and the verdict was given to Hancox. 

L/Cpl. Hancock (R.C. of S.) v. L-AC. Rose (No. 14 Sadn.) :—Rose was 
too eager and was soon worn out by the skilful side-stepping and 
defensive tactics of the Army man, whose defensive powers saved him 
much energy, while he easily won on points. 

Cpl. Cardwell (No. 2 A.C. Coy.) v. L-AC. Gilmore (No. 14 Sadn.) :— 
Here we were treated to some more skilful defensive and countering 
work on the part of Cardwell, who outclassed a plucky opponent and 
so made his way to the final. 

A.B. Miller (H.M.S. “ Eagle’) v. Marine Boom (H.M.S. “ Eagle ”):— 
A very enjoyable contest with both men showing the spectators all 


they wanted in the way of hard hitting. Though these men were light- 


heavies their speed and agility were remarkable. A.B. Miller secured 
the verdict at the close of three rounds. 

AC.1.. Price. (No. 14 (B) Sadn.) v. Sig. Harthill (R.C. of S.) :—Two 
very plucky -bantams who were so well matched that Price, who is a 
right-handed boxer, was very narrowly the leader on points. An 
interesting contrast between right-handed and left-handed style. 

_ “© Permanganate ” v. “ Potash”? :—Our pugilistic fellaheen, not billed 
as’ a comic contest, but we were all convulsed with mirth throughout 
the three rounds. 

_ AB.-Bowden v. A.V. Ford (H.M.S. “ Eagle”) :—A very interesting 
display by two of the fastest and most scientific bantams we have 
seen for a long while. Both men were trained to the minute and 
gave of their very best. Bowden was a much younger man and 
was just able to gain the decision after an extra round. . 

Const. Richie v. Const. Stanners (P.P. Brit. Sect.) :—An exhibition o7 
rather no-decision contest, somewhat tame after seeing the previous 
bout. 

Final Feathers.—L-AC. Reynolds (No. 2 A.C.C.) v. L-AC. Davy (No. 14 
Sqdn.):—Squadron versus Cars again. Hard and rapid hitting 
characterised this meeting and both men were almost beaten when 
the final gong rang and Reynolds obtained the verdict. ; ie 

Final Welters.—Cpl. Cardwell (No. 2 A.C.C.) v. Sig. Steele (R.C. Oj 
S.) :—Cardwell’s second fight this night. Steele was tenacious but 
took a count of eight from a heavy punch to the solar plexus. After 
this Cardwell was very aggressive and watching his chance finished 
the fight with a hard punch to the heart. ae 

Final Middles.—L-AC. Harris (Palestine Gen. Hosp.) v. L-AC, Warne) 
(No. 2 A.C.C.) :—The Hospital man tried shock tactics,—with the firs! 
blow he floored his man, who took a long count and resumed very 
dazed. Warris came in again, and forcing his man hit him clear 
through the ropes. Although I-AC. Warner’s style leaves little to b¢ 
desired, a crouch would improve his defence. 

Final Lights.—Sig. H. Hancock v. L/Cpl. Hancock (R.C. of S.):— 
A very good fight. Both men fit and keen, with the Corporal holding 
the fight well in hand, and treating us to a fine exhibition of side 
steppping and clean hitting; won the fight with something to spare. 

Final Heavies.—Cpl. Barrett (No. 2 A.C.C.) v. Sig. Honeybourne (B.C. 
of S.) :—Here we saw some of the hardest hitting of the evening. Cpl 
Barrett being the superior boxer and carrying the heavier punch 
eventually knocked his man out in the second round, after adminis 
tering a lot of punishment. 

Exhibition Contests —Two exhibition contests followed; these were 
by men from H.M.S. Eagle, and ended the most enjoyable boxing 
meeting held here for a long time. ‘The very high class of boxing 
shown by the sailors was much appreciated and the sporting spirit 
shown by all the competitors was a matter for great satisfaction. 


I-AC. Rose (No. 14 Sqdn.) was awarded the best loser’: 
prize. 
f Group Captain I). B. B. Rees, V.C., presented the prizes 
Three hearty cheers were given for the Navy, who, not t¢ 
be outdone, replied in a spirited manner. 
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ANOTHER NORTH ATLANTIC FAILURE. 


ize Cdr EEA @ ee WViacdonalds RANG a(ketd:)), lett om Ne w= 
foundland on the afternoon of Wednesday, Oct. 17, on his 
De ‘Havilland Moth aeroplane (Gipsy engine) with the in- 
tention of flying to Stag Lane. 

The machine was the same as that recently used by. Mr. 
Hubert Broad in making a non-stop flight of 24 hours, and 
carried petrol for at least that period at normal cruising 
speed and for much more at its most economical speed. 
According to weather reports the machine should have had 
a favouring wind of about 30 m.p.h. behind it over the 
intended route. 

The s.s. Hardenberg reported by wireless having seen an 
aeroplane at 03.00 hrs. G.M.T. in longitude 41.30 W. and 
latitude 53.29 N. ‘his position is about 600 miles out from 
Newfoundland and far north of the direct route for Ireland. 


Continuance on the same course would have taken *he 
machine over Iceland. 
Since then nothing has been heard of Lt. Cdr. Mac- 


donald, though a good deal has appeared in the daily press 
about his family. ‘There is just a possibility that he may 
have landed somewhere in Iceland, or he may have been 
picked up by a ship without wireless, as was Mr. Harry 
Hawker. If he has not, then we can only assume that one 
more foolish attempt to acquire notoriety has come to a bad 
end. 


MISS O’BRIEN’S ACCIDENT. 


Miss S. J. M. O’Brien, and Miss M. K. Leith, were both 
seriously injured in an accident to Miss O’Brien’s Moth 
G-EBOS on Saturday, Oct. 20. 

The machine was flying at a moderate height over the 
Mote Mount golf course, near Mill Hill, Middlesex, when, 
according to spectators, the engine stopped, the machine 
stalled and spun into the ground. 

Spectators of a golf match then in progress who went to 
give assistance found Miss O’Brien practically unconscious, 
with a badly crushed leg, and Miss Leith in a cortiscious, but 
seriously injured condition. 

The two victims were taken to Redhill Hospital, where 
it was found necessary to amputate Miss O’Brien’s leg. The 
most recent reports concerning her state that Miss O’Brien 
is in a serious condition, but is as comfortable as can be 
expected. Miss Leith is suffering from concussion, but is 
making satisfactory progress. 

All those who know Miss O’Brien as one of the most 
hard-working of women pilots will extend to her their 
sympathy in this accident and their hopes for an early 
recovery. 

[Miss O’Brien, who is a daughter of Sir Timothy O’Brien, 
D.L., of the County Cork, holds from the Air Ministry a 
Class B licence to ‘‘ fly for hire or reward.’’ With all due 
respect for her energy and perseverance, and for her per- 
sonal amiability, regard for the best interests of aviation 
compels one to say that an accident to Miss O’Brien 
through stalling her machine had for long been regarded as 
possible. Regret for her personal injury is none the less 
sincere because of the opinion of observers of flying that her 
flying was at times unsafe. There is the further considera- 
tion that slotted wings would have made the accident less 
serious.—C. G. G.] 


SOME FACTS ABOUT THE BERLIN— 
TOKYO FLIGHT 


The ‘Swedish Pilot Lindner, who left Berlin for Tokyo on 
Sept. 18 with Baron von Hiinefeld as passenger in a Junkers 
W.33 monoplane (Junkers Ls5 engine) of the same type as that 
in which the first East to West crossing of the North Atlantic 
was made, landed about 17 miles from ‘Tokyo on the after- 
noon of Oct. 18. 

He had flown from Shanghai in some seventeen hours 
without a stop, for the last seven hours through heavy rain. 
He had great difficulty in crossing the Hakune mountains 
owing to bad visibility, and when he finally reached Tokyo 
at 14.00 hours the landing ground was obscured by low 
clouds. 

Lindner therefore landed on some waste ground near the 
Tama river, and damaged his airscrew and undercarriage. 
Newspaper reports say that the Baron was feverish from 
fatigue after his long and trying flight, but they omit to 
say anything about the gallant Swedish pilot who did the 
piloting. 

All the newspapers report the flight as though Baron von 
Hiinefeld were the pilot. As a matter of fact, although he 
qualified some few months ago as a civil pilot on a Klemm- 
Daimler monoplane with 20 h.p. engine, he is hardly as yet 
in the World-Flight category. But he deserves full credit 
for his physical and financial courage in tackling the Atlantic 
and Asiatic flights. Lindner, on the other hand, is one of the 
finest pilots in Kurope, but so modest that his name is hardly 
known outside his own circle. 


THE FLIGHT OF THE “GRAF ZEPPELIN.” 


According to reports from New York, Dr. Eckener and 
other responsible members of the crew of the Graf Zeppelin 
deny that anybody on the ship was airsick during the voyage 
and state that the movements of the ship were of such a 
kind that nobody could have been made unwell. 

Reports that there was a shortage of drinking water are 
also said to be unfounded. 

The accident to the fin naturally aroused some uneasiness, 
but all passengers accepted Dr. Eckener’s assurance that 
there were no grounds for fear. ‘To avoid risk of further 
stripping of the fabric it was considered wise to fly at the 
speed at which the ship kept uniform altitude with no load 
on its horizontal fins, which meant reducing speed from 70 
to 50 m.p.h. 

This reduction in speed, together with the strong adyerse 
winds between Bermuda and America, accounted apparently 
for the serious delay which occurred on this section of the 
voyage. 

More uneasiness was felt on the day before the accident 
than when the accident occurred, aS apparently there was 
some doubt as to the airship’s exact position, presumably 
caused by failure to pick up the Bermudas as early as had 
been hoped. 

Much of the anti-Zeppelin feeling displayed by the Ameri- 

can papers,—which complained of lack of news from the 
ship,—was due to the fact that the Hearst group of news- 
papers had bought what journalists call the “ story ” of the 
voyage at a price which will cover most of the cost. Mr. 
Hearst (who, one gathers, handled the deal himself) deserves 
his ‘ scoop,”’ if only for financing in this way an undertaking 
which should have been backed by a combination of Big 
Business interests in Kutope, and: America because of its 
ultimate importance to International Communication. 
_ In an able article in the Observer on Sunday Lord Thomson 
lmpresses on the British Public all those points in favour 
of the Zeppelin with which readers of last week’s THE ARRO- 
PLANE are already familiar. This should be a useful counter- 
blast, so far as intelligent readers are concerned, to the half- 
oe and misleading fatuities of ‘Neon ” in The Daily 
Mail. 

Sir Samuel Hoare, Secretary of State for Air, sent the fol- 
lowing message to the German Government on Oct. 16 :— 

Air Council tender hearty congratulations on successful completion 
of Graf Zeppelin’s notable voyage to America. 


THE CHIEF OF THE REGIA AERONAUTICA., 


General the Marchese de Pinedo has been appointed Chief 
of Staff of the Regia Aeronautica (the Italian Royal Air 
Iorce) in succession to General Armani, who has resigned 
on the grounds of ill-health. General Armani was seriously 
injured in a flying accident in July 1928. 

The Marchese de Pinedo. flew from Rome to Melbourne 
and thence to Tokyo and back to Rome in 1925. In 1927 he 
flew round across the South Atlantic, down to the Argentine, 
up the middle of South America and along Central America 
to the United States, where he had a very narrow escape 
when his machine was burned in Arizona. In a new Savoia 
he flew back to Rome by way of the Azores. 

The British Air Force Cross was conferred on him fast 
year by His Majesty King George. Iast week the Distin- 
guished Flying Cross of America was awarded to him by 
President Coolidge. 


NEW AUSTRALIAN EQUIPMENT. 


The Royal Australian Air Force has selected the Westland 
Wapiti (450 h.p., Bristol Jupiter VIII engine) as their 
standard general purpose machine and have placed an order 
for twenty-eight of this type with the Westland Aircraft 
Works, of Yeovil, Somerset. : 

‘These machines will have steel fuselages with wooden 
wings and tail surfaces, and will be equipped with the 
Handley Page automatic slot. 

the Wapiti carries a useful load of 1,808 Ibs., and has a 
top speed of 133 m.p.h. at 5,000 ft. and a landing speed of 
47 m.p.h. With full load it climbs to 10,000 ft. in 10 mms. 
and at full throttle has a range of 500 miles. 


FIRST BRITISH FLIGHTS. 


The special committee of the Royal Aero Club which, as 
already announced, is to investigate the evidence concerning 
early British aeroplane flights in the hope of coming to 4 
conclusion as to who actually first flew in Great Britain 1s 
to hold its first meeting in November. 

The Committee consists of Lord Gorell, who was Under- 
Secretary of State for Air in the last Liberal Government, 
Capt. Geoffrey de Havilland, himself one of the earliest 
designer-pilots in this country, and Lt.-Col. Lockwood Marsh, 
at one time Secretary of the Royal Aeronautical Society. 
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The late Sir John Alcock made 
the first direct aeroplane flight 
across the Atlantic—1,850 miles, 
on the 14th and 15th June, 
1919. He used Shell Petrol. 


Capt. Pelletier D’Oisy — Paris, 
Rome, Tunis, Casablanca, 
Madrid, Paris—3,700 miles in 
40 hours, on the 24th and 25th 


August, 1926. He used Shell 
Petrol. 


Commandante F. de Pinedo flew 
from Rome to Australia via 
India, round Australia to Tokio 
and back to Rome —34,000 
miles, April to November, 1925. 
He used Shell Petrol. 


First direct East to West 
Atlantic flight made by Capt. 
Koehl, Baron Von Huenefeld 
and Commandant Fitzmaurice, 
April 12th and 13th, 1928. 
Lubrication by Shell. 


Mr. Bert Hinkler, London to 
Port Darwin, Australia, in 154 
days, February 7th to 22nd, 1928. 
He used Shell Petrol. 


THEY ALL USED 


SHELL 


110/402 
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AIR MAILS TO THE EAST. 


The following article from The Singapore Free Press of 
Sept. 15 will be found of interest by all concerned with com- 
mercial aeronautics and especially by those in this country 
who, for diplomatic, political, financial, commercial or 
technical reasons have been such a long time starting our 
Imperial Airway to India and Australia :— 

DurcH AIR MAILs. 

The aeroplanes forming the first Dutch air mail service are well on 
their way to their destination in the Dutch East Indies bringing with 
them the first consignment of regular air mails for Java that has 
ever left Europe for the Far East. ‘To-day the aeroplanes reached 
Baghdad where, according to Reuter, they will embark ‘Iraq mails 
for Persia, India, Malaya and beyond. ‘Thus, Malaya’s share in this 
new undertaking will be a very meagre one for the quantity of mail 
leaving ‘Iraq for this part of the world is not likely to take up a 
great deal of room. 

The delay in reaching a settlement with the Persian Government of 
the matters in dispute with Great Britain has of course retarded the 
initiation of regular flights from England to the East. Apart from 
that there appears to have been far too much talking of plans and not 
enough action towards carrying them out in regard to the initiation 
and development of Empire air routes the first step in which must 
be a regular service between England and India. 

Only a few days ago details were made public of the new agree- 
ment between the British Government and the Imperial Airways, 
under which the Company is to run a weekly and eventually, if the 
traffic justifies it, a bi-weekly service to India. Judging from the 
terms of the agreement, which makes the increased subsidy earnable 
by the Company payable from Avril 1 mext, this service is not likely 
to commence for some months to come. 

In the meantime the Royal Dutch Air T.ines have gone ahead with 
their plans and, aided by readily forthcoming subsidies, are now to 
be congratulated upon initiating what is actually the first air service 
between Holland and the Dutch East Indies, although, of course, both 
Lieutenant Koppen, and de Hoops, who preceded him, carried one 
or two bags of mail with them when they made their flights from 
Amsterdam to Batavia. 

The Dutch company has actually expedited its plans for when the 
intention of initiating this service was announced earlier in the year 
it was stated that it would commence early in 1929, a monthly service 
being contemplated. On representations from the postal administra- 
tions, however, it has been decided to run fortnightly services from 
Holland to the Dutch East Indies and back, so that our Dutch neigh- 
bours will have the satisfaction of receiving their home letters some- 
thing less than a fortnight after their despatch from Holland, or more 
than a week earlier than the best Malaya can hope for from the 
mail steamer services at their fastest. ILet us not despair, however, for 
in the course of possibly two more years we too may be enjoying 
the same benefits of air transport! Progress—where the Britisher 
is concerned—is slow, but sure. 


There is one direction, however, in connection with the prepara- 


tions for Empire air routes upon which the home Government is to be 
congratulated, and that is the decision to send the four Supermarine 
Southampton all-metal flying-boats on an extensive tour to make a 
close study of flying conditions over a large section of what will in 
course of time be the path of Empire air services. 


To-day Singapore 
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welcomes the Royal Air Force Flight on its return to its base at 
Singapore at the termination of its eleven months’ cruise. 

Group Captain Cave-Browne-Cave and the officers who have accom- 
panied him on the most extended flight ever undertaken have made 
a close investigation of flying conditions during their slow progress 
through the tropics and round the coast of 
‘Australia. There are a host of problems 
connected with aviation in the tropics experi- 
ence in regard to which can only be obtained 
by direct contact with them. 

Periodical reports from Captain Cave-Browne- 
Cave have been published in the home papers 
relating to the various stages of the flight 
since the machines left Plymouth last October. 
The last one covered the flight from India to 
Singapore; the next will have a special in- 
terest to Singapore, for it will deal with local 
conditions as experienced during the three 
months that the flying-boats were at Seletar. 
When the full report of the flight comes to be 
compiled it will undoubtedly be found to 
contain a considerable quantity of valuable 
data which will be of the greatest possible 
use in the development of the Empire’s air 
services of the future. 


FLYING KIT. 


The well-known firm of Wainwright's 
Ltd., of 300, Euston Road, London, 
N.W.1, are now able to supply all forms 
of flying clothing at very reasonable 
rates. The accompanying illustration 
shows some of their products. On the 
left is seen a double chrome leather 
coat (in black or tan) at six guineas. 
On the right is an R.A.F. pattern 
Sidcot suit at 57s. 6d. In the centre is 
a flying helmet, a set of goggles, a pair 
of earphones and a pair of leather 
gloves, all at 12s. 6d. 

Besides the above, the firm can supply 
practically all the aviator needs, includ- 
ing fur-lined boots, tan or black 
leather breeches, and field boots of all 
descriptions. 
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LANDING 
WHEELS 


Tyre b Track Tyre Wheel} sub Track Tyre Wace! eee? Track 
t e Bore Line Size No. Length ] Bore Line Size No. ral Bore ; Line 
m/m ra/m mm | m/m~ mim mm | m/m mn 
| 375 x 55 25.4 .| Central} 700X100 j112 | 150. | 38-09 | Central] 1000x150 (210 | 185. | 60.32 Central 
176 | 178. : é 
/ 300 x 60 254 [Central] =" 179 | 178, | 55, | taa/ng [1000x180 [148 | 220. | 80, | Central 
| 40x 60 31.75 | Central] 4 anne eS eer ; ‘ 149 | 185. | 55. | Central 
- 147 | 178. | 55. | Central a 166 | 185. | 55. | 125/60 
| 875 x 60 28. | Central - 188 | 120. | 34,92) Central C , 
” 38.09 104/46. | 900 X 200 |107 | 185. | 55. | eatra. 
5 34,92| Central | 750X125 | 77 | ee pic es ‘ 108 | 185. | 55, | 125/60 
> 38.09 | Central ” ‘ . A 198 | 220. 66.67 | Central 
* 95 | 185. | 55. | Central 137 | 250. | 80. | Central 
| 650 x 65 44.45; 132/46 a 99 | 178. | 38,89) 132/46 y 157 | 185. | 80 Central | 
” 44.45 | Central + 112 | 150. | 38.09 | Central + 202 | 185 A) meetin 
” 38.09 | 132/46 i 176 | 178. | 44.45| Central | i nae 
i 31.75) 132/46 “ 179 | 178. | 55, | 132/46 f1100x 220 [134 | 220. | 66.67 Central 
‘| 600 X 75 28, Central 800 X 150 7161*) 185. 55. 135/50 ” 136 250, } 80. Central 
” 38.09 | 104/46 . 162*| 185. | 55, | Central | | | 
a 34.92 | Central . 163°} 185. } 66.67) 135/50 975 X 225 ne | 185. | 60.32. | Central 
" 38.09 Central} | — |re9t] 185. | 55. | 135/50] pean nual, mes] 126/60 
700 X75 44.45| 132/46 . 177 | 185. | 55, 135/50 1250 x 250 133 | 250. | 80. | Central 
a 44.45 | Central a 183 | 185. | 55. | Central " 154 | 304.8; 101. 6 { Central 
Sate 211") 185. | 60.32; 135/ 
: pip ee /90 1500x300 |115 | 304.8/ 101,6| Central 
;? : 1000 X 150 |167 | 185. | 55, 1251/60 . 26 | 304.8! 152.4/ Central 
00 X 100 44.45 | 132/46 af 174 | 250. | 80. Central | 
5 750 X 300 (Ag “9 | 400. | 152.4 | Central 
” 59. 135/50 . 182 | 185. | 55. Central 1191 | 350. | 150.3/ Central 
" 55. | Central ‘A 187 | 220. | 66.67 | Central e ; Se ice ew 
” 38.89 | 132/46 - 201 185. 60.32 | 125/60 {1750 X 350 193 | 400. | 125. | Central 


Vheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. tWheel No. 169 ts fitted with Ball Bearings. 
Grease gun equipment is now a standard fitting on all wheels. 


| THE PALMER TYRE LIMITED, 


| Contractors to the Admiralty, the War Office, and the Air Ministry, 


Telegrams :— 100-106, CANNON STREET, LONDON, E.C.4. city 1477 (Two Lines), 
: (365) 


, Cannon, London.” 
_ PARIS: 31, Rue la Boétie. 
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THE FLYING CLUBS. Elying Time : 16 hr. to min. ; Instruction: 7 (5 hr. 30 min.) ; Soloists ; 
The London Aeroplane Club 3 (zr hr. 5 mhin.); “A” Pilots: 8 (8 hr. 30 min.); Passengers: 6.(7) Hey) 
f : 0 Tests: -2 (10 min.): 
[See.s) Harold, 4: Ferrin) 3; Clifford Street; wondon,, W.1.4 Notes.—Mr. P. Dujardin has passed for his “ A” I.icence. 


Aerodrome ; Stag Lane Aerodrome, Edgware, Middlesex. 

Report for week ending Oct: 21. 

Instructors%, V; HW. Baker and F. R. 
C. Humphreys. 

Machines in» commission: 4 (NY, MP, XS, and G-AABL). 

Flying Timé¥. 38 hr. 15: min.; Instruction: 15 (45 hr. 55 min.); 
“A” Pilots: 6; (19 hr. 4 min.); Passengers: 8 (2 hr. 35 min.): 

Notes.—All members will be deeply sorry at the accident to Miss 
O’Brien and the Hon. Miss M. K. Leith, both members of the Club, on 
Saturday last. Miss O’Brien was one of the earliest of our lady mem- 
bers to take up flying as a_ profession. She bought a Moth and 
eventually qualified for a “B’’ Licence. She was presumably giving 
flying instruction on her own machine at the time of the accident. 
All members will join in wishing both these ladies a speedy recovery. 
The operation which had to be performed on Miss O’Brien will prob- 
ably prevent her from taking an active part in the profession to 
which she was so much attached. Her enthusiasm for flying was 
unbounded and she will, we are sure, receive the sympathy of all. 


The Lancashire Aero Club. 

[Sec.: F. W. Atherton, Woodford Aerodrome, 

Report for week ending Oct. 20. 

Chief Instructor: D. EK. Hall. Voluntary Asst. Instructors : 
and Scholes. Ground Engineers : Bartram and Chapman. 

Machines in commission: 4 (XD, MQ, NF, QL). 

Flying Time: 25 hr. 15 min.; Instruction: 14 (7 hr.); Soloists (wnder 
instruction): 2: (i shite oii w AeA Pilopse: warns (site) SOs mia): 
Passengers: 23 (8 hr. 35 min.); Tests: 2 hr. 20 min. 

Notes.—Mr. ‘T. E. V. Roberts began instruction with the Club this 
week. Mr. J. C. Weale obtained his “A” Licence and Mr. Faulkner 
carried out a successful height test. 

A serious accident occurred to the Avro-Gosport NF on Sunday after- 
noon. ‘The pilot, Mr. R. EF. H. Caldecott, and his passenger, Mr. 
Ramsden, were both iniured, the latter seriously. This is the first 
occasion, since the Club started flying nearly five years ago, on which 
either the pilot or passenger in a Club machine has sustained injuries. 

MR. I,EEMING’S RESIGNATION. 

Many of those who appreciate the hard work and energy which he 
put into the organisation of the I.ancashire Aero Club will regret to 
hear that Mr. John JI.eeming has retired from the Chairmanship of 
the Flying Sub-Committe. This, ipso facto, means that he will cease 
to be a member of the Council of the Associated Club and of the Royal 
Aero Club Racing Comunittee. : 

In retiring Mr. Ieeming has the satisfaction of knowing that the 
Club for which he worked so hard at the start is in a sound financial 
position, has a rapidly increasing membership, has five first-class 
aeroplanes in service, has a much improved Club-house and new accom- 
modation for the staff and offices. 

His book, Pilot’s “ A’? Licence, which he produced at his own ex- 
pense, simplified for would-be pilots the understanding of Air 
Ministry requirements for ‘ A” licences, has. certainly been a public 
benefit, and has sold in large numbers. 

One is entirely ignorant as to the reason for Mr. Leeming’s resigna- 
tion, but his enemies must admit and his friends can claim that he 
has done very good work for aviation and Club flying.—c. G. G. 


The Yorkshire Aeroplane Club. 
[Sec.: Lieut.-Col. Walker, The Aerodrome, Sherburn-in-Elmet.] 
Report for week ending Oct. 20. 
Instructor: G. R. Beck. Chief Ground Engineer: R. Morris. 
Ground Engineer: T. Houghton. 
Machines ‘in commission: 2 


Matthews. Ground Engineer: 


Cheshire. ] 


Cantrill 


Asst. 


(TB and SV). 


Our Ground Engineer, Mr. R. Morris, has been granted his Category 
COD ACen Ces 

A successful Whist Drive was held in the Club House on Wednesday 
Oct. 17. The number present was small, but a pleasant evening wa: 
spent which cleared £7 towards the provision of a dance floor for the 
Club House. It is hoped to repeat this in the near future. [Som 
dancers these Yorkshiremen, if the dance floor has to be repeated. — 
ED. ] 

The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa, Road, Handsworth. ] 

Aerodrome: Castle Bromwich. 

Report for week ending Oct. 20. 

Instructors: Flt. Lt. IT. Rose, D.F.C., and W. H. Sutcliffe. 
Engineer: W. J. Halland. Asst. Ground Engineer: G. Rees. 

Flying Time: 20 hr. 33 min.; Instruction: 10 ( 7hr. 50 min.); “A?” 
Pilots and Soloists: 20 (7 hr. 35 min.); Passengers: 5 (4 hr. 30 min.) 
Test: 38 min. 

Notes.—Mr. W. L. Handley, of T.T. fame, made a successful firs 
solo. 

Flt. Lt. Rose and Mr. O. R. King went to Bristol on XT on Satur 
day to find out the meaning of the mystic words “ At Home.” They 
did so. 

High winds have annoyed us most of the week. 


Grounc 


The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, The Hampshire Aeroplane Club, Hamble 
Southampton. } 

Aerodrome: Southampton Aerodrome, Hamble. 

Report for week ending Oct. 20. 

Instructors : Flt. Lt. F. A. Swoffer, M.B.E., and W. H. Dudley. Grounc 
Engineers: E. Lenny and § Elliott. Machines in Commission: 2 (O 
and OH). ; 

Flying Time: 22 hr. 25 min.; Instruction: 19 (12 hr.); Soloists: 
(3 hr. 55 min); “A” Pilots: 8 (5 hr. 35 min.); Passengers: 2 (4 
min.); Tests: 6 (55 min.). 

Notes.—Messrs. R. M. Wilson, A. L. 
joined us this week as pilot members. 

Miss Home and Mr. Coode have successfully passed their figures-of 
eight tests. 

Bad weather this week has considerably curtailed our flying time 
On Thursday it was impossible for the machines to leave the hangai 
owing to a violent gale. 

We notice from last week’s notes that our good friends of the Suffolk 
Club are under the impression that we have only one machine. Occa 
sionally owing to mishaps, from which no club is free, our usua 
number of machines (three) has been reduced to one. This week w 
have had two Moths in’ commission and we expect to have the Avia1 
back very soon. Our membership is at present 410 and if this is 40 
more than that of the Suffolk Club we extend our sympathy. We trus 
that their one member.is now approaching “‘ A” Licence stage. I 
spite of our large membership if this gentleman should ever desir¢ 
to make a change we can promise to give him all the flying he car 
want. 


Angus and M. M. Roy hav 


The Norfolk and Norwich Aero Club. 
[Sec.: G. McEwen, The Aerodrome, Sprowston, Norwich. ] 
Report for week ending Oct. 21. 
Instructor: .B. Young. Ground Engineer: 
Machine in commission: 1 (ZW). 
Flying Time: x hr. 20 min.; “A” Pilots: 2 (x hr. 20 min.). 
Notes.—Extremely bad weather has prevailed here again this week 


A. Kirkby. 


AT THE BRISTOL “AT HOME.’’—Mr. Penrose landing the Westland Widgeon (Cirrus IIT) .—(« Aeroplane ” photograph.) 
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SHORT ‘CALCUTTA’ 


Were eB RESO JUPETER* ENGINES 


The “ Calcutta”? has demonstrated  &b:bebsbech 
its ability to take off water with A repeat order has 


been received from 


full load on two engines only. seh a 


Time 42 seconds; headwind 10 jo) jar 


miles per hour. PPP ppyp 


SHORT BROS. (ROCHESTER & BEDFORD) LTD., ROCHESTER 
Slo cho fo ofa ofo ofo cfo fo afo afo afo fo fo fo fa ofa ofa ofa obo cho fo ofo ofa ofa fo cf ofo of ofo oho fo ofo fo ofa cfo ofo fo fo fo cf 
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GOOD WORK BRINGS 


LEISURE. 
Halland of the Midland Club enjoys rest 
Aeroplane ’’) 


Mr, Bob’ 

(and ‘* The 

after assuring the airworthiness of the 
Club’s machines, 


The only two possible days for flying were Saturday and Sunday and 
then one had to dodge between the showers and put up with being 
bumped very severely all over the sky. Our pilots don’t care for 
too much bumping about and we really do not encourage it very much 
lest a bump should extend as far as the deck. Norwich is given to 
nasty winds at times. 

To vary the monotony however we were honoured by a visit from 
“The Boxing Marquis’? (vide Press), The Marquess of Clydesdale, 
who arrived in his Moth on one of the dirtiest days and made a 
splendid landing almost on the tarmac. He can certainly handle a 
machine as well as the gloves and we give him full marks. Having 
lunched at the Club with some friends he pushed off again in spite 
cf the weather. 

Arrangements for the Ball are now fairly 
remains to dispose of the few surplus tickets. 
applications we are getting they certainly 
hawking. 

The Suffolk and Eastern Counties Aeroplane Club. 

[Sec. : Major P. lL. Holmes, D.S.C., The Aerodrome Hadleigh, Suffolk.] 

Aerodrome: 2 miles EK. from Hadleigh, Suffolk. 


complete and it only 
From the number of 
will not require any 


Report for week ending Oct. 20. 
Instructor: G. EK. Lowdell, A.F.M. Ground Engineers: ‘C,” “E. 
Mayhew; ‘ A,”? G. Keeley. 


Machines in commission: 2 
Flying Time: 7 


(RE and SZ; UH in reserve). 


HE O. MIT AST WGLLOM ral a tir a0: tnd) a) eee? 


One AB? Pilotsiea (=z hr. 2ousnins heeossemcers is 1G (2 sir. 15 stait.). 
Tests: 8 (4e min.), 

Notes.—High winds and rain have .rendered conditions bad for 
pupils. 


On Sunday a local motor-cycle club made the aerodrome the objective 
of a social run. A number of their members had flights. 

On Monday an Imperial Airways’ D.H.50 fought its way through the 
mist to Hadleigh carrying Press representatives to the scene of the 
explosion at Bramble Island. A Press photographer chartered one 
of the Bluebirds and flew over the works with Mr. T.owdell to take 
photographs. 


The Bristol and Wessex Aeroplane Club. 


[Sec.: G. S. Cooper, D.S.0., Filton Aerodrome, Bristol.] 
Report for week ending Oct. 20. 
Instructor: E. W. B. Bartlett. Ground Engineer: A. W. Webb. 


Machines in commission: 2 (YH and TV). 

Flying Time: 6 hr. 30 min.; Instruction: 4 (1 hr. 35 min.); Soloists : 
2. (20 min:.); “ Pilots’: 3 (x hr. 20 min.); Passengers: 8 (2 hr.. 25 min.) ; 
TheStS ay amOmn ake riatt),)). 

Notes.—Bad weather has made flying quite imnossible most of the 
week. After five rather miserable days we had great fortune in en- 
joying an almost perfect day for our “ At Home” on Saturday. 

Most of the visitors we expected arrived. First of all we were very 
glad indeed to welcome Sir Sefton Brancker, who flew down in 
G-EDCA. Mr. Broad came in G-KEBYK and gave us two very finished 


exhibitions of aerobatics which delighted everyone, and were loudly 
applauded. 


THE BRISTOL ‘ AT HOME.” 


—Visitors and Machines at 


We were especially pleased to welcome representatives from the Mid- 
land and Nottingham Clubs, and tender our thanks to Fit. Lt. Rose 


and Mr. Ball for assisting to make the afternoon the great success 
Mr. Tapper brought the A.A. Moth G-EBUR, Mr. Penrose the 
Westland Widgeon G-EBRO, and Mr. Parkhouse of Teignmouth his 


it was. 


Avian G-EBXO, and we hope they enjoyed the day as much as we 
appreciated seeing them. 

Mr. Bartlett gave us two typical flights, such as we have learnt 
to enjoy. These were immensely appreciated by a large gathering 
ef members and their friends. 

The competition was won by Flt. Lt. Rose with Miss Parker as 
passenger. A silver cigarette case and silver clock were the prizes, 
and these were presented by Mrs. Ashley Hall. : f 

We would like to thank the Automobile Association for their econ- 
trol of all arrangements during the day, and their organisation before 
and during the afternoon, all of which were of invaluable assistance 
to us and visiting pilots. The afternoon was intended more as a 
friendly social gathering of an informal nature, rather than a flying 
meeting, and as such we think the day was a great success. 

There was a dinner at the Grand Hotel Bristol in the evening which 
was attended by 35 visitors and members. Sir Sefton Brancker in an 
amusing speech included the outlines of the forthcoming Light Aero- 
plane Club. 

[As one of those who had the good fortune to find the Bristol 
Club “at home,” one bears witness to its being a very pleasant after- 
noon. The flying was excellent, the weather was as perfect as could 
be expected at this time of year, and the organisation—both by the 
Club and by the Automobile Association—was excellent. 

* On one matter only one is compelled to criticise the management, 
that is the conditions of the competition in which women passengers 
had to jump out after landing and run back to the finishing line. 
Two young women, greatly daring, were each out on the wing of her 
machine as soon as it touched and were off onto the ground before 
it stopped. Each fell over. Either, or both, might well have been 
hit by the tail and kiiled by concussion, or have been mangled by 
the tail-skid. This game is not worth while. 

Probably, now that the danger has been seen, similar competitions 
will be barred. Apart from that the ‘‘ at home” was a great success. 
One ‘hopes there will be similar afternoon shows during the 
Winter.—c. G. G.] 

The Liverpool and District Aero Club. ; 

[See.: J. El.is, Hooton Aerodrome, Hooton, Wirral, Cheshire.] 

Aerodrome: Near Eastham, Birkenhead. 

Report for week ending Oct. 20. 


Instructor: Fit. Lt. 7. B. Allen. Ground Engineer: Howard Pixton. 
Machines in comnvission: 2 (XX and WK). 
Flying Time: 12 hr. 25 min.; Instruction: 10 hr. 35 min.; Soloists 


(under instruction) : 25 min.; Passengers: 10 min., Tests: 49 min 

Notes.—Aerofilms I.td. used one of our machines for 35 minutes on 
aerial photography (pilot, Flt. I.t. Allen). 

Bad weather has seriously curtailed our flying this week. 

On Sunday last XX, piloted by Flt. It. Allen with Mr. Barker under 
instruction, tried conclusions with a sheep when landing. The undrt- 
carriage promptly folded back and XX took a rest until Thursday. 
As for the cause, ‘‘ A Sheep from Hooton—bang! zip! !!—Mouton!” 

The Nottingham Aero Club. 

[Hon. See.: Cecil R. Sands, A.C.A., Imperial Buildings, Victorie 
Street, Nottingham. ] 

Report for week ending Oct. 5. 

Instructor: B. Martin. Ground Engineer: 

Machines in commission: I. 

Flying Time: .16 hr. 5 min.; 
Pilots: 9 hr. 40 min.; Soloists (under instruction): 1 hr, 50 min 
Passengers: 50 min.; Tests: 1 hr. 30 amin. 

Notes.—Flying was only possible on four days this week owing tc 
weather and with only one machine in action our flying time &: 
very low. 

Report for week ending Oct. 12. 

Flying Time: 16 hr.; Instruction: 
y hr.; Soloists (under instruction) : 1 
SAMA. sie MESES u cok wade we aed) 

Notes.—As the weather this week has been the worst we have ex 
perienced since last Winter our flying time is still low. Our dear frienc 
Horace made a perfect landing about 30 ft. or so up on Sunday last 
resulting in the attitude of a dying duck. As the damage was ver) 
slight we have let him off with a caution this time. 

Report for week ending Oct. 109. 

Machines in commission: 2. 

Flying Time: 16 br. 25 min.; Instruction: 2 hr.; “ A” Pilots: 7 ht 
40 min.; Soloists: 4 hr. 45 min.; Tests: x hr. 35 min.; Passengers - 
25 min. 

Notes.—The outstanding feature of the week has been the fines' 
collection of dud weather we have noticed for some time, again 
seriously curtailing our flying time. Another of our members 10s! 
himself the other day—One, Derby Wynn—he also, we are please 


A. J. Harriss 


Instruction: 2 hr. 15° mins; “4” 


Pilots : 
ip dabg 


5 -hr. “25 Smaina; ede 
hr. 25 min.; Passengers: 


Filton, with the Club House in the background. 
—( Aeroplane ” photograph.) 
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HAWKER AIRCRAFT 


‘Aeroplane”’ Photograph. 


The Hawker ‘‘ Hawfinch’”’ is a new single-seater machine 

for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


THE H. G. 
HAWKER ENGINEERING Co., LTD. 


Specialists in Military Aircraft. 


Works: KINGSTON. 
Aerodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cables: HAWKER, KINGSTON. 
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to state made a good landing in a most awkward field, with a steep 
slope, surrounded by trees and high-tension cables. 

Our Instructor—Mr. Martin—was flown over by Mr. Harold Ashworth, 
our private owner, in his Avian, and both managed to get out by 
taking off cross-wind and proceeded to Hucknall. Our Asiatic member, 
Mr. R..N. Chawla, has qualified for his ‘A Ticket and is shortly 
leaving for India. He was very jubilant and rather inclined to break 
all the Ten Commandments or their equivalent in his own particular 
Creed. “The Spirit was willing but the flesh was weak” and the 
“* DOY” ‘ended’ early. 


The Berks, Bucks and Oxon Aeroplane Club. 
[Hon. Sec.: Miss L. Cribb, 12, Highmoor Road, Caversham, Reading. ] 


Aerodrome: Swallowfield, Reading. 

A new club has been formed with headquarters at Reading for the 
adjacent counties of Berkshire, Buckinghamshire and Oxfordshire. The 
Club’s first public activity will be seen on Saturday next, Oct. 27 when 
a meeting will be held on an aerodrome at Swallowfield, near Reading. 
Flying will begin at 11.00 hours and continue all day. Visitors by 
car to the Meeting will find the usual help from the Automobile 
Association in finding their way to the aerodrome. 

So far there are thirty-four entries from other Clubs, firms and 
private owners. Although the Air Force cannot help, a very varied 
programme has been arranged and, weather permitting, a first-class 
show will be given. The Club has already some two hundred members 
and is finding most gratifying backing. 

Readers of THE AEROPLANE who are in reach of Reading will be sure 
of seeing a good display on Saturday for among those who have already 
signified their intention of being present are Sq. I.dr. England, Mr. 
Broad and Mr. Stack and a number of other prominent pilots. 


The Cinque Ports Flying Club, 


[Hon. Sec.: R. ‘Dallas Brett, 114, High Street, -Hythe, Kent.] 
Aerodrome: Lympne. 

Report for week ending Oct. 20. 

Instructor: Mr.. H. ‘G. Travers, DiS'C. ‘Grownd Engineer: Mt. 


R. H. Wynne. 


Machine in commision: 1 (NN). 
Flying Time: 1 hr. 15 amines; einstruction . 3 (A5 amin.) 3 Tests’ <-.3 
(30 min.). 


Notes.—Very bad weather with rain, low visibility, and high winds 
interfered with flying the whole week, and accounts for the small 
hourage. 

We were glad to see Mr. Martin back again after his car-crash 
at Brooklands. ; 

Mr. Law, a new member from Tondon, has bought an X-type Moth, 
G-EBYS, which is now in the Club hangar, and he is shortly going 
to learn to fly with the Club. 

Attention is drawn to the fact that this Club is giving special rates 
for tuition during the Winter. As there is no waitiny list and Winter 
conditions here are often more favourable for tuition than Summer 
weather, this is a good opportunity for people wishing to learn to 
fly quickly and cheaply. 


- THE FLYING SCHOOLS. 


The Henderson Flying School. 
[Sec.: H. S. Hamilton, Brooklands Aerodrome, Byfleet.] 
Report for week ending Oct. 18. 
Instructors: T.ieut.-Col. G. I. P. Henderson and Mr. H. D. Davis. 
Ground Engineers: A: A. Anderson and W. A. Watts. 
Machines in commission: 2 (VE and G-AACA). 
Flying Time: 14 hr-50 min.; Instruction: 24 (7 hr. 50 min.); Soloists : 


8 (60 hres55> min=)s) “A Pilots e413, shi ts. Din. )ce Passengerss: «26 
(@ Shaws emin,))\estss~ 2 a(goumnrn). 
Notes.—New pupils: Messrs. Bardwell, Ford, Eggar, Richerson, 


Koratkar. 

Mr. S. S. Daniel, who is undergoing his tests for his ‘‘B’”’ Licence, 
did his height test very satisfactorily, and Mr. Eugene Hsiao has 
now nearly completed all his solo flying .before doing his “B” 
Licence tests, which he will undertake at an early date. 


The De Havilland Flying School. 
Report for week ending Oct: 14. 


Flying Time: 61 hr. 25 min.; Instruction: Dual 19 hr. 35 min., Solo 
32 hr. 45 min.; Other Flying: 9 hr. 5 min. 

Notes.—Two pupils passed their night-flying tests for “B’’ Licence, 
one being Mr. Roushdy of the Civil Aviation Department of Egypt. 

On Monday we had a surprise visit from the Secretary of State for 
Air, Sir Samuel Hoare. He was most interested in the Stag Lane 
private owners’ garage, and the Moth production departments, both 
of which, he said, spoke volumes for the future of private flying. 

On Wednesday, Commandant Fitzmaurice of ‘the Irish Free State 
Air Force ,dropped into the aerodrome on the first Irish civil . aero- 
plane. He watched a Gipsy-Mcth in action and was greatly impressed 
with its performance. 

The Daily Mail have now taken delivery of their new D.H.6x and 
one looks forward to its safe accomplishment of many thrilling flights. 

Among new Gipsy-Moth owners we are pleased to welcome Capt. 
Malcolm Campbell, the well-known racing motorist. We understand 
that Capt. Malcolm Campbell is to use his Moth for observation work 
in connection with finding a “‘speedway” for his proposed attack 
on the motor speed record. 

Report for week ending Oct. 21. ; 

Flying Time: 53 hr. 10 min.; Instruction: Dual 23 hr. 20 min., 
Solo 23 hr. 15 min.; Other Flying: 6 hr. 35 min. 

Ten Gipsy-Moths were tested and delivered during the week. 


A LANCASHIRE ACCIDENT. 


Mr. R. EB. H. Caldecott, a well-known member of the 
Lancashire Aero Club, accompanied by Mr. W. J. Ramsden, 
met with a serious accident on Bramhall Park golf course on 
the afternoon of Oct. 21. About twenty minutes after they 


had left Woodford Aerodrome their machine was seen coming 
down from a considerable height in a spin. The machine 
apparently started to recover from the spin, but was too 
close to the ground to be saved. 

The occupants of the machine were taken to hospital, 
where Mr. Caldecott was found to have severe injuries to 
the head, and Mr. Ramsden to have a broken leg and head 
injuries. 

ADVICE TO WOULD-BE PILOTS. 
By A CLUB INSTRUCTOR. 


(1) Don’t call aeroplanes ‘ kites,’ ’cos they ain't. ; 

(2) Alcohol is not a necessary part of a pupil’s flying train- 
ing—this is sad but true. Physical fitness is. 

(3) When you start flying instruction, from the very first 
time you handle the controls, try and imagine you are dancing 
with a very fragile little fairy and not trying the best of 
three falls with Sophie Tucker. 

(4) When in doubt on any point, ask your Instructor and 
not a recent ‘A’ pilot. The former will probably save you 
a lot of trouble and the latter may cause your parents a deal 
of grief. 

(5) In the air as well as on the ground, the soundest motto 
is—‘ Every turn a good one.’ Also, remember that ‘ A soft 
hand turneth away wreaths.’ 

(6) Aeroplanes are very like women to handle—to get the 
desired results one’ must be firm but at the same time yery 
gentle. i 

(7) The opinion of one’s lady friends as to one’s ability 
as a pilot is useless, so for Heaven’s sake don’t ask for it 
by trying to show ’em how clever you are near the ground. 
One minute they will be saying ‘Isn’t he a clever braye 
darling ?’, and the next minute we may be taking off our hats 
as the body goes by. 

8. Never take a liberty with an aeroplane near the ground 
—sooner or later it will turn round and bite you and an 
aeroplane’s bite is very often fatal. 

(9) When you see another machine in the air always 
imagine the pilot in that machine is a bigger fool than you 
are and keep clear. It may be true one day. 

(10) The correct position for the left hand is on the throttle. 
This regulation is sometimes relaxed when one is lucky 
enough to be flying a Bluebird from the right hand seat with 
a pretty fairy as passenger—at least, so they say in York- 
shire 

(11) If a lady pilot condemn thee with hard words, enter 
not into the unequal contest. 


A PARACHUTE STORY. 


This story comes from a journalist-pilot in the States, to 
whose memory it was recalled by reading in THe ARROPLANE 
the name of an officer with whom he shared the experience :— 

‘Wing Cdr. Christie, your Air Attaché at Washington, 
brought him and another officer out to Chanute, and they 
all three jumped the day they arrived. I also was imyited 
by Major MacChord (who has since made several jumps) to 
do a jump, but on inquiry as to the number of jumps the 
major had made he explained that the number was none, 
because it was always too windy on days when he wanted to 
jump, and he was always too busy on days when the wind 
was right, so I explained I didn’t feel it would be right for 
the press to do something the major hadn’t. 

‘ However, the sergeant in charge of the parachute school 
gave the three instruction in the use of the Irvin ’chute, 
and the day’s festivities proceeded. The standard rag (isn't 
that the correct word?) around our flying fields is to caution 
a new jumper to bring back the rip-cord ring, explaining 
that the loss of Government property is a serious offence, 
in this case punishable by a $5 fine. - 

‘ Christie and L—— both, as most people do, dropped their 
rings, and never remembered when or where. But Lt. S—— 
was made of sterner stuff, and, to release his hands to operate 
the shroud-lines, in order to turn himself about to face the 
direction of drift, he put the four inch iron ring in his mouth 
for safe keeping. “4 

‘ Unfortunately, he neglected to flex his knees, landed stiff- 
legged, bounced rather high, did a flip and came down sitting, 
whereupon the ’chute proceeded to drag, with the result that 
he turned another flip, coming down more or less on his| 
head, the rip cord ring knocking out one (or perhaps it was, 
two) teeth!’ 


AMUNDSEN’S FATE. 


Press reports-from Paris state that experts attached to 
the French Ministry of Marine after examining the seaplane 
float (presumably a wing-tip float) found off Trémso at the 
beginning of September, have accepted the float as part of 
the Latham flying-boat on which Capt. Amundsen dis- 
appeared, and have expressed the opinion that the damage 
shown indicates that the machine must have dived into the 
water head-on, and have been completely wrecked, with 
instantaneous fatal results to the occupants. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 11; Monday, 22; Tuesday, 21; Wednesday, 14; 
Thursday, 17; Friday, 23; Saturday, 20. 
IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich; Iondon—Ostend—Brussels—Cologne and re- 
turn: Machines 50, passengers 408, freight 19 tons. 
AIR UNION: 
Paris—London and return: Machines 31, passengers 131, freight 14 
tons. 
K.E.M. 3 
Amsterdam—Rotterdam—London and return: Machines 12, passengers 
64, freight 4} tons. 
SABENA ¢ 
Brussels—London and return: Machines 13, passengers 28, freight 
2 tons. 
DEUTSCHE LUFTHANSA A.G. : 
Amsterdam—London and return: Machines 13, passengers 38, freight 
2 tons. 
MISCELLANEOUS : 
British machines 9, passengers 3. 
Foreign machines o, passengers o. 
Total number of trips by British Machines, 59, carrying 417 pas 
sengers. Foreign Machines, 69, carrying 261 passengers. 
COMPARATIVE FIGURES. 
Week ending Oct. 20: 
Machines, 128; Passengers, 678; 
Corresponding week, 1927: 
Machines, 95; Passengers, 516; Crews, 179; 
Corresponding week, 1926: 
Machines, 74; Passengers, 
Corresponding week, 1925: 
Machines, 56; Passengers, 1901; 
Corresponding week, 1924: 
Machines, 73; Passengers, 307; Crews, 90; Total personnel, 397. 
Corresponding week, 1923: 
Machines, 49; Passengers, 116; Crews, 73; Total personnel, 180. 
Corresponding week, 1922: 
Machines, 82; Passengers, 355; Crews, 139; Total personnel, 494. 
Corresponding week, 1921: 
Machines, 57; Passengers, 134; Crews, 77; Total personnel, 211. 
Corresponding week, 1920: 
Machines, 111; Passengers, 192; Crews, 140; Total personnel, 332. 


Crews, 248; Total.personnel, 926. 


Total personnel, 695. 


209; Crews, 95; Total personnel, 304. 


Crews, 65; Total personnel, 256. 


Croydon Notes. 

The Daily Mail’s own private aeroplane, a new D.H.61 
with a geared Bristol Jupiter engine, made its first appear- 
ance at Croydon on Friday, Oct. 19, arriving there from 
Stag Lane about noon, and departing for Amsterdam a little 
before 14.00 hours. 

This machine, which bears the registration G-AAAN, is 
painted scarlet, is fitted with a darkroom wherein photo- 
graphs may be developed, carries a motor-cycle for rapid 
transport from landing grounds to the scene of whatever 
event it may be pursuing, and is fitted with telephone com- 
munication between passengers and pilot, as well as with 
wireless. 

It is being flown for Associated Newspapers Ltd. by Mr. 
Wilson. 

On this particular Friday there was great movement of 
privately owned aircraft across the Channel. 

Mr. Neville Stack left Croydon at 10.53 hrs. on Avro Avian 
G-AAAT (Cirrus Mk.III engine) for Berlin, which he 
reached without a stop at 15.55 hrs. Whether this latter is 
G.M.T. or Central European time, one hour later, and 
whether the time taken was just over four or just over five 
hours cannot at the moment be discovered. But in any case 
the flight, aided by a strong following wind, is among the 
fastest to Berlin yet made. 

At the time of Mr. Stack’s departure Lt. R. R. Bentley 
(South African Air Force) was busy stowing his luggage on 
his machine, while Mrs. Bentley was equally busy attending 
to triptyques, passports, and like formalities, against their 
departure for South Africa. 

Mr. and Mrs. Bentley left Croydon at 13.00 hours precisely 
and reached Cologne at 16.15 hours. 

On the same day three other Moths, flown by Capt. de 
Havilland, Mr. Alan S. Butler, and Mr. Jackaman, cleared 
from Lympne to fly to Berlin. 

Apart from this one day of private activity, the week 
has been uneventful. Passenger traffic, particularly on the 
Paris route, is keeping up remarkably well, and machines, 
though not quite so packed as they were in the Summer, 
are still fairly fully loaded. 


THE ROUTE TO INDIA. 


The Government of Persia, according to current report, 

have now agreed to permit the passage down the Persian 
Gulf of aircraft to Imperial Airways for a period of three 
years. 
" The present Middle-East service of this company will 
therefore be extended from Basra to Karachi in January of 
1929 without waiting for the inauguration of the through 
route from London to India which is planned for April of 
that year. 


EAST MEDITERRANEAN AIR ROUTE, 


Reports state that the Egyptian Government has given 
permission to an Italian company for the of aero- 
planes flying from Genoa to Egypt by way of Bengazi. The 
first flights will be experimental, but if successful the inten- 
tion is to operate a regular service on this route. 

A meeting of the Greek Cabinet on Oct. 20 has agreed 
in principle to the request of the British Government that 
civil aerodromes may be established at Corfu, Argostoli, 
Navarino, and Suda Bay for the use of aircraft plying on 
the route between England and Egypt. = 


THE AIR ROUTE TO EAST AFRICA. 4 

Cobham-Blackburn Air Lines Ltd., who have at their dis- 
posal the results of the experimental flights made in Africa 
firstly under the control of Mr. Gladstone, of the North 
Sea Aerial Transport Co. Ltd., and secondly by Sir Alan 
Cobham, are, as is well known, firmly convinced of the value 
and ultimate commercial success of an air line running from 
Egypt south by way of the Nile and the Great Lakes to 
British East Africa and eventually to South Africa. - 

This company has drawn up a scheme for the operation 
of such a service, and it has secured promises of financial 
support from the Colonial Governments directly concerned 
provided that they can also obtain some measure of similar 
help from the Imperial Government. 

The latter however is apparently bound by the terms of 
its agreement with Imperial’ Airways to allow this company 
to tender for the operation of any service to be subsidised 
by the Home Government. Consequently no decision can be 
made until Imperial Airways have themselves drawn up a 
scheme and submitted it. 

In the meantime the French are proposing the inaugura- 
tion of two air-lines, one from Dakar to Timbuctu, Nigeria 
and the Belgian Congo to the Zambesi and across to Mada- 
gascar, and one across the Sahara via Lake Chad to the 
Congo, which, if they come into being before the British 
scheme, will in some part give to British territories the air 
transport facilities which they feel they need. : 

Nevertheless, if the British route by the Nile does ever 
come into being, it should easily defeat a route which flies 
over the most barren wastes of the Sahara, and the dense 
forests of the Congo. At any rate most of the British line 
would be over fairly civilised country. 


FLOATING DOCKS FOR IMPERIAL AIRWAYS. 

On Oct. 8 a test was made in Southampton Water to deter- 
mine the value of the seaplane floating dock developed by 
the R.A.F. for use under civil conditions. a 

The dock, which is normally stationed at Portland for use 
with the Fleet Air Arm, and had been towed to Southampton 
for the purpose, was used to dock one of the Short Calcutta 
flying-boats belonging to Imperial Airways. aa 

On the first trial the Calcutta was docked and high and 
dry within one hour, which is certainly not longer tha 
would normally be required to bring the machine ashore at 
a reasonably equipped seaplane station. — 

When docked the machine is accessible for all necessat 


inspection or normal repairs, and the dock has faciliti 
lifting and changing engines, wings or the like as Y 
workshop facilities and accommodation for the nec 
personnel. ae 

It is quite possible that the use of floating docks of 
type on the flying-boat sections of the route to India 
prove more economical than the use of shore bases, 2 
addition provide a flexibility of route lacking in any § 


eee 
of fixed shore bases. a 


ae 
THE PROPOSED MANCHESTER AERODROME. 
Air Vice-Marshal Sir Sefton Brancker, Director of Civil 
Aviation, on Oct. 19 flew from London to Woodford Aero- 
drome and inspected the site at Barton Moss, which is to 
be recommended to the Manchester City Council as suitable — 
for a projected Municipal Aerodrome. a 
The Director of Civil Aviation is reported to haye €x- 
pressed his approval of this site, and of the scheme for 2 
Manchester Aerodrome. He said that in his opinion before 
long every great city must have its own aerodrome, not | 
only for the use of regular air lines but also to cater for 
taxi-services and private owners. He hoped to see 
Manchester in direct air communication with Northern 
Europe—not by London and the Channel, but straight 
across the North Sea. 
Barton Moss is about seven miles from the centre of 
Manchester. There is an area of 260 acres, level and free 
from obstruction. It is already the property of the city, 5° 
that there will be no difficulty about buying it. . 


NEW YORK—MONTREAL MAIL ROUTE. 
On Oct. 1 the New York—Montreal Air Mail Route was 
inaugurated when two Fairchild mononlanes (Pratt and 
Whitney Wasp engines) left Hadley Field, N.J., at 07.00 hrs. 
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“For Safety in the Air Everywhere,” 


IRVIN AIR CHUTES 


are the life-saving equipment used by all Air Forces of the 
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Illustrated literature on request. 
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means the same satisfaction when 

applied to Aeroplane equipment as 
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Dunlop Aeroplane Tyres are the 
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with passengers, mail and freight. They both arrived at 
Montreal before midday, after having stopped at Albany. 

The first return trip was begun at 14.30 hrs., when a Ford 
three-engined monoplane left Montreal for Albany with a 
number of passengers and some freight. 

This route is operated by Canadian Colonial Airways Inc., 
a subsidiary of Colonial Air Transport Inc., of New York. 
Mail and passengers. will be carried regularly from New 
York to Montreal and from Montreal to Albany. 

Machines will leave New York daily at 07.00 hrs., arriving 
at Albany at 08.30 hrs. and Montreal at 11.15 hrs. South- 
bound machines will leave Montreal at 14.30 hrs. and arrive 
at Albany at 16.50 hrs. 

Passenger fares are: New York—Montreal $50, 
York—Albany $25, and Albany—Montreal $35. 
surcharge is required on letters. 


A SEAPLANE BASE FOR MONTREAL. 


The Times’ correspondent at Ottawa reports that the Mon- 
treal Harbour Commission in conjunction with the Depart- 
ment of National Defence have prepared and approved plans 
for an airport, specially adapted for seaplane use, to supple- 
ment the aerodrome at St. Hubert. 

The new base is to be in the Kastern section of the city 
on the North shore of the St: Lawrence, close to the Canadian 
Vickers aircraft factory. An area of sheltered water, 4,000 
ft. x 2,000 ft., protected by two breakwaters, will be provided, 
with floating platforms for embarkation and landing, Customs 
offices, and all necessary lighting and other facilities. 


CANADIAN NOTES. 


A British pilot who has had considerable experience of 

flying in Canada writes enthusiastically about the D.H.61 
which arrived in Ontario in July. He says that it has 
acquitted itself excellently and is really a remarkable ma- 
chine. On absolutely calm, glassy water it gets off in 
16 seconds with 2,040 lbs. of pay load. Hight on board, 
nee the pilot, seem to make no difference to the 
get-olt. 
_ Lord Thomson was up in the Sault St. Marie district early 
in September with one of the Canadian Ministers and had a 
trip in the D.'H.61. The said Minister himself made a tour 
in it from Southern Ontario up to Hudson Bay and then 
round to the Sault, covering about half the Province in four- 
teen hours’ flying time. As a result he is more than ever 
impressed with air transport. 

The same writer says that the Moths in Ontario are doing 
well, and that the Ontario Provincial Air Service hope to 
have some Gipsy-Moths early next year. 

The general activity of aviation in 
About the end of September Western Canada Airways 
started the Winnipeg-Calgary-Edmonton service, at first 
with a D.H.61 on wheels, which later is to be augmented by 
a three-engined Fokker. Western Canada Airways have also 
bought a Junkers with a Bristol Jupiter engine, which is to 
be delivered from New York. The same firm are also using 
Avians on wheels and floats with considerable success. 


THE FLIGHT TO THE DUTCH INDIES. 


The fourth of the Fokker F.VIII-3m monoplanes on the 
way to Batavia has suffered a series of mishaps since leaving 
Calcutta. Near Akyab (Burma) a petrol-tank was found to 
be leaking and a landing for repairs was made at that place. 
Rain reduced the landing ground to a morass and three 
days elapsed before the machine could take off. 

The machine thereafter reached Rangoon on Oct. 15, but 
on attempting to take-off on the morning of Oct. 16 ran 
into soft ground, tore off the port wheel and damaged the 
wing and the port engine and airscrew. 

Some very considerable delay is inevitable before spares 
can be delivered at Rangoon. 

[The constant mishaps to big aeroplanes caused by soft 
ground suggests that the study of caterpillar, or ‘“‘ chenille,” 
undercarriages is worth while. For big machines they might 
not weigh more than wheels or present more head-resist- 


ance.—C. G. G. | 
AVIATION IN SWEDEN. 


A propaganda flight round Sweden, a daily winter route 
linking Sweden with the Continent and a plan to construct 
air ports in practically every Swedish city are the latest 
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proofs of the great Swedish interest in the development of 
Commercial Aviation. 7 

Capt. Ahrenberg, the ‘‘star’’ pilot of the Aerotransport 
Company, has just returned to Stockholm with his machine, - 
a Junkers F13, after a tour of five months all round Sweden. 
During this he visited practically every city in the country, 
made 2,338 ascents, carried over 10,000 passengers, and 
brought his company a profit of 120,000 kroner. During his 
flight, Ahrenberg landed in all kinds of places and flew in 
all kinds of weather without mishap. 

The Swedish Aviation Society has addressed a letter to the 
municipal authorities of all Swedish cities, pointing out that 
aviation is now so safe and reliable that it must be regarded 
as a regular means of transport and that every city should 
therefore establish its own municipal aerodrome. The Society 
is elaborating standard plans for such aerodromes to be con- 
structed at low cost, and these- plans will be submitted to 
the various communities. 

The Aerotransport Company reports that it will this year 
operate the first direct daily air service to the Continent. 
The Dutch K.L.M. Aviation Company will maintain daily 
traffic betwen Malmoe and Amsterdam by means of two com- 
fortable and well-heated twin-engined Fokker machines. This 
line will enable travellers to Paris and London to save about 
18 hours in transit between Sweden and the French and 
English capitals. 


AN AMERICAN ACCIDENT. 


On Oct. 18 a Junkers monoplane of the W.33 type, carrying 
a party of business men, crashed while on a pleasure trip 
over Atlantic City, N.Y. Report says that a frightened 
passenger seized the controls and stalled the machine. 

One passenger, Mr. W. O. Chanute, was killed outright, 
two other passengers are not expected to recover, and the 
four remaining passengers and the pilot were all seriously 
injured. 

Mr. Chanute was the grandson of Mr. Octave Chanute, the 
famous pioneer of gliding, whose experimental work and 
advice played a considerable part in leading the Wright 
Brothers to their own successful efforts. 


AN OPPORTUNITY IN TURKEY. 

The Commercial Secretary at Constantinople (Colonel H. 
Woods, O.B.E.) has forwarded to the Department of Over- 
seas Trade specifications, etc., relative to the proposed con- 
struction and equipment of an aerodrome on a site in 
Anatolia. : 

Details must be submitted to the Ministry of Defence by 
Nov. 15, 1928. : 

British firms interested in the matter can obtain further 
details upon application to the Department of Overseas 
Trade, 35, Old Queen Street, London, S.W.1. Reference 
number A.X.7013 should be quoted. 


PERSONAL NOTICES 


DEATHS. : 
CURTIS.—On Oct. 17, suddenly, at 66, Downs Road, Coulsdon, Colonel 
Ivor Curtis, C.B.E., M.A., A.M.I.Mech.E., Educational Adviser to the 
Air Ministry, son of the late C. E. Curtis, of Brockenhurst. - ae 
DUGUID.—On Oct. 21, after a short illness, Ada Myfanwy, the 
beloved wife of Major Allan Duguid, A.F.C., late R.A.F., of Whyteleafe, 
Bourne End, Bucks, and Karachi. 
PARK.—On Oct. 19, at Shorncliffe Military Hospital, Sq. Ldr. Walter 
Henry Park, M.C., D.F.C., R.A.F., aged 38. Bee 
Sa. Ldr. W. H. Park, M.C., D.F.C., was born in 1890 at Broughton- 
in-Furness and was educated at St. John’s, Leatherhead, and at 
Lausanne. He joined the Royal Irish Rifles as 2nd T,ieutenant in 
1916 and was seconded to the Royal Flying Corps February, 1917. 
He received his flying training with the R.F.C. in Egypt and was 
transferred to the Home Establishment and served with No. 49 


Squadron, No. 40 Training Squadron and No. 25 Training Squadron. In 


October, 1917, he was posted to No. 11 Squadron, then attached to the 
III Brigade in France. fie. 

He was promoted to be Flight Commander in February, 1918, and 
in June, 1918, he was awarded the Military Cross. The London Gazette 
of June 22, -1918, states :— 

“He undertook a long-distance reconnaissance under the most adverse 
conditions, and though several other machines were compelled to 
abandon the attempt he, by his persistence, completed his task and 
returned with valuable information. He is a patrol leader of the 
highest order and his consistent gallantry and valuable services can- 
not be too highly praised.” 
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He returned to England again in July, 1918, and was posted to No. 
22 Training Depot. In June, 1919, he was posted to H.Q., North 
Russian Expeditionary Force. For his part in these operations he 
was awarded the Distinguished Flying Cross. The London Gazette of 
Noy. 18, rgrg, states :— 

“ An exceptionally good pilot who has displayed marked ability and 
courage during the operations with the ‘Syren’ force in North Russia. 
His service flights have been specially praised on six occasions by 
the Commander of the Force during a period of three months and 
his determination in pressing home the attacks on the enemy con- 
tributed in a large measure to the success which attended the work 
of the Air Force.” 


He was also awarded the Order of St. Anne (Russia) 2nd Class with 
Swords. 


In August, 1919, he was appointed to a permanent commission in the 
R,A.F. with the tank of Flying Officer. 

posted to No. 1 Wireless School. In April, 1920, he was posted to No. 
70 Squadron in Egypt and from then to the Aircraft Depot, Egypt, 
in June, 1920. 

He was promoted Flight Lieutenant January, was 
posted to No. 8 Squadron, ‘Iraq, in the same month. In February, 


1924, he was restored to the Home Establishment and posted to the 
Aeroplane Experimental Establishment, Martlesham Heath. 
he attended a course at the R.A.F. Staff College, Andover. 


In November, 1919, he was 


in 1921, and 


In 1925 
In August, 


1926, he was appointed to H.Q., Air Defence of Great Britain, for Air 
Staff Duties. 


In January, 1927, he was promoted Squadron Leader and in March, 
1927, he was appointed to command No. 25 (Fighter) Squadron, at 
Hawkinge. 
MARRIAGES. 
HONEY—MORRIS.—On Oct. 15, at Brixton Independent Church, Fit. 
Lt. W. A. O. Honey, R.A.F., to Gwen Elsie Morris. 
JONES—BILLINGS.—On Oct. 6, at Holy Rood, Crofton, Philip Jones, 


Flg. Off., R.A.F., to Nowelle, elder daughter of Mr. and Mrs. G. M. 
Billings, of Victoria, B.C., late of Shanghai. 


COCKS—FOSTER.—The marriage arranged between 


Adrian Cocks, 
Fle. Off., R.A.F., and Doris Swenellen, daughter of Mr. and Mrs. E. A. 


Foster, of West Ealing, will not take place. 
E BIRTHS. 

AIREY.—On Oct. 18, at The Barn, Easterton, to Kathleen (née 
Shearing), wife of Flt. Lt. James L. Airey, R.A.F.—a daughter. 

GEARING.—On Oct. 15, at a nursing home at Wimbledon, Surrey, 
to Bonnie, wife of Flg. Off. Harold J. Gearing, R.A.F.—a son. 

HUMPHREYS.—On Oct. 20, at Housesteads, Upfield, Addiscombe, to 
Margery (née Lowe), wife of Flt. Lt. D. dH. Humphreys, R.A.F.—a son. 


LOWE.—On Oct. ry, at 17, Manor Road, Bexhill, te Winifred, wife 
of Wing Cdr. J. C. M. Lowe, R.A.F.—a daughter. 
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RESTING IN PEACE :—Two Fairchild monoplanes belonging to Faiféhl@/A Yiagien, Ltd., of Grand’ Mére, Quebec, 
on one of the upper reaches of the Ottawa River, where they have been engaged on a SkétaWigqcontract for the James 
D. Lacey Company, of Montreal, one of Canada’s foremost forestry engineering companies, 
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RECORD LONDON 
to BERLIN FLIGHT 


1,000 KILOMETRES in Ahrs. 52mins. 


BERLIN, Oct. 19. 


Ca NEVILLE STACK, who made the first flight to 


‘cht aeroplane, made to-day what 1s claimed 
to bea record time for a non-stop flight in a light aeroplane, 
and _ possibly in any aeroplane. 

He was bringing an urgent message from London to the"A.D.C. 
Stand at the International Aeronautical Exhibition in Berlin. 
In an Avian light aeroplane fitted with a Cirrus Mark il 
engine of only 85 h.p. he covered the distance of over 
1,000 kilometres (620 miles) between London and Berlin 
without a stop ‘1 4hrs. 52mins. 


From ‘‘ The Times,’’, Oct 20, 1928. 
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ON THIS CLUB BUSINESS. 


The worst of keeping a secret or respecting a confidence 
‘that sooner or later somebody blows the gaff on the show, 
id, if one happens to be a journalist, one finds that the 
ward of virtue is merely to be scooped by a rival. But 
fe always has its compensations. And in a general way 
ye journal which tries to work the scoop gets hold of the 
rong end of the stick and puts both feet into it badly. (One 
resents this mixture of metaphors gratis and post free to 
1e’s esteemed contemporaries). 
In THe AEROPLANE of Aug. 22, there appeared an article 
ititled ‘‘ On Flying Clubs.”’ It was written primarily as the 
ssult of a letter from a friend in the States describing a 
‘heme for a chain of Country Aviation Clubs in America. 
y a curious co-incidence, after that article had been written, 
id before it appeared in print, one happened to meet a 
overnment official and to start discussing the question with 
im. 
Rather to one’s surprise he said that a very similar scheme 
as already being organised in this country. 
quiry in the right direction put one in possession, in con- 
dence, of the details of what is now commonly known as 
The Guest Scheme.’’ This scheme in essence was de- 
‘ribed as being very like the American scheme set forth in 
HE AEROPLANE. And naturally nothing further was said 
out it in this paper. 
Last week various and sundry papers burst forth with much 
zitation into wholesale condemnation of the Guest Scheme, 
hich, according to them, is a Machiavellian plot to lure all 
le poor little flying clubs into a vast organisation to deal 
ith Civil flying, apart from air-line flying, and*then kill 
em. In fact, the whole thing was described as a kind of 
yider and fly business in which the clubs were to be the 
uests to the spider’s web and the spider itself was also to 
> a Guest. 

THE GUEST SCHEME. 
meeldr. the Rt. Hon. F. E. Guest, P.C., C.B.E., D:S.0O., 
(.P., late Under-Secretary of State for Air and at present 
fficer Commanding No. 600 (City of London) (Bombing) 
quadron, Auxiliary Air Force, is, in fact one of the moving 
irits and the most publicly-known member of what is now 
opularly known as the Guest Scheme. 
This scheme is simply one to provide on a large scale a 
lain of aerodromes round the country. Its headquarters are 


A little further — 


A FINE PERFORMANCE.—Mr. Neville Stack and the Avro Avian 


to be at what used to be the Whitehead Aerodrome at Han. 
worth, where there is an old country house which the pro- 
moters propose to make into a kind of hotel for the members 
of their all-embracing club. 

These promoters propose to appeal to the public in the 
course of the next few weeks with a scheme which looks 
very well on paper, and may not only come up to but exceed 
expectations if it is well managed, if the public is as inter- 
ested in flying as one believes and if well-to-do people, led 
by the lads and lasses of the village of London, take the 
advice of one of the most convincing of De Havilland ad- 
vertisements and ‘‘ get off those crowded roads ’”’ into the 
air. 

When one was first told of the scheme one was assured that 
the proposed firm, which for lack of+ an official title we 
may call Guest and Co., for purposes of argument, had no 
intention of absorbing existing clubs or of starting aero- 
dromes where clubs exist, or of intriguing for taking away 
the subsidies of the clubs. The member of Guest and Co. with 
whom one discussed the scheme said that they hoped to 
get a subsidy from the Government. And he named a sum 
which was very considerably less than that which is paid 
at present in the aggregate to what are known as the approved 
clubs. 

He said that because of the size of their organisation, if 
their capital was adequately subscribed, they would be able 
to buy aeroplanes and engines more cheaply than the clubs 
were able to buy. And he suggested that if existing aircraft 
manufacturers were not able to get their pricesdown to a more 
reasonable level, either by redesigning their machines for 
cheaper production or by sheer quantity production, Guest 
and Co. might find that it would pay them to build their own 
machines, and sell them in competition with other makers. 

He also suggested that in either case, having got the price 
of light aeroplanes down, Guest and Co. might find them. 
selves in the position in which they could sell the machines 
to the clubs at a small profit to themselves and a considerable 
saving to the Clubs. He also suggested that when the exist- 
ing Government subsidy to the clubs comes to an end, as it 
will do about two years hence, for most of them, Guest and 
Co. might find it worth their while to take over some de- 
subsidised clubs if such clubs found that they were unable to 
trun themselves properly without a subsidy. 

Altogether Guest and Co. struck one then and still strikes 


(Cirrus Mk. III) on which he flew non-stop 


from Croydon to Berlin (about 630 miles) in 4 hrs. 52 mins. 
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one as being a very good scheme from the point of view of 
British Aviation. If the money can be got, either by public 
subscription or by letting in the Underwriters, the net result 
must be a great increase in air activity next year. It means 
an increase in the number of aerodromes in the country, it 
means an,increase in the number of machines, it means an in- 
crease in air-mindedness and it means some more of that 
competition all round which is so good for trade. 


THE ORIGIN OF THE AGITATION. 


The present outcry seems to have started with an article 
by Mr. Alan Goodfellow in The Elevator,—the very amusing 
monthly official organ of the Lancashire Aero Club. Mr. 
Goodfellow is one of our most valuable workers in Aviation. 
During the War he distinguished himself as a pilot. He is 
now doing well as a lawyer. And from the start he has 
been one of the most active forces in the Lancashire Club. 
He has unusually sane judgment, and (or but) he has an 
abounding sense of humour and a considerable flow of 
rhetoric. 


One only regrets that space in Tur A®ROPLANE prevents 
the publication in full of his article in The Elevator. Re- 
duced to its least common denominator, the article says that 
at the last meeting of the General Council of the Associated 
Light Aeroplane Clubs a scheme was put forward for the 
formation of a company on a very large scale to deal with 
every conceivable branch of flying in the home country and 
to act as a feeder for Imperial Airways Ltd. Existing 
clubs were to be associated with the company, with economy 
in buying of, and repairs to, machines as a bait. 


Mr. Goodfellow warned his readers that if this new com- 
pany were formed with Government blessing any fresh 
subsidies would be diverted from the old clubs to the new 
company, and that if anything was going to be done about 
it in the way of complaining it ought to be done now. 

He suggested as a basis for thought and discussion the 
following :— 

The granting of any Government subsidy to the proposed company 
should be made subject to two conditions as regards approved light 
aeroplane clubs already in existence. 

(a) That any such clubs shall have the right to become associated 
with the new company within a fixed time limit, upon terms which 
will reserve to the club full control of its private affairs. 

(b) That in respect of any subsidy to be paid to the new company 
for the training of pilots or the maintenance in training of existing 
pilots, the clubs associated shall, as regards any such training and 
maintenance done by them, be entitled to participate in the subsidy 
and to have the same paid to them in like manner as if such train- 
ing and maintenance had actually been carried out by the new 
company itself. 

Under the second paragraph the subsidy would presumably be paid 
to the new company in the first place, and handed on by it to the 
respective clubs, and in such case it would, of course, be necessary 
to give to the new company the same powers of general supervision 
as are now exercised by the Air Council. There should, however, 
be a right of appeal to the Air Council in case of dispute. 

Some such provisions as these would, in the writer’s view, ensure 


the continuance of such clubs as deserved to continue, and the main- - 


tenance of the club spirit and tradition, without in any way impairing 
the usefulness of the new scheme. His excuse for setting them up 
must be that anything which is going to be done in the matter should 
be considered as early as possible and not left over vaguely till the 
details of the scheme have all been settled. 

With all of this one cordially agrees,—assuming that 
Guest and Co. do want the clubs to be associated with them, 
or that they wish to absorb clubs which cannot get along 
under existing conditions. But so far as one can gather 
from one of the prime movers in Guest and Co. all this 
alarm is unnecessary. 


Guest and Co. merely ask for a subsidy on the groun¢ 
that they propose to do work which will be for the publ: 
benefit. In this they are only asking for a subsidy on th 
same grounds as the clubs themselves and Imperial Airway 
Ltd. If at the expiry of the present period the clubs ca 
persuade the Government to give them fresh subsidie: 
Guest and Co. have no objection, and if’ in the meantim 
all or any of the clubs can put themselves on such a fin 
footing that they can exist without any subsidy, so muc 
the better for the clubs. 

One’s informant was quite definite in saying that ther 
were some clubs which he would not touch under any ci 
cumstances, Presumably he meant that they are so badl 
run that energy would be merely wasted in trying to mak 
a success of them. | 

And he was equally emphatic in stating that Guest an 
Co. would be quite happy to work amicably with such club 
as chose to remain independent, and may be able to offe 
them certain advantages in buying machines and spares an 
so forth. wk ; 

All the newspaper talk about a grasping attempt to fort 
a monopoly of individual flying such as Imperial Airway 
Ltd. has in air-line flying, seems to be merely newspape 
talk. 

Personally one is all against monopolisation of any sort 
There is some excuse for the monopoly of the subsid 
granted to Imperial Airways Ltd., but there would be non 
for such a monopoly as. is suggested for Guest and Cc 
There is, however, quite a good reason for granting t 
Guest and Co. a subsidy similar to that which is grante 
to the various clubs—always provided that the subsidy conl 
be found by saving something out of the Civil Aviation Vot 
without putting any fresh burden on the British taxpayer: 

All this pother among the clubs rather reminds one of. 
large dog bouncing in among a lot of little ones, filled wit! 
a friendly desire to play with them. The small dogs tak 
fright and dash around barking shrilly, under the im 
pression that the big dog is going to eat them. But after | 
while they find that the big dog is quite harmless and a 
times even helpful when strange dogs appear. ; 

One hopes that this is what will happen in this particula 
branch of Civil Aviation. Or to change the simile, on 
hopes that the lion will lie down peacefully with the lambs 
And if some of the lambs.find it more peaceful inside th 
lion, at any rate he will be a better fed and more effectiv 
lion. 

If Guest and Co. should prove a success on its merits, s 
much the better, and we shall all owe a debt of gratitude 
to Guest and Co. and to the people who find the money 
They will deserve whatever dividends may come to them 
And if, having found the money, the firm should not prov 
to be a financial success, at any rate those who have los 
their money will have the comfortable feeling that thei 
wealth has been spent in helping the ‘progress of Britis! 
Aviation.—c. G. G. ; 


HANDS ACROSS THE AIR. 


On Tuesday, Oct. 30, Mr. Lester D. Gardner, President 0 
the Aeronautical Chamber of Commerce of America, accom 
panied by Mr. William B. Stout, chief of the Stout At 
Services Inc., called at the Air Ministry, Gwydyr House, an 
on behalf of all American aeronautical interests presented t 
the Air Ministry seven reels of cinematograph film deahn; 
with the various flights of Charles Lindbergh, beginmin: 
with his trans-Atlantic flight and following from place t 
place his tour through the small Central American nation 
and to various cities of importance in the United States. 


THE SPORT OF FLYING. 


Miss Winifred Spooner in her slot-winged Gipsy-Moth in the rain at Swallowfield, 


Reading, on Oct. 27. —(“ Aeroplane ” photograpn.) 
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| ou can depend on every Napier 
engine produced. 


No other engine in the World has 
sucha record of consistent reliability. 


Napier reliability is the result of excellent design com- 
bined with extreme care in manufacture,whilst a rigtd system 
of inspection ensures that the sigh standard laid down 
is always maintained. 


Flights with Napier engines include— 


England—round India—to Australia—round Austra: 

q lia and back to Singapore. Carried out by four Super- 
marine-Napier “Southampton” flying boats, each 
fitted with two Napier engines—184,000 engine miles. 
The greatest formation flight ever made. 


+ 

+ 

+ 

¢ 

+ 

¢ 
Cairo to Cape Town and back. On two occasions has 

q this flight been carried out by four Fairey machines of 

the Royal Air Force, each fitted with Napier engine— 
100,000 engine miles. 

4 

¢ 


Spain to South America by a Dornier flying boat 

fitted with two Napier engines—12,518 engine miles. 
The engines used on these flights were standard 
Napiers. No engine trouble was experienced. 


The Napier will give you this Service. 


NAPIER 


The finest aero engine in the World 
< seem D. NAPIER & SON LTD. “oaene 


Moneyer, Act, Chiswick 


London ACTON ’ LONDON ¥ W. 34 
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Mr. Gardner and Mr. Stout were introduced officially to 
Sir Samuel Hoare by Mr. Atherton, Chargé d’Affaires at 
the U.S. Embassy in the absence of the Ambassador, who 
was supported by Major Harmon, the U.S. Army Air Corps 
Attaché. They were received by Sir Samuel Hoare, Secre- 
tary of State for Air, accompanied by his Private Secretary, 
Mr. C. Ll. Bullock, and supported officially by Sir John 
Higgins, K.C.B.,°K.B.E., D.S.0., A.F.C., Air Member for 
Supply and Research. 

In a few well-chosen words Mr. Gardner expressed the 
hope of all concerned with American Aviation that these 
films might be acceptable as historical records, and Sir 
Samuel Hoare on behalf of the British ‘aeronautical com- 
munity accepted the films with gratitude. 

Though one has not had the pleasure as yet of seeing 
these films one gathers that they are in fact very valuable. 
Whether they would be likely to appeal to an ordinary 
cinema audience is doubtful, but to an aeronautical audience 
they would certainly be of absorbing interest. 

Charles Lindbergh’s first landing in Kurope was in the 
dark and therefore could not be photographed. But his 
landing at Croydon, when the crowd broke over the aero- 
drome and he landed practically on their heads is, one 
gathers, excellently shown. Also various and sundry of his 
landings and startings at other aerodromes make good flying 
pictures. But the chief interest to more intelligent spec- 
tators centres in the types of people assembled in the chief 
cities of so many nations to do honour to one who has justly 
become the aeronautical hero of the White Nations. 

Apart from the really distinguished personages who have 
properly honoured Charles Lindbergh, and Aviation, by re- 
ceiving him, there is an immense amount of humour to be 
got out of the comic people who have been honoured by 
visits from Charles Lindbergh as the representative of Avia- 
tion. Comic mayors of provincial towns vie in curiousness 
with comic Dago officials and their still more comic Com- 
mittees of Reception,—one only regrets that Lindbergh had 
no time in which to include in his tour, and in his pictures, 
some of our own Municipal curiosities. And the views of 
the different types of crowds in so many different countries 
which have gathered on these occasions themselves provide 
excellent opportunities for study of the types of different 
nations. 

These films are in fact a very valuable contribution to our 
national archives. The Air Ministry has, no doubt, many 
other films of great historical value, taken during the War 
and since, of our aeronautical activities. They are never 
shown, of course, but they exist and will be available some 
day in the future when the public are aeronautically edu- 
cated enough to want them. And when that time comes 
the Lindbergh film should be in great demand. 

Similar sets of the Lindbergh film have already been pre- 
sented to the Air Departments of the Governments of 
France, Germany and Belgium. And one believes that yet 
other sets are to be presented to other Governments. 

So far as Europe is concerned certainly no better aero- 
nautical ambassador could be charged with these duties than 
Mr. Gardner. He is not only President of the representative 
aircraft trade association of America but he is one of the 
pioneers of American aeronautical history, as the founder, 
and until recently the proprietor, of Aviation, the leading 
American aircraft paper. He is now President of Aero- 
nautical Industries Inc., a financial group which has _ in- 
terests in many of the leading American aircraft firms. So 
in every way he is thoroughly representative of the commer- 
cial side of American Aviation.—c. G. G. 


BERLIN AND BACK BY SPARTAN. 


The two longest non-stop light-aeroplane passenger-flights 
on record were put up on Oct. 24 and Oct. 27 by the Sim- 
monds Spartan biplane (Cirrus Mark III engine) when it 
flew, on the former date, non-stop from Croydon to Berlin 
in 7 hr. ro min. flying time, and followed this by an equally 
meritorious non-stop return on the Saturday. Each of these 
flights is, one believes, the longest ever made by a light 
aeroplane with a passenger. 

The actual distance record for light aeroplanes was made 
by the late M. Drouhin with Mlle. Maryse Bastié as pas- 
senger on a Caudron biplane. This was advertised at first as 
a record put up by a woman, the impression being created 
that Mlle. Bastié piloted the machine alone. Later, as is 
common with French and feminine records, discoveries were 
made. And then the admission was extracted that M. 
Drouhin piloted the machine. 

The Drouhin flight was from Paris to Treptow, a small 
town some distance to the north-west of Berlin, and the 
distance was 1,058 kilometres, approximately 656 miles. So 
far as accuracy can be got by measuring on an ordinary 
map with a ruler the distance in a straight line from Croy- 
don to Berlin is almost exactly the same. But as the 
Spartan had to fly down to Dover, across to Calais and then 
up onto the Amsterdam-Hannover line, the actual distance 
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covered was considerably greater than the existing distanc 
record. 

A day or two before starting the Spartan had been passe 
by the officials of the Air Ministry and given a Certificat 
of Airworthiness to fly at a total weight of 1,680 lbs. On 
does not happen to know the weight of the machine, bat sh 
carried 48 gallons of petrol, 56 lbs. of luggage, and to Ih; 
of tools and spares. The long-distance tanks with whic 
she was fitted added a weight of 45 lbs. to her norm: 
weight. The pilot was Mr. H. W. R. Banting, whos 
physique belies his name, and the passenger was Lieut.-Co 
Louis Strange, who himself is not exactly a light-weight. 

The existing Spartan, being an experimental machine, i 
heavier than the limit allowed for light aeroplane compet 
tions and records. Consequently the performance with th 
Mark III Cirrus engine is all the more praiseworthy. Bu 
being over weight and not having been weighed before th 
start, the Croydon—Berlin flight cannot be claimed as 
record. 

The return journey on Saturday, Oct. 27, took exactly si 
hours. Clouds were low down, and through the hills nea 
Bentheim the going was rather precarious. But there was 
good, healthy east wind, and so the journey was quite fast 
Col. Strange, who is himself one of the most experience 
pilots in this country, expressed to the writer his hig 
appreciation of Mr. Banting’s piloting, both as regards hi 
course-finding and his judgment in getting through hil 
country in low clouds. Asa pilot himself he is naturally nc 
inclined to be too confident in the piloting of others, bu 
he has absolute confidence in Mr. Banting’s judgment an 
ability. | 

The young firm of Simmonds Aircraft Ltd. is to be cor 
gratulated on the very fine show which has been put up b 
the Spartan wherever it has appeared. When one can ge 
all the advantages of interchangeability of parts offered Db 
the Spartan together with high performance, the machin 
must be regarded as a very good commercial proposition. 


THE “GRAF ZEPPELIN’S” RETURN 
JOURNEY. 


The airship Graf Zeppelin left Lakehurst (New Jersey) ait 
ship station at o1.54 hours (06.54 hrs. G.M.T.) on Oct. 29 o1 
her return journey to Friedrichshafen. - 

She had on board 64 persons including crew. One of then 
is reported to be a stowaway who was discovered some hout 
after departure. Also 32 bags of mail are carried. | 

The ship was seen by the S.S. American Trader at 18.1 
hrs. G.M.T. about 500 miles East of Boston heading South 
East. 5 | 

[The S.S. American Trader, a queer name which sticks if 
the memory, has appeared before in the Press as seeing ait 
craft on trans-Atlantic journeys. This habit of seeing thing 
should be watched by her skipper or she may come to b 
regarded as a wet ship.—ED.] 


THE THROUGH ROUTE TO INDIA. 


Flt. Lt. B.:C. H. Cross, D.F.C., who has for somesyeat, 
been attached to the Marine Aircraft Experimental Hstal 
lishment, Felixstowe, has resigned his commission in th 
R.A.F. to join the staff of Imperial Airways Ltd. © | 

He will leave England at the head of a survey party durin 
November to select the most suitable positions for subsidiat 
refuelling bases on the Mediterranean section of the al 
route from London to Egypt which is to start next spring 
and will probably thereafter act as the company’s Air Supe! 
intendent on that section of the route. a | 

Report says that main details of the route to India hav 
now been fixed. From London passengers will travel } 
aeroplane to Bale, where they will board the night expres 
to Genoa. At Genoa they will embark on Short Caleutt 
flying-boats (three Bristol Jupiter engines) and fly down th 
West coast of Italy, calling at Rome and Naples. _Thenc 
they will cross the Gulf of Taranto, calling at either Brindis 
Taranto, or possibly Gallipoli (Italy), and on to Corfu. 

From Corfu the route follows the coast of Greece, at 
crosses the Mediterranean to Torbruk (Italian Libya) wit 
one stop at Suda Bay (Crete) and follows the north Africa 
coast to Alexandria, where a new combined seaplane statio. 
and aerodrome is to be provided by the Egyptian a 
ment. . 

The existing Middle East Service from Cairo to Basta 
will be extended to Alexandria, at one end, and down th 
Persian Gulf to Karachi at the other, thus providing a con 
plete through route from London to India with the sole e 
ception of the short gap between Bale and Genoa. 


THE FLIGHT TO THE DUTCH EAST INDIES 


The fifth of the Fokker FVII-3m monoplanes to fly frot 
Amsterdam to Batavia reached Rangoon on Oct. 25. | 
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OW that metal construction forms the usual means of modern aircraft con- 
struction, the advantages of quantative production to the user are even more 
apparent than hithertofore. The increased use of press tools which becomes 
possible when large numbers of aircraft are being manufactured, and the more 
complete utilization of jigs for all components and parts—just to mention two 
features — render not only a more accurate and effective construction, but also 
forms an important service item in the true interchangeability of spare parts. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
October 23. 
ROYAL AIR FORCE. 

GENERAL DUTIES BRANCH.—R. F. J. Strange is granted a S.S. comn. 
as a Fig. Off. for three years on the active list (Sept. 29); Flg. Off. 
Cc. U. G. Tristram is transferred to the Reserve, Class A (Oct. 9); Flt. 
Lt. F. Thomasson, D.F.C., M.M., is transferred to the Reserve, Class B 
(Oct. 24); Fit. Lt. W. G. L. Montagu-Douglas-Scott resigns his S.S. 
comn. (Sept. 28). 

The following Lts., R.N., Flg. Offs., R.A.F., cease to be attached 
fo the R.A.F. on return to Naval duty:—H. Ditton (Aug. 2); J. I. 
Robertson (Oct. 16). 

Fig. Off. H. F. Gower is dismissed the Service by sentence of 
General Court-martial (Oct. 10). 

Stores BRaNcH.—Sq. Ldr. W. J. Waddington, O.B.E., is placed on 
the retired list (Oct. 19); the notification concerning Flg. Off. O. W. T. 
Rogers, which appeared in the Gazette of Oct. 9, is cancelled. 

RESERVE OF AIR FORCE OFFICERS. 

GENERAL DUTIES BRANCH.—The following are granted comns. in the 
Special Reserve as Plt. Offs. on probation (Oct. 8):—J. K. Brew, 
D. W. Reid. Pit. Off. R. P. J. Radbourne is promoted to the rank 
of Fig. Off. (Oct. 20); Flt. Lt. F. Thomasson, D.F.C., M.M., is employed 
with the Regular Air Force for a period of two years (Oct. 24). 

The following Flg. Offs. relinquish their comns on completion of 
service :—W. M. Miller (Oct. 13); A. G. Lambert (Oct. 21). 


Appointments. 
Week ending October 209. 

GENERAL DUTIES BRANCH.—Wing Commanders A. H. S. Steele-Perkins, 
‘O.B.E., to H.M.S. Hermes, for duty as Senior Air Force Officer, 19/10. 
A. Shekleton, D.S.O., to Aircraft Depot, ‘Iraq, pending taking over 
«command, 20/10. J. A. G. De Courcy, M.C., to No. 70 Sqdn., ‘Iraq, 
ypending taking over command, 

Squadron Leaders J. V. Read, M.B.E., to R.A.F. Depot, Middle Kast, 
st0/ro. D. EK. Stodart, D.S.O., D.F.C., to Armoured Car Wing, ‘Iraq, 
szo/1o. E. B. Rice, to No. 7o Sqdn., ‘Iraq, 20/10. J. W. Woodhouse, 
D.S.0., M.C., to No. 55 Sqdn., ‘Iraq, 20/10. W. E. Reason, to Aircraft 
Depot, ‘Iraq, 20/10. O. C. Bryson, M.C., D.F.C., A.M., to No. 5 Sadn., 
India, 20/10. 

Flight Lieutenants N. I. Desoer, to No. 20 Sqdn., India, 20/10. 
Harrison, to Aircraft Park, India, 20/10. F. A. Norton, to Home 
Aircraft Depot, Henlow, 22/10. J. M. Mason, D.S.C., D.F.C., to No. 
go Sqdn., ‘Iraq, 20/10. KE. I. Bussell, to No. 84 Sqdn., ‘Iraq, 20/10. 
G. T. H. Pack, to Aircraft Depot, ‘Iraq, 20/10. B. B. Caswell, to 
Armoured Car Wing, ‘Iraq, 20/10. G. L. Carter and KE. M. Drummond, 
to H.Q., ‘Iraq, 20/10. V. Buxton, O.B.E., to R.A.F. Station, Kenley, 


Crea. 


z8/1o. J. Whitford, to No. 502 Sqdn., Aldergrove, 15/10. H. A. 
Waines, D.F.C., to R.A.F. Depot, Uxbridge, 8/10. R. J. Montgomery- 
Moore, to No. 22 Group H.Q., S. Farnborough, 1/12. 


Flying Officers J. EK. Clayton, to No. 111 Sqdn., Hornchurch, 22/10. 
€. R. Cubitt, to No. 43 Sqdn., Tangmere, 22/10. V. C. Taylor, to 
Wo. 56 Sqdn., North Weald, 15/10. HE. G. Cayley, to No. 19 Saqdn., 
Wuxford, 17/10. W. J. H. Lindley, to No. 19 Sqdn., Duxford, 17/r10. 
N. C. Pleasance and J. H. Harris, to No. 84 Sqdn., ‘Iraq, 20/10. S. R. 
Sherman, to No. 6 Sqdn., ‘Iraq, 20/10. E. V. S. Lacey and V. Q. 
Blackden, to No. 20 Sqdn., India, 20/10. F. F. W Hall, to Station 
H.Q., Kohat, 20/10. P. Slocombe, to Aircraft Depot, India, 20/10. 
H. D. Spreckley, to No. 60 Sqdn., India, 20/10. H. A. G. Comerford 
and W. G. H. Ewing, to No. 28 Sqdn., India, 20/r0. 

Pilot Officers G. W. Monk and R. C. Hancock, to No. 20 Sqdn., 
Endia, 20/10. R. G. Forbes, to Aircraft Depot, India, 20/10. 

MEDICAL BRANCH.—Wing Commander T. S. Rippon, O.B.E., to R.A.F. 
‘General Hospital, ‘Iraq, 20/10. 


ON THE CHINA STATION.—The method of launching and hauling-in seaplanes at the R.A.F. Base, Kai Tak. 
The machine is a Fairey Flycatcher of No. 403 (Fleet Fighter) Flight, R.A.F., Kai Tak. | 


Squadron Leaders T. C. St. C. Morton, M.D., M.R.C.P., D.P.H 
D.T.M. and H., to H.Q., A.D.G.B., Uxbridge, 1/12. E. A. Lumley, M.C 
M.B., to R.A.F. Depot, Uxbridge, 31/10. 

Flight Lieutenants R. G. Freeman, to H.Q., Middle East, 20/1 
J. Hutchieson, M.B., to H.Q., India, 20/10. if 

Flying Officer A. R. French, to R.A.F. Base, Malta, 20/10. 

SrorEs BRANCH.—Wing Commander W. J. Shields, to Aircraft Depot 
‘Iraq, 20/10. ; / 

Squadron Leaders G. Stevens, O.B.E., to H.Q., ‘Iraq, 20/10. A. ] 
Briddon, to Aircraft Depot, ‘Iraq, 20/10. oon | 

Flight Lieutenants W. Sutherland, M.B.E., to H.Q., ‘Iraq, 20/1« 
J. K. McDonald, to Station H.Q., Hinaidi, 20/10. W. St. J. Littlewooc 
to Supply Services, ‘Iraq, 20/10. J. R. Gardiner, to Air Ministr, 
(Ds Of “E2)) 221/05 aj 

Flying Officers H. J. Bamber, to Supply and Stores Depot, Aden 
20/10. R. S. Sawyer, to Aircraft Park, India, 20/10 H. D. Jackman 


to Aircraft Depot, ‘Iraq, 20/10. 
ACCOUNTANT BRANCH.—Wing Commander H. G. Jones, to H.Q., ‘Iraq 


20/10. 
an Leader W. G. W. Prall, to Station H.Q., Hinaidi, 20/ To. / 
Flight Lieutenant V. G. A. Bennett, to Station H.Q., Hinaidi, 20/1¢ 
Flying Officers J. H. S. Richards, to Station H.Q., Hinaidi, 20/1 

D. C. Stone, to Station H.Q., Cattewater, 8/x0. 

CHapLAINS BRANCH.—The Rev. K. C. H. Warner, D.S.O., M.A., t 

No. 4 F.T.S., Middle East, 20/10. The Rev. J. H. Ogilvie, M.A., t: 

H.Q., ‘Iraq, 20/10. 3 


The High Speed Flying Section. 


So much public interest has been taken in what is com 
monly but erroneously known as the High Speed Flight tha’ 
a few words as to its exact status may be acceptable. | 

The High Speed Flying Section of the Marine Aircraft Ex 
perimental Establishment, Felixstowe, to use its correct de 
signation, exists for the experimentation of high speed aero 
planes and for the training of officers in the handling o 
such aircraft. According to an official pronouncement ap 
pointments to Felixstowe of officers who are thereafter em 
ployed in this section have nothing to do with competitior 
flying of any kind, either in the Schneider Trophy Contes’ 
or any other. | 

Certain officers chosen from the pilots of the R.A.F. a 
large are attached to Felixstowe for high speed training 
may be found suitable as pilots for Schneider Trophy racers 
Of those officers whose names have appeared in print in con 
nection with the Schneider Trophy Contest Fit. Lt. D. D’A. A 
Greig, D.F.C., A.F.C., and Fig. Off. T. H. Moot 
are on the strength of the Establishment at Felixstowe, the 
former as a pilot and the latter as an engineer officer. Fit 
Lt. G. H. Stainforth, Flg. Off. C. S. Staniland and Flg 
Off. R. I. R. Atcherley are attached to the Establishmen’ 
for high speed training. | 

The achievements of these officers, if and when they ma 
be chosen to fly in the Schneider Trophy Contest next yea 
must then become a matter of public interest and of Prest 
comment. In the meantime, beyond noting their appoint 
ments, their affairs should have nothing to do with the Press 
One is therefore the more astonished to see a publicatior 
which is devoted to the Services taking upon itself to criti: 
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'“ The Times,” 25th Oct. 1928. 


NON-STOP FLIGHT, LONDON TO BERLIN 
A LIGHT AEROPLANE RECORD. 


The Simmonds “ CIRRUS-SPARTAN. ’ 


“A Simmonds ‘CIRRUS-SPARTAN’ aeroplane, piloted by Mr. H. W. R. 
Banting, with Lieutenant-Colonel L. A. Strange as passenger, created yesterday 
what is stated to be a world’s record for a non-stop flight by a light aeroplane 
with passenger. The machine, with 50 gallons of petrol on board, left Croydon 
Aerodrome at 6.30 a.m. and reached Berlin in direct flight at 12.45 p.n. 

The aeroplane is the same one as that piloted by Flight-Lieutenant Webster 
in this year’s King’s Cup Race, and is of special interest because it is fitted with 
interchangeable wings and control surfaces. Only a little more than half the 
fuel was expended on the flight. The engine used was a standard A.D.C. 
Cirrus Mark III, developing 85 horse power.” | 


“ The Sunday Times,” 28th Oct., 1928. 
NON-STOP FLIGHT, LONDON TO BERLIN. 
“The Simmonds ‘CIRRUS-SPARTAN’ which on Wednesday last made 


the world’s longest non-stop flight for a light aeroplane, carrying pilot and 
passenger, by flying direct from London to Berlin, yesterday repeated this 
remarkable feat by returning non-stop with the same crew from Berlin to 
London in under six’ hours,” 


“The Times,’ 20th Oct:, 1928. 


RECORD LONDON TO BERLIN FLIGHT. 


The Avro “ CIRRUS-AVIAN.’ 


3 Fit a 


= 


Telephon = 
Holborn 4076. 


“Captain Neville Stack, who made the first flight to India in a light 
aeroplane, made to-day what is claimed to be record time for a non-stop flight 
in a light aeroplane, and possibly in any aeroplane. 

He was bringing an urgent message from London to the A.D.C. stand at the 
International Aeronautical Exhibition in Berlin. In an AVIAN light aeroplane 
fitted with a Cirrus Mark III engine of only 85 h.p. he covered the distance of 
over 1,000 kilometres (620 miles) between London and Berlin without a stop 
in 4 hrs, 52 mins,” 


“CIRRUS, The Proven Aero Engine. 


Manufacturers :— 


A.D.C. AIRCRAFT LTD., 


CIRRUS AERO ENGINES LTD, 
Regent House, 


89, KINGSWAY, LONDON, W.C.2. 


Centractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Constructors of ‘‘ CIRRUS "’ and “NIMBUS” Aero Engines. Cables— 


The “Cl RR U S a Again | 


Constructors of ‘‘MARTINSYDE” Types of Aircraft. Airdisco, London. 
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cise the Air Ministry for its treatment of one individual 
officer. 

Mr. Staniland happens to have made something of a repu- 
tation for himself as a motor racer, which of course is his 
own affair but certainly should have nothing to do, with his 
Service career. he publication to which one has referred 
states that Mr. Staniland was posted to the High Speed Fly- 
ing Section at Calshot on the understanding that his Short 
Service Commission, which expires in March next, would be 
extended, presumably with the idea that he should fly in the 
Schneider Trophy Contest. No such posting has ever been 
made and no such section exists at Calshot. The statement 
also appears that he is back at his former unit at Northolt 
after only a fortnight with the High Speed Section. That 
surely is the affair of the Personnel Department of the Air 
Ministry and not of the Press. 

Thereafter appears the following paragraph : 

Why he was ever sent there, if there was no intention to extend his 
five-year commission, is hard to understand. The whole thing savours 
of bureaucratic incompetence. Anyway, the _withdrawal of Mr. 
Staniland is a real loss to British high-speed flying, and to the chance 
of another British victory in the Schneider Trophy Contest. 

One can only characterise this utterance as an impertinence 
such as one would barely expect from the cheaper daily 
newspapers. This curious criticism ends by saying: 

The R.A.F. is not so well off in pilots of the right type that it can 
afford to spare so accomplished, and at the same time so popular, 
an officer. 5 

As a matter of fact the difficulty in the R.A.F. is to choose 
pilots from among so many of equal merit. And nowhere 
more than in the R.A.F. is there truth in the proverb ‘“‘There 
are better fish in the sea than ever came out of it.’”’ Mr. 
Staniland has one’s sympathy in the misdirected enthusiasm 
of some journalistic friend or other.—c. Gc. Gc. 


Sir Philip Sassoon’s Voyage. 

Sir Philip Sassoon, Under-Secretary of State for Air, who 
is making a tour of the R.A.F. Stations in the Middle East, 
‘Iraq and India, left Karachi on Oct. 24 in the Blackburn 
Iris (two Rolls-Royce Condors). 

A message from Basrah dated Oct. 25 stated that the flying- 
boat was again held up at Jask owing to an engine defect. 
A message from Karachi, also dated Oct. 25, stated that 
another aeroplane with a spare engine had left for Jask. 

On Oct. 26 Sir Philip Sassoon flew to Shaibah from Jask 
in the R.A.F. machine which came from Karachi. The Iris 
remained at Jask. 


The R.A.F. Display 1929. 


The following announcement has been issued by the Air 
Ministry :— 

The tenth Royal Air Force Display will be held at Hendon 
Aerodrome on Saturday, 13th July, 1929. This date, which 
is somewhat later than in previous years, has been decided 
upon so that visitors can conveniently if they wish combine 
visits to the Display and to the International Aero Exhibi- 
tion which opens at Olympia on July 16 next. 

Details of the Display programme will be announced later. 


The Auxiliary Air Force. 


The Esher Trophy, which is awarded annually to the 
Squadron of the Auxiliary Air Force which has attained the 
highest all-round efficiency during the year, has been awarded 
this year to No. 601 (County of London) Bombing Squadroti. 
No. 601 Squadron won this Trophy, which goes with the Air 
Council’s Bounty, in 1926. The Squadron is commanded by 
Sq. Ldr. the Lord Edward Grosvenor, ; 

Skilled aircraft hands will be intérested to hear that there 
are still one or two vacancies in the establishment of this 
Squadron for skilled fitters and riggers. Enlistment is for 
a period of five years and applications should be made at 
Town Headquarters, 54, Kensington Park Road, Notting 
Hill, W.11. The aerodrome is at Hendon and although at 
present the pilots are of commissioned rank only, all ranks 
get a certain amount of flying during the year. 

The high standard of efficiency and the low cost to the 
Treasury of the Auxiliary Air Force indicate that it will be a 
very big and important branch of the Service in the future 
and vacancies in the original Squadrons will be very hard 
to find, even for skilled tradesmen. 


The Coast Defence Co-operation Flight. 


The Coast Defence Co-operation Flight, R.A.F., the return 
of which to EKastchurch from Shoeburyness was noted in 
THE AEROPLANE last week, is normally stationed at East- 
church, where it is included in the establishment of the 
Armament and Gunnery School, R.A.F. 

The Flight is equipped with two Fairey III.F machines 
(Napier Lion engine) and is manned by four officers and 
fifteen airmen. 

The Flight is affiliated to the Coast Defence Artillery 
School, Shoeburyness, and co-operates with the Coast Defence 
sedopesa in the development of air observation for coastal 
atteries. 


Naval Co-operation. 


The Times of Oct. 24 states :— ; 
A new order has been issued to aircraft-carriers in respec 
personnel carried in the attendant destroyer during flying 
During such operations at sea, an officer or rating conve 
aircraft construction, and who should preferably be a good 5) 
is to be carried in the attendant destroyer, to go away in 
to the sea boat’s crew when salving aircraft. If there are no 
or ratings in the destroyer who have received the necessary 
tion to give them this knowledge, one is to be lent from 
carrier on which the destroyer is attending. In the case 
destroyers following up, the leader only need carry this 
rating. A sick berth rating is to be lent to a destroyer att 
aircraft. The commanding officers of attendant destroyer: 
in each multi 


kept informed of the actual number of persons 
aircraft in the air. 5 


No. 13 (Army Co-operation) Squadro 


No. 13 (Army Co-operation) Squadron, which 
temporarily located at Odiham, has now returned to An 


The Kinkead Memorial. 


Marshal of the R.A.F. Sir Hugh M. Trenchard, Bt., G.C.B. 
D.S.O., D.C.l., LL.D., Chief of the Air Staff, will unvei 
memorial picture to the late Flt. Lt. S. M. Kinkead, D.S.0. 
D.S.C.; D.F.C., R.A.F., at the R.A.F, Club) Picea 
12.30 p.m. on Monday, Nov. 5. Non-members of the 
who have subscribed to the memorial are invited 
present. 

The picture is an oil portrait of Flt. Lt. Kinkead in servic 
uniform. The artist is Mr. George Harcourt, R.A. 

Fit. Lt. Kinkead was killed on Mar. 12, 1928, during 
attempt to break the World’s seaplane speed record ¢ 
Southampton Water. 


Permanent Commissions. 


The recommendations submitted in accordance with W. 
237 of 1928 and certain other recommendations have beet 
carefully considered by the Air Council and in consequenc 
the following officers have been or are being gazetted a: 
appointed to permanent commissions with effect fron 
Oct. 1, 1928 :— a 

Flight. Lieutenants : D. W. Clappen, D. F. Lucking, F. H. Woo 
W. Wynter-Morgan, M.C. 

Flying Officer: D. D. MacA. Eastwood. 


University Courses. 

UNIVERSITY CouRSE ‘‘A,’? CAMBRIDGE.—The 
officers, who were selected for University Course 
October, 1926, have successfully passed the course :- 

Flt. Lt. C. K. Chandler, M.B.E., obtained the degree of B.A. 
honours. Fit. Lt. F. E. Vernon obtained the degree of B.A. 
honours. Selected for course “B”’ beginning October, 1928. ] 
H. I. T. Beardsworth obtained the degree of B.A. (ordinary). F 
G. F. Smylie, D.S.C., obtained the dégree of B.A. (ordinary), 
Lt. F. A. Norton, who was selected to remain at Cambridge 
third year for a course of research, has been awarded the | 
of M.Sc. uj 

Fit. Lt. C. K. Chandler is now entitled to classification S an 
Lts. F. E. Vernon, H. I. T. Beardsworth and G. F. Smylie to E 

UNIVERSITY COURSE ‘' B,’? IMPERIAL COLLEGE OF SCIE 
AND ‘TECHNOLOGY.—The tundermentioned officer, who - é 
selected for course ‘‘B”’ beginning October, 1927, has sa 
factorily completed the course and has been awarde 
Diploma of the Imperial College for Advanced Stud 

Fit. Lt. L. M. Iles, A.F.C. : - 

University Course “C,’ IMPERIAL COMmGE OF SCIENC 
AND ‘[ECHNOLOGY.—The undermentioned officer, who wa 
selected for course ‘‘C” beginning in October, 1927, ha 
satisfactorily completed the course :— 

Sq. Ldr. R.-G. Parry, D:S:0O: _ a 

UNIVERSITY COURSE IN METEOROLOGY.—The undermet 
tioned officer, who was selected to attend the course 
Meteorology beginning Oct. 27, has completed the cours 
satisfactorily and has been awarded the Imperial Colleg 
Certificate for post-graduate work :— ae. 

Flt. Lt. W. J. Seward. This officer is now entitled to classificatio 
ae Met:”? G a E 

MODERN ForrIGN LANGUAGES.—The undermentioned office 
and airmen passed the examinations held in June, 1928 :— 

LoNnpon.—French (preliminary): Flg. Off. M. H. Jenks. (Interprete 
2nd class): Flt. Lt. A. B. Wiggins, Flg. Off. G. A. R. Muschamp, Pl 
Off. S. M. Musgrave, No. 332416 Cpl. D. Edwards. (Interpreter, 
class): Sq. Ldr. J.~ O. Andrews, D.S.O., M.C. re 

‘InaQ.—Arabic (Requalified as interpreter, 1st class): Sq. Ldr. K 
Buss (colloquial), Flg. Off. D. J. Sherlock, No. 356248 L-AC. E. 
Baker. 

MippIi£ East.—French (preliminary): Sq. Ldr. H. McW. 
M.D., Fit. Lt. E. D. D. Dickson, M.B., No. 355576 Sit. Pit. J. Tho: 
No. 361805 I-AC. (Act. Cpl.) C. Whitworth, No. 353777 L-AC. W. 
Mason. 
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SUPPLEMENT TO 


“THE AEROPLANE” 


: By W. H. 


» Aircraft designers in all countries have long recognised 
hat the main hope of securing marked improvement in the 
yerformance of aeroplanes by purely aerodynamic methods 
ay in the reduction of resistance—in other words in the 
jeyelopment of so-called ‘‘ clean design.’”? Since the de- 
elopment of the modern theory of aerofoils has proved 
yeyond any reasonable doubt that there is no hope of pro- 
lucing wing systems appreciably more efficient than those 
lready known, the potential sphere for aerodynamic im- 
srovement has been narrowed down to that of attaining the 
‘ninimum possible of frictional and turbulent resistance 
‘aused by components other than the lifting surfaces proper. 
This being the case, it seems strange that during the 
“ears since the end of the war of 1914-18 there has been so 
ittle change in the general appearance, and so little im- 
rovement in the aerodynamic efficiency of the average aero- 
lane, despite the enormous amount of research and 
Xperiment carried on during these years. 

_In this country, at any rate, there has been relatively little 
hange in the outward appearance of aeroplanes. The braced 
aiplane, with its assortment of exposed struts and wires, is 
ill the dominant type of aeroplane. In certain other 
Ountries it is true there is a marked tendency to produce 
aonoplanes, either of the strut-braced or the cantilever type, 
vhich to all outward seeming must be aerodynamically 
Cleaner ’”’ than the biplane. 

| Yet the fact remains that these “ cleaner ’? monoplanes do 
ot show any outstanding superiority in performance in 
‘ther civil or military service over biplanes designed for 
‘milar purposes. Moreover, there are cases on record of 
wonoplanes produced by designers of unquestioned skill and 
Xperience which have failed dismally even to equal the 
lerformance of existing biplane types. 

_ What has here been said as to the apparent failure of the 
sonoplane is not to be regarded as in any way a condemnina- 
on of that type or an assertion that the apparent ‘‘ clean- 
ess” possiblé in the monoplane is merely illusory. It 
‘ould be nearer the truth to say that it is the cleanness 
jone of the more successful of the monoplane type that 
lows them to compete with biplanes for certain services. 
jAlthough ‘‘ cleanness ”’ in this aerodynamic sense is ob- 
jously a quality of great importance in aeroplanes of all 
‘Pes, and although an appearance of cleanness is not very 
ficult to secure, it is very far from the truth to imagine 
at apparent and real cleanness are the same thing, or 
sat the latter quality is easily secured in any aeroplane 
‘hich has to be equipped for a definite military or commer- 
al service. 

‘Moreover, it has not yet been sufficiently recognised in 
rtain circles that cleanness in the aerodynamic sense may 
. of relatively small practical value under certain conditions 
| operation. 

‘(Cleanness may be expressed in terms of the ratio of lift 
drag, and the higher this ratio—or cleaner the machine— 
'€ less power is needed to propel a given total weight of 
‘Toplane at a given speed. Assuming that the attainment 
' cleanness does not require excessive structure weight, 
'¢ clean machine will carry a given useful load for an 
ual consumption of fuel either farther at the same speed 
‘sing a smaller and cheaper engine) or both farther and 
ster with the same engine. _ ; 
<leanness attained by adopting monoplane construction, 
Wever, does usually lead to increase in structure weight, 
/osequently to a reduced pay load, and hence the advantage 
the better lift/drag ratio is necessarily reduced. 

(But aeroplanes have to take off the ground and climb to 
{ir operating height, and for practical purposes a short 
<e-off run and a rapid initial climb are essential qualities, 
en more important than a high economy at operating 
‘eed. 

rae is largely a matter of acceleration, and in its 
‘lier stages is far more affected by the weight/ power ratio 
| the machine than by its aerodynamic resistance. Thus, 
hough halving the resistance of a given machine in flight 
uld halve the power required for level flight at operating 


CLEANNESS AND PERFORMANCE. 


SAYERS. 


speed, that power could not in practice be halved, because 
the machine would then require an excessive run to take-off 
—possibly would not take-off at all. 

Very similar is the question of climb. Work has to be 
done to raise any weight, and the aeroplane unfortunately 
has to be classed as a weight. For a climb rate of 550 ft. 
per minute one horse-power in the form of delivered thrust 
is required for every 60 lbs. of weight of the complete aero- 
plane. Assuming an airscrew efficiency at climbing speed 
of 60% —which is a generous estimate for most cases—an 
aeroplane with no resistance could only carry a total of 
36 Ibs. per h.p. if it has to climb at this quite moderate speed. 

Looking at this question of climb from the practical point 
of view, consider an imaginary aeroplane which will 
climb 550 ft. per minute at 70 m.p.h. and which has an 
L/D ratio of 8/1 at that speed. For every 60 lbs. weight 
1 h.p. is expended in climbing. The aerodynamic drag of 
each 60 lbs. is 7.5 lbs., which at 70 m.p.h. requires 1.08 
thrust h.p., giving a total of 2.08 t.h.p., or at 60% airscrew 
efficiency about 3.5 b.h.p. for each 60 lbs., or xr b.h.p. for 
17.3 lbs. of machine. : 

Assume that by redesigning the machine the L/D ratio 
at 70 m.p.h. can be increased to 16—that is that the drag 
can be halved. Now only o.54 thrust h.p. is needed for each 
60 Ibs. to overcome air resistance at 70 m.p.h., but 1 hp. 
per 60 Ibs. is still necessary for the climb. ‘Total thrust h.p. 
becomes 1.54 and the b.h.p. at 60% airscrew efficiency is 
2 mle tabu: ys fOr 33.2 lbs: 

Thus if the assumed climb of 550 ft. per minute is to be 
maintained, even halving the resistance of the machine will 
only allow the total h.p. installed to be reduced by 26%. 
Such a reduction would notably increase the take-off run 
of the machine, and in practice this might place a still 
further limitation on the minimum permissible power. 

The machine with the halved resistance would—assuming 
that the resistance was halved at top as well as at climbing 
speed—have a top speed of about 14% greater than that of 
the original machine with 76% of the original h.p., and 
about 26% greater with the original power, assuming the 
total weight to remain unaltered. 

From this it is obvious that the effect of: reducing drag 
on practical performance, as usually measured is almost dis- 
appointingly small, and that where take-off and initial climb 
are of great importance a very large improvement in clean- 
ness will not permit anything like a corresponding reduc- 
tion in the power installed. 

When cleanness involves any serious increase in structure 
weight, and a consequent reduction in the proportion of 
paying load to gross weight—as is the case with the canti- 
Iever monoplane compared to the braced biplane—the prac- 
tical benefit expressed in terms of paying load which can 
be carried per h.p. is still further reduced. 

The clear and unmitigated advantage given by improved 
cleanness is that of being able to maintain any given cruis- 
ing speed for a reduced expenditure of power. This fact 
makes for economy of fuel consumption, and by reducing 
the weight of fuel which must be carried for a given trip 
tends to compensate for any increase in structure weight. 

But, because engine power has.to be fixed to give the 
required climb, the cleaner the machine the farther is the 
machine’s speed of maximum JI,/D from the speed corre- 
sponding to the engine’s most economical regime. As a 
result the cleaner the aeroplane the less economical is its 
engine at the best overall cruising speed of the engine and 
aeroplane combined. In other words, the potential aero- 
dynamic advantages of cleanness are in part cancelled by 
the necessity of fitting an engine big enough for climbing 
purposes. , 

The practical advantage of such saving in fuel consump- 
tion as is made possible by cleanness, as well as that of 
the increase in speed for equal power loading, is obviously 
of increasing importance as the length of stage over which 
the aeroplane has to fly is increased. 

In present-day commercial aviation the stages are so short 
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that, relatively, little is gained from either cause, particu- 
larly when, as is usually the case, the capacity for taking 
off and climbing from relatively small aerodromes is of 
primary importance.‘ \ 

Ome. characteristic of improved cleanness of considerable 
importance deserves more attention than has yet been given 
to it. Inthe supposititious machine with an L/D of 8 and 
a climb of 550 ft. per minute at 70 m.p.h. it will be noticed 
that rather more than half the total thrust h.p. 1s needed 
for level flight. Thus this machine could not fly at 70 
m.p.h. with only half its full engine power. 

The machine which has been cleaned up to have half the 
drag of the original however requires only a little over 
one-third of the total h.p. for level flight at that speed. 

Thus, when total power ihstalled is dictated by considera- 
tions of minimum climb, the cleaner the machine the greater 
is the probability—if the machine has more than one engine 
—that it will be able to fly with one engine out of com- 
mission. 

Consideration of the effect of cleanness on practical per- 
formance thus shows that a very great difference in clean- 
ness is necessary to make any vast difference to the com- 
mercial efficiency. of an aeroplane under normal operating 
conditions. This in itself goes some long way to explain 
why obviously dirty aeroplanes can still manage to compete 
on fairly level terms with machines which look to be, and 
possibly are, far superior to them in the matter of resist- 
ance. 

There is, however, a good deal more-in this problem of 
cleanness than the fundamental fact that decreasing resist- 
ance will not in practice permit a corresponding decrease in 
power for the achievement of an equally useful performance. 

The problems of attaining cleanness in fact are very much 
less simple than a mere matter of making the complete 
aeroplane look clean. A recent paper by Mr. J. D. North* 
gives in a series of appendices a number of examples of 
how the total resistance of an aeroplane may be altered in 
a very large degree by very minor changes of form or 
arrangement. 

One most striking instance is shown by the effect of 
bracing struts attached to a monoplane wing. ‘These struts 
entered the .wing cleanly—all fittings were buried in the 
wing and the wing surface made good. Yet the resistance 
of strut and wing combined was much more than the sum 
of their separate resistances. This additional ‘‘ inter- 
ference’ drag, with struts at 30° to the span, varies from 
the equivalent of nearly 5 ft. of strut at no lift up to nearly 
ro ft. of strut at K,=.431. As the strut angle becomes more 
acute the interference drag increases rapidly, and at 10° 


* The Technical Development of the Aeroplane. By J. D. 
North. Paper read before the Royal Aeronautical Society, 
Oct A, 1028s 


between strut and span the interference drag is equal 
the drag of over 20 ft. of strut, and this drag is accon 


_panied by a serious loss of lift. 


\. In another case the interference of two engine nacelles ¢ 
the bottom ‘wing of a biplane led to a loss of over 10% , 
the total lift of the wings at Kr=.3 to .4, which loss of li 
was accompanied by a serious interference drag. 

From an analysis of the total resistance—other than tt 
induced drag of the wings—for three machines given in th 
paper it may be deduced that the total interference dra 
in each case is roughly equal to the total drag of the boc 
of each machine—being rather less for a single-engined m, 
chine where the body is in the slip-stream and rather mor 
in the other cases where the body is out of the slip-strean 
and this is true of machines in which careful model tes 
have been made to discover and to remove losses of th 
type. 

It may be said that obviously this is one of the cas 
where the clean cantilever monoplane should score heayi! 
over the braced biplane, because there are fewer componen: 
to cause mutual interference. But this is not quite tru 
It only looks as though it should be true, and such eviden 
as is available suggests that monoplanes are generally mo: 
liable to really serious interference troubles than is tt 
average normal biplane. 

For so long as the designer sticks to the usual type . 
biplane he is not likely to find that his performance calcul 
tions lead him very far astray. His maximum speed wi 
not be very far wrong if he has used reasonable care in h 
computations. His climb—unless he has made a correctic 
based on past experience—will rarely be as good as figuri 
suggest it should be, and his ceiling and speed at heigh 
are always liable to prove disappointing. 

But once one begins to play about with monoplanes tt 
most disconcerting things may happen. The mere fact thi 
some monoplanes are remarkably good, while others ha 
proved such disastrous failures, is in itself a reason for b 
lieving that this type of aeroplane, developed by such pain 
taking detailed experimental methods as those adopted t 
Mr. North in the case particularly of multi-engined biplane 
may ultimately prove to have all the virtues which its adv 
cates claim for it. | 

Mr. North’s paper—together with the note entitled “TI 
Importance of ‘ Stream-lining ’ in Relation to Performance, 
by Prof. B. M. Jones, recently published by the the Aer 
nautical Research Committee—are welcome signs that tl 
very ample room which does exist for producing clean! 
aeroplanes has not been entirely overlooked in this countr 

Nevertheless, one may hope that a good deal more atte! 
tion may be given to the problems of avoiding unmecessai 
resistance in the future now that the magnitude of tt 
losses due to such a cause have been authoritatively set ou 


A NEW LAMP FOR AIRCRAFT. 


One of the minor problems of aviation which have hitherto 
remained unsolved is that of providing night-flying aero- 
planes with some lighting apparatus capable of brilliantly 
illuminating objects on the ground, from a respectable dis- 
tance. Something which would serve for the aeroplane much 
the same functions as do headlamps for a motor-car would 
have innumerable uses for night-flying. 

A lamp giving a respectable beam capable of illuminating 
the ground below and ahead from a distance of two or three 
thousand feet would obviously be valuable both for identify- 
ing objects on the ground and for the purpose of landing at 
night on unilluminated fields. Both for the civil night flying 
of the future and for military purposes a really effective aero- 
plane headlight should have immense value. 

Up to the present the only practicable method of illuminat- 
ing the ground from an aeroplane has been by the use of 
magnesium flares, either of the fixed wing-tip or of the 
dropped parachute variety. Such flares have many disad- 
vantages, They provide only a transient illumination, and 
that illumination is a diffuse and uncontrolled one. Only a 
limited number of such flares can be carried, consequently 
nothing in the nature of continuous observation over a long 
night journey is possible by their aid. 

The difficulty of providing a satisfactory illuminant of the 
continuously available head-lamp or searchlight type has lain 
in the absence of any satisfactory source of light. For air- 
craft work a beam far more intense than that of any motor- 
car headlamp is necessary because the range over which a 
powerful light is needed to be of any use to an aeroplane is 
very much greater than will suffice in the case of a motor- 
car. 

Electric lamps of the gas-filled metal-filament type suffici- 
ently powerful for this purpose are available, and no serious 
difficulty is to be encountered in providing an aeroplane with 
a source of electricity adequate to supply such lamps. 


Unfortunately it has hitherto always been found necessat 
to use a glass bulb enclosing the filament of such lamps ‘ 
a size which increases very rapidly with the power of tk 
lamp. To obtain a satisfactory beam the lamp filament mu‘ 
be accurately set at the focal point of the reflector used, at 
a lamp with a large diameter bulb could therefore only be us: 
satisfactorily with a long-focus, and therefore large, reflecto 
Any reasonably powerful headlamp using such lamps becam 
too large and too heavy to use on an aeroplane. 

This difficulty has now, it is claimed, been overcome by’! 
very ingenious type of incandescent electric lamp evolved f 
Phillips Lamps Ltd. In this the form of the bulb is su¢ 
that the filament of even a 1,000 watt (roughly 2,000 cand 
power) lamp can be focussed in a reflector of motor-car hea 
lamp size, and will then give a beam which has an effectty 
range of several thousand feet. 

The problem which had to be solved in the production 
this new type of lamp was that of keeping the glass of tl 
bulb cool. While the filament of such a lamp is hot minu 
particles of the filament+the ions which account for t! 
working of the familiar wireless valve—are thrown off at 
eventually collect on the relatively cool glass of the bulb. 
is this which causes ‘‘ blackening ”’ of electric lamps w1 
age. This ‘‘ blackening ”’ absorbs a considerable amount 
the radiation from the filament and the radiation so 4 
sorbed heats up the glass. A small bulb blackens mo 
quickly than a large one, therefore absorhs more al 
tion per unit of area, and therefore grows hotter. 

A filament of the power of the new Phillips lamp in a bu 
of the size usual in motor-car lamps would cause fusion 
the glass in a very short time. But to obtain the desiré 
results it was necessary to use such a filament in a bu 
of a diameter not much larger than that of a motor-car hea 
lamp bulb. 

The Phillips Aviation lamp is shown in a figure attache 
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It will be seen that the bulb consists of; a fairly large spheri- 
cal portion with a long small-diameter neck projecting from 
it. The filament is carried towards the end of this neck. 
The lamp must be used in a vertical or nearly vertical posi- 
tion, filament downwards. 

When so used the gases in the part of the bulb surround- 
ing the filament are raised to a high temperature, whereas 
those in the spherical part of the bulb remain cool. 
heated gas at the bottom of the lamp thereupon rises towards 
the upper section, being replaced by cool gas from above, 
and a steady circulation, shown by the arrows, is set up. 
The ions from the filament are carried up the neck by the 
hot gas current, and are deposited on the glass only on the 
relatively cool upper part of the lamp. 

The glass near the hot filament remains clear and un- 
blackened, and consequently does not absorb radiation or 
heat up to any dangerous extent. 

In use with a parabolic mirror, a hole has to be eut in 
the mirror through which the neck of the lamp may be in- 
serted to bring the filament to the correct focal position. 

The general scheme of such an aircraft headlamp is also 
shown in a figure, with, alongside it and to the same 
scale, the mirror which would be required for a normal 
shaped lamp of power equal to that of the Phillips lamp. 
The advantage of the latter is obvious. 

Tests made with a projector concocted from a motor-car 
head-lamp mirror and a 1,000-watt Phillips lamp on a Fokker 
F.VII-3M at the Soesterberg aerodrome of the Royal Dutch 
Air Force, showed that such a light would, from a height of 
300 metres (984 ft.) effectively illuminate objects on the 
ground about 1 km. (1,100 yards) ahead, and would provide 
adequate light for landing at night without any ground 
lighting at all. 

The total weight of the equipment used in these experi- 
ments, including wind-driven dynamo, switches, wiring, con- 
trols for elevating and traversing the beam and the complete 
lantern itself was 23 kg. (50 lbs.). Of this the dynamo ac- 
counted for 16.5 kg. (36.3 lbs.). The dynamo was of greater 
capacity than needed for the headlamp alone, and could 
easily have supplied in addition all necessary navigation and 
cabin lights, and therefore allowing for the weight of dynamo 


The 


THE PHILLIPS AIRCRAFT LAMP.—Fig. 1 shows the 


way this lamp is kept cool. Fig. 2 is a complete aero- 

plane headlamp with a Phillips bulb, and Fig. 3 shows to 

the same scale the size of mirror which would be needed 
for an ordinary bulb of equal power. 


that would normally be required for such purposes, the in: 
creased weight of the head-lamp equipment would be onl; 
from 13 to 17 kg. (28 to 38 lbs.). Probably even this figure 
may be bettered by improved detail design. 


NEW AIRCRAFT. 


The Cierva Type C.17 Autogiro. 

This machine, which made its first trial flight on Oct. 23, 
is of the now well-known Autogiro type, designed to serve 
the same purposes as the popular two-seater type of light 
aeroplane. It is to all intents and purposes an Avro Avian 
bereft of wings, fitted with a four-bladed Autogiro windmill, 
an undercarriage of widened track, and a small lower wing 
carrying ailerons. All structural components other than the 


windmill and its supports, and this lower wing are of 


standard Avian design and construction, except for a slight 
enlargement of the fin and rudder. 
A Cirrus Mk. II engine is fitted, driving a normal Avian 
airscrew. 
SPECIFICATION OF THE C.17 AUTOGIRO. 
DIMENSIONS.—Diameter of Windmill 33 ft. 32 in. (z0.43 m.), Length 
overall 28 ft. 9 in. (8.77 m.), Height, Tail up, m ft. 1 in. (3.37 m.), 
Tail down, ro ft. o in. (3.05 m.), Span of auxiliary wing 19 ft. 9 in. 
(6.02. m.), Track of undercarriage 8 ft. 7} in. (2.63 m.). 
WEIGHTS AND LOADINGS.—Weight empty 970 lbs. (442 kg.), Fuel (17 
galls.—77 litres) 130 lbs. (59 kg.), Crew 340 Ibs. (155 kg.), Total 
1,455 lbs. (662 kg.), Wt. per h.p. 18.2 lbs./h.p. (8.3 kg./h.p.). 


PERFORMANCE.—Maximum speed g0 m.p.h. (145 km.h.), Minimum speed 
(40 km.h.), Range at 70 m.p.h. (113 kmh.) 3 hours, 210 
(230 kim.). 


2 etn: he 
miles 


The Handley Page Hinaidi Bomber (two geared 


The Handley Page Hinaidi. 


Mabe BY HANDLEY PaGEe Lrp., Cricklewood, London, N.W. | 
Typr.—Twin engine long-range bomber. A development of the well 
known W.1o0 type. 


WINGS.—Unstaggered, equal-winged braced biplane, with a dihedra 
on bottom wing only. The upper wing is in three sections, and thi 
lower wing in two sections plus a pair of wing roots built int 
the fuselage. There are three rows of struts per side, of whict 
the inner pair on each side support engine mounts. Ailerons whos: 
trailing edge projects beyond that of the fixed trailing edge ar 
fitted top and bottom and are balanced on inset hinges. EHithe 
all-metal wing-frames or the normal timber plus steel fitting typ: 
can be supplied. : 

FUSELAGE.—Rectangular section, built on four longerons, strut and wir 
braced of normal timber construction. Alternatively  all-stee 
fuselages can be supplied. 

TAIL Unit.—Normal monoplane type with wire bracing above and beloy 
tail plane. Tail plane adjustable in flight. No tail surface 
balanced. Normal timber or all-metal construction as required. 


UNDERCARRIAGE.—T wo independent two-wheeled undercarriages arf 
fitted one on each side. The axle of each is supported at ends b; 
telescopic legs, one to below engine mount and one to side o 
fuselage, in line with front wing spar. A pair of thrust rods 
hinged on the line of the rear spar, interconnected by a diagona 
strut, complete the structure. Rubber in compression plus olec 
dampers are used as shock-absorbers. 

POWER PLANT.—Two Bristol Jupiter VIII engines, 485 h.p. each, il 


streamline nacelles are overhung on the outer sides of the inne) 


Bristol Jupiter VIII engines), 
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~ THE*RIPON II? 
oe NAPIER-ENGINED : 
-— . .. . =TORPEDOPLANE .=) 
: eee with gunner’s cockpit 
immediately behind the iH 
pilot. Equally suitable | 
‘for coastal—defence, | 
_ reconnaissance, bombing, 
and torpedo-carrying. 
purposes. Built to operate — 
as a seaplane ora landplane 
Adopted by the FLEET 
__AIRWARM_ of GREAT 
te BRITALN. and. nen wh sor an 
Foreign Governments. 


ANE AND MOTOR COMPANY L LIMITED 
MPIA, .. LEEDS, YORKSHIRE. 
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pairs of interplane struts and braced by steel tubes to the lower 
wing. ‘Two fuel tanks in upper centre section feed either or each 
engine by gravity. Four-bladed tractor airscrews are driven at 
half engine speed. 

AccOMMODATION.—A front gunner bomber is in a cockpit in nose of 
fuselage. Behind and raised high above this cockpit is another 
for two pilots side by side. A rear gunner’s cockpit well behind 
wings has also a prone bombing position. Stowage for bombs is 
provided in the fuselage, and alternatively bombs may be slung 
below wings. 

DIMENSIONS.—Span 75 ft. 0 in. (22.85 m.), Length 59 ft. 2 in. (18.02 m.), 
Height over all 17 ft. (5.17 m.), Approximate wing area 1,480 sq. 
Pt oi(e7 Sada. ule)e 

WEIGHTS AND LOADINGS.—No data available. 

PERFORMANCE.—Max. speed 120 m.p.h. (193 km.h.), 
(1,600 km.). 


Range 1,000 miles 


The Handley Page Clive. 


Mabe BY HANDLEY Pace Lrp., Cricklewood, London, N.W. 

TypeE.—Twin engine troop-carrier for the R.A.F. 

GENERAL DESCRIPTION.—Wings, undercarriage, tail unit and power plant 
as Handley Page Hinaidi already described. Normal timber frame 
with steel fittings. 

FUSELAGE.—Rectangular 
Hinaidi. 

ACCOMMODATION.—Side-by-side dual control open cockpit in nose of 
body. Behind is a large cabin extending well behind wings to 
accommodate some 20 infantrymen with arms and accoutrement. 

DIMENSIONS.—As Hinaidi. 

WEIGHTS AND JTOaDINGS.—No data available. 

PERFORMANCE.—Maximum speed 110 m.p.h. 
miles (2,025 km.). 


The ‘Hamburg M.1.” 


DESIGNED BY ING. H. WAGENER, of unknown German address. 
Typre.—Iwo-seater light aeroplane. 
WinGs.—Broad high-wing monoplane. 


section, considerably deeper than that of 


(176 km.h.), Range 1,400 


Wing in three sections, the 


central one supported on four vertical struts and by inverted Vee 
struts from top of undercarriage legs to front spars only. 


Outer 


sections entirely overhung and tapered considerably to tip. ‘Timber 
frame, fabric covered, with three-ply on leading edge. Large un- 
balanced ailerons. 
FUSELAGE.—Rectangular section, domed top deck. Timber framing. 
Tat, UNIt.—Normal monoplane type with fin of very high aspect ratio. 
No external bracing. Control surfaces not balanced. 
UNDERCARRIAGE.—Vee type with hinged axle attached to inverted Vee 
below body. Rubber springing. 
POWER PLANT.—60 h.p. air-cooled Walter radial driving tractor airscrew. 


The Handley Page Clive Troop-Carrier 


(two Bristol Jupiter VIII engines). 


ACCOMMODATION.—Tandem open cockpits, one below leading edge, one 
behind trailing edge of centre section. 

DIMENSIONS.—Span 12.0 m. (39 ft. 5 in.), Length 6.25 m. (20 ft. 6 in), 
Wing area 15.0 sq. m. (161 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 360 kg. (792 lbs.), loaded 610 kg. 
(1,342 lbs.), Wing loading 40.6 kg./sq. m. (8.35 lbs./sq. ft.), Power 
loading 10.1 kg./h.p. (22.2 lbs./h.p.). 

PERFORMANCE.—No data available. 


The Raab-Katzenstein R.K.25. 


MapbE BY THE RAAB-KATZENSTEIN FLUGZEUGWERKE G.M.B.H., Kassel. 

TyrE.—TIwo-seater light aeroplane. 

WINGS.—Low-wing cantilever monoplane. 
fabric covered. Unbalanced ailerons. 5 

FUSELAGE.—Rectangular section with domed top. Steel tube framing. 

Tat, Unit.—Balanced rudder with no fin, normal tail plane and un- 
balanced elevators. No external bracing. 

UNDERCARRIAGE.—Normal cross-axle type. 


Timber spars, three-ply and 


POWER Piant.—A.D.C. Cirrus Mk. II engine, 80 h.p., very well stream 
lined by cowling. Tanks for 300 litres—66 galls. fuel. | 
DIMENSIONS.—Span 9.30 m. (30 ft. 6 in.), Length 6.48 m. (21 ft. 3 in.) 
Height 2.18 m. (7 ft. 2 in.), Wing area 13.0 sq. m. (140 sq. ft.) 
WEIGHIS AND LOADINGS.—Weight empty 295 kg. (650 lbs.), Fully loadec 
700 kg. (1,540 lbs.), Wing loading 53.8 kg./sq. m. (11 lbs./sd. ft.) 


Power loading 8.75 kg./h.p. (19.25 lbs./h.p.). 

PERFORMANCE.—Maximum speed (full load) 203 km.h. (127 m.p.h.), Climl 
to 1,000 m. (3,280 ft.) 6 minutes, Range 2,400 km. (1,425 mises) 
Ceiling 3,500 m. (11,500 ft.). 


The Rohrbach "** Romar.” 


BUILT BY ROHRBACH METALL, FLUGZEUGBAU G.M.B.H., Berlin. 

Typk.—Long range passenger carrying flying-boat. 

Wincs.—Cantilever monoplane with very marked dihedral angli 
attached directly to top of main hull. Built entirely of duralumi 
except for steel bolts and fittings. Normal Rohrbach construction 
one large central box girder whose upper and lower members conform 
to aerofoil section, with detachable leading and trailing edge section: 
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THE WESTLAND 


WIDGEON 


Cirrus III or Genet Engines. 


(Photo No. 3). 


An ideal light ‘plane for the 


Private owner, club use, etc. 
Robustly constructed to exceed- 


ingly high standards. 
cellent machine which will be 
appreciated by the most exreri- 
enced as well as the new pilot. 
Possesses exceptional 


An ex- 


controll- 


ability, even when installed flight 
Folding wings—no rigging to 


require adjustment; 


excellent 


view for pilot and passenger. 
Low running costs. 


E quiries solicited for all 


types of Civil and Mblitary 
Asrcraft. 


Lintland 
: Badgoon 


THE 
WESTLAND 
WAPITI 


with Jupiter VI Engine 

(Photos Nos. 1 & 2). 
A “general purposes" 
aircraft as supplied to 
the Royal Air Force. 
Landplane or seaplane; 
suitable for recon- 
naissance, bombing, 
wireless, photography, 
etc.; fitted with 
Handley-Page Auto- 
matic Slot Gear. Wood 
or all-metal construc- 
tion. 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


Telephone—Yeovil 141. 


CONTRACTORS TO THE AIR 


YEOVIL, ENGLAND. 


MINISTRY, 


Telegrams—Aircraft 141 Yeovil, 
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bolted to main box. 
metal. Wings taper 
structure is, it is claimed, watertight. 

Huwi.—Of slab-sided and nearly flat-decked type, with a straight, 
neatly vertical, stem. There is a steep Vee to the bottom as far 
as the step and-thereafter the bottom flattens. The hull is built 
on transverse bulkheads, tied together by a through-going keel and 
a number of other longitudinals and covered with plain duratumin 
sheeting. 

Tall UNiIt.—Normal monoplane type. ‘The tail plane is carried high 
above the hu!l on the fin structure and is strut braced. ‘The tail 
plane and fin structure resembles that of wings in having single 
main box-girders as their chief members. 

ALIGHTING GEAR.—In addition to the hull, two auxiliary 
carried from the wings below the outboard engines. 


The outer surface is of uncorrugated sheet 
in chord and thickness to tips. The wing 


floats are 
These floats 


provide some part of the normal buoyancy for the machine at 
rest and serve also as auxiliary dynamic supports when hydro- 
planing. Construction is on similar lines to the main hull. 


POWER PLANT.—Three B.M.W.VI engines (500-720 h.p. each) are mounted 
in nacelles supported high above the wing by steel tube struts and 
drive four-bladed pusher airscrews. Nose radiators are fitted to 
each nacelle. Fuel tanks (7,900 litres-~1,740 galls. total) are in 
the wings and fuel is supplied to carburettors by engine-driven 
pumps. All fuel pipe lines, valves and the like are accessible to 
the mechanic (via passage ways in the wings) during flight. A 
Bristol gas-starter is fitted. 


AccOMMODATION.—Behind a collision bulkhead in the bows is a wire- 
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(Cirrus Mk. II engine), 


less compartment and navigation room with two seats, chart-fable, 
etc. Aft of this is the pilot’s cockpit, totally enclosed with a glass 
roof and front and side windows, followed by the engineer’s com- 
partment containing the gas-starter and all necessary engine instru- 
ments, fuel controls, etc. Then follows the cabin, which is in two 
compartments, one with seats for four and one with seats for eight 
passengers. Between the two compartments is a lavatory. Com- 
munication from all cockpits and cabin to a main hatchway behind 
the wing and to the luggage compartment is fitted with watertight 
doors. ; 

DIMENSIONS.—Span 36.9 m. (121 ft.), Length 22.0 m. (72 ft. 6 in.), 
Height 8.5 m. (27 ft. ro in.), Draught of water at normal load 
1.3 m. (4 ft. 4 in.), Wing area 170 sq. m. (1,820 sq. ft.). 

WEIGHTS AND LoapiIncs.—Normal full load 19,000 kg. (41,800 Ibs.), 
Approximate disposable load, Crew of 4, 300 kg. (660 Ibs.), 12 pas- 
sengers and luggage 900 kg. (1,980 lbs.), Fuel 6,000 kg. (13,200 Ibs.) 
Oil 4oo kg. (880 lbs.), Total disposable load 7,600 kg. (16,720 Ibs.), 
Wing loading 112 kg./sq. m. (23.5 lbs./sq. ft.), Power loading 
(2,160 max. h.p.) 8.8 kg./h.p. (19.6 lbs./h.p.). 

PERFORMANCE.—Maximum speed 208 km.h. (129 m.p.h.), Range, 
mated, 4,000 km, (2,480 miles). 

Note.—Figures for disposable load are estimated from particulars of 
crew, passenger and fuel capacity and are not official. According to 
the latest reports the machine has recently flown at 18,600 kg, total 
weight, taking off in 90 seconds. Some modifications in the control 
system were made previous to this test, and the machine has yet to be 
passed as airworthy by the D.V.I.. : 


> 


esti- 


NEW ENGINES. 


The Supercharged Junkers L.55. 


This is the normal L.55 twelve-cylinder engine fitted with 
a gear-driven compressor, mounted at the rear end. From 
the photographs published it appears that this compressor 
is of the multi-stage type. The compressor rotor is driven 


The Junkers stand at the Berlin Exhibition, 
compression-ignition engine. 


The dark mass 
In the background the Junkers G-31 (three Bristol Jupiter engines). 


at between 6 and 7 times crankshaft speed through plain 
spur gears and a hydraulic coupling or clutch. 


No details of this clutch are available, but it is claimed 
that it serves not only to engage or disengage the super- 
charger, but to insulate the gears and the rotor from shocks 


in the foreground is the experimental Junkers 
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LANDING 
WHEELS 


eee Track Tyre Wheel] Hub Track Tyre Track 
ee No. | Length Bore Line Size No. | Length! Bore Line Size No. | Length| Bore Line 
m/m m/m ta/m | m/m m/m m/m : f m/m m/m | mm 
375 X55 |168 | 111.12 | 25.4 | Central] 700x100 112 en 38-09 Central] 1000 x 150 |210 | 185. | 60.32 Central 
800x60 | 16 | 111.12 25.4 [Central] " 175 7g. 35° | “Igoruy {1000180148 | 220. | 80, | Central 
450X60 | 30| 89. | 31.75/Central] gooy- 195 \119 | 178 vs 149.5). 185, | rch Central 
» {172 | 130, | 38.09| Central} 50% 125 | pera tories, amu. ol Soren. 86:67 | Central 
» $147} 178. | 55. | Central], 166 | 185. | 55. | 125/60 
575 X 60 160. | 28. Central] 188 | 120. | 34.92 Central ae eee 
» {180 | 150. | 38.09) 104/46 | | 900 X 200 }107 . | 55. | Centra 
ee186,) 2120, | 34.02/Centrat| 750X125) 77 | 178 | 44-45 Pee » {108 | 185. | 55, | 125/60 
3 90 | 150, | 38.09| Central " - | 55. = 128 | 220. | 66.67 | Central 
é 95 | 185. | 55. | Central 137 | 250. | 80. | Central 
650x65 | 78 | 178. | 44.45| 132/46 ‘ 99 | 178. | 38,89 132/46 és 187 | 185. | 80. {Central 
” 79 178, 44.45 Central " 112 | 150. 38.09 Central " 202 185 60.32 | Central 
n 100) 178. | 38.09) 132/46 |, == [176 | 178. | 44.45| Central] =” Ay hae 
See 101 | 178. | 31.75| 132/46 i 179 | 178. | 55, | 132/46 }1100x220 |134 | 220. | 66.67 Central 
600X75 21 | 160, 28, | Central} g00x 150 }161*] 185. | 55, 135/50 " 136 | 250. | 80. | Central 
» [180 | 150. | 38.09! 104/46 A 162*| 185. | 55, | Central Roet| 
‘ 186 | 120. 34.92 | Central ss 163°) 185. | 66.67| 135/50 975 X 225 |192 | 185. | 60.32 | Central 
» {190 | 150. | 38.09/Central] ” — reat] 185. | 55. | 135/50] » {194 | 185. | 55. | 125/60 
700X75 | 78 | 178. | 44.45) 132/46] 177 | 185. | 55. | 135/50 f1250X 250 |133 | 250. | 80. | Central 
‘4 79 | 178. 44.45 | Central iF 183 | 185. | 55. | Central, - 154 | 304.8} 101.6; Central 
ho De elig - 211*! 185. | 60.32! 135/50 | 
elses. | cece 18246 | 32, 189/59 11500 x 300 304.8 101.6| Central 
" + | 81.75) 132/46 | 1900 x 150 |167 | 185, | 55. 125/60], 26 | 304.8| 152.4 | Central 
700X100 | 77 | 178. | 44.45| 132/46 a 174 | 250. | 80. | Centrall,__ . apie 
92 | 185. | 55 | | 1750X300 |129 | 400. | 152.4 | Central 
i . | 135/50 : 182 | 185. 55. | Central aaah sen baba | Coates 
" 95 | 185. | 55. |Central] ,, |187 | 220. | 66.67/Central] ” inert 
2 99 178. | 38.89) 132 46 4 201 185. 60.32 125.60 J1750X350|193 | 400. | 125. | Central 


161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. tWheel No. 169 ts fitted with Ball Bearings. 
Grease gun equipment is now a standard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


“tyricord amen. London" 100-106, CANNON STREET, LONDON, E.C.4. _ Telephone — 


City 1477 (Two Lines). 
PARIS: 31, Rue la Boétie. (365) 


*Wheels Nos. 
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due to variations in engine speed, and also to vary, the 
speed of the rotor. 

The clutch is under manual control by the pilot and there 
is in addition an automatic pressure control which will 
maintain constant sea-level pressure in the induction systeim. 

The supercharger may thus be put into action and left, 
when it will maintain normial induction pressure from the 
ground up to some height .above 5,000 m. (16,400 ft.). The 
pilot may also use the supercharger to. give a temporary 
ground-boost for taking-off, or other purposes. 

The compressor in this case deals with air alone, and not 
mixture, that is, the carburetter is between the compressor 
and the cylinders. A special blow-back valve protects. the 
compressor from the effects of possible cases of firing-back 
through the carburettor. 

The main particulars of this engine are identical with the 
normal L.55 type. The performance, etc., figures follow :— 


THE SUPERCHARGED JUNKERS L.55. 

COMPRESSION RaTIoO.—5.5 to I. 

OvurPeut.—soo h.p. at 1,380 r.p.m., 600 h.p. at 1,460 normal conditions. 
Maximum temporary output 650 h.p. at 1,500/1,520 r.p.m. Maximum 
output with ground ‘boost’? for taking off, etc., 700 h.p. Out- 
,put at 5,000 m. (16,400 ft.) 525 h.p. 

WEIGHT Dry.—646 kg. (1,422 Ibs.). 


The Argus A.S.VI and A.S.VI.A. 


Mabe sy THE ARGUS MOTOREN G.M.B.H., Berlin Reinickendorf. 

Type.—Twelve cylinder water-cooled Vee type. A.S.VI normal, A.S.VLA 
inverted. 

CYLINDERS.—160 m/m. bore x 180 m/m. stroke, 5.7 compression. 
Steel cylinders and jackets with aluminium heads with two valves 
per cylinder. 

CONSTRUCTIONAL DeEtTAILS.—None available. 

OVERALL DIMENSIONS.—1.888 m. (6 ft. 2 in.), 0.780 m. (2 ft. 7 in.) wide, 
1.140 me (6 ft 9 in), nigh: 

WEIGHT Dry.—(Without airscrew hub): 


530 kg. (1,166 Ibs.). 


The Argus 12-cyl. inverted V-type engine A.S.VIa of 700 h.p. 
PERFORMANCE.—Maximum output 700 h.p., r.p.m. not given. Fuel con- 
sumption 0.22 kg. (.485 lbs.) per h.p. hour. 


The Argus Supercharger. 

The Argus Motoren Gesellschaft haye developed a supercharger of 
the Roots blower type suitable for use with any engine of from 600 
to 800 h.p. designed to maintain normal sea-level induction pressures at 
heights of up to 6,000 m. (20,000 ft.). The blower is supplied’ complete 
with coupling and control gear and is designed to deliver 0.75 kg. 


(1.65 lbs.) of air per second at a pressure of 380 mm. of mercury 
running at 1,800 r.p.m. The weight of the complete blower is 45 kg 
(99 lbs.). ; 


NEW TECHNICAL LITERATURE. 


Research Committee. 

Acronautical Research Committee R. & M. 1125.—“An Analysis of 
Some Causes of Discrepancy between the Calculated Failing -Load 
of the Structure of an Aircraft and the Load at which Failure 
Occurs on Strength Test.” By H. B. Howard, B.A., B.Sc., ‘and 
EK, En Spencer, BSc. -ACMaINGsb. = rrice 6d.) Web. 

Records of tests to destruction of aircraft and aircraft 
components at the R.A.K. have been compared with the 
failing loads of the same aircraft or component in order to 
to what extent routine strength calculations are confirmed by the 
breaking tests. In general the observed failing load is noticeably 
greater than the calculated load, the différences varying over a very 
considerable range. 

The available records do not permit of any reliable conclusions as 
to the existence of a definite relation between the calculated and actual 
failing loads. 

The causes of this observed discrepancy are several. In the course 
of strength testing it is impossible to ensure that at the moment of 
failure the external loads are applied in exactly the manner desired 
and hence the distribution of load is not precisely that assumed in 
calculation. - 

To simplify calculation redundant members are often assumed to be 
inoperative. In strength tests these redundant members may greatly 
modify the stress distribution and relieve the more heavily stressed 
members. Many other assumptions made for the sake of simplifying 
calculation are not strictly accurate and will lead to variation between 
actual and assumed stress distribution. 

Lastly, in calculation members are assumed to have failed when a 
stress sufficiently high to produce permanent set has developed. More- 
over this stress is based on minimum strength figures specified for 
particular materials and the materials themselves are in general 
appreciably stronger on test than the minimum permissible strength. 

The conclusions reached are that there is not at present enough 
data to establish any definite relation between calculated and tested 
failing strength, and that the numerical values of load factors used 
for calculation have no meaning apart from the particular methods of 
calculation used. 

The substitution of strength testing for calculation would require 
increased numerical values for factors to give equal structural security. 
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R. & M. 1126.—* The Distribution of Stress and Strain in the Wohler 
Rotating Cantilever Fatigue Test.’ By W. Mason and N. P. Inglis. 
Price is. 60, net. 


Solid and hollow specimens of two different wall-thicknesses were 
tested under conditions giving uniform bending over a parallel length 
of 1 in. The tests were devised to compare the limiting ranges of 
solid and hollow bodies, to find the cyclic fibe strains at limiting and 
other ranges and ‘to estimate the actual fibre stress in the fatigued 
specimens. 

The conclusions reached are that the maximum cyclic fibre strains 
in Wohler tests have a linear relation to the bending moments im- 
posed, that the nominal fibre stresses are larger than the real stresses 
for both hollow and solid specimens, the difference being a maximum 
for solid specimens and decreasing with wall-thickness in hollow 
specimens. 


R. & M. No. 1129.—* Heat Transfer in Internal Combustion Engines.’’ 
By H. Moss. Price 1s. 3d. net. 


Report of tests made on a single cylinder Benz engine driven by 
an electric metor and supplied with intake air at various temperatures 
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and pressures to determine (a) the influence of gas density on heat 


transfer under engine conditions of turbulence, and (b) to check the 


assumptions underlying the method used for the phase setting of 
engine indicators. - i 
The rate of heat transfer was found to be proportional to the 


temperature difference between gas and cylinder wall and to the square 
root of gas density. 
the square root of speed. 
tional to log (r14.cn) where c is a constant and n=r.p.m. 

About 
cylinder 
perature 


The increase of tem- 
is not important and the 


walls, the remainder being radiated. 
gradient due to supercharging 
increase of valve temperatures is small. 
The error involved in phase-setting of indicators by use of the 
motoring curve is less than one quarter degree of crank angle. 


At about 1,200 r.p.m. it was also proportional to 
For extended speed ranges it was propor- 


one half of the total heat losses were conducted from gas to 


R. & M. No. 1130.—‘ A High Speed Wind Channel for Tests on Aero- 


FOLUSS 2 we Bo De 

Describes modifications 
wind channel to fit it for tests on aerofoil models, and gives the result 
of tests on models of R.A.F.31 and on a biconvex (circular are) section 
of two different chords. 

The results confirm predictions made on theoretical grounds (R. & 
M. 1135) that the slope of the lift curve should increase, without change 
in the angle of no lift up to speeds of 0.6 times the velocity of sound. 
The limiting speed at which this effect ceases seems to be higher for 
the circular are section than for R.A.F.31. 
rapidly after this limit is reached, and the angle of no lift increases. 


E. Stanton. Price od. net. 


R. & M. No. r131.—“ Lift and Torque of an Autogiro on the Ground.” 
By H. Glauert. Price ad. net. 


to the N.P.I,. 3 inch diameter high speed > 


In both cases the lift falls | 


An investigation on theoretical grounds of the torque required and 
the lift developed by an autogiro on the ground when the vane system — 


is driven by an engine. 


In the static condition the lift is very small. | 


In a wind of 20 m.p.h. the lift is proportional to tip speed. At con- | 


stant tip speed lift increases and torque decreases with rise in inci- 
dence Between 8° and 12°.’ 
R. & M. No. 1132.—% On the Vertical Ascent of a Helicopter.” By 
H. Glauert. Price gd. net. 
A general analysis of the performance of a helicopter based on the 
vortex theory of airscrews. 


The conclusions reached are that the solidity ratio of blade area to 
disc area should be of the order of 0.25, the diameter as large as 
possible, and that for best rate of climb the blade angle should 
be adjustable during flight. The permissible disc-loading 
weight -disc area) increases with decreasing power loading, and 
should not exceed 1.5 lbs./sq. ft. for 15 lbs./h.p.. Experimental re- 


sults from model tests suggests that the values cauculated for thrust 


by this method will be too high. 


R. & M. No. 1133.—% Ful! Scale and Model Measurements of the Lift 
and Drag of the Bristol Fighter with M2 Section Wings.” By 
E. T. Jones and A. S. Hartshorn. Price 6d. net. 


A Bristol Fighter with N.A.C.A. M2 section wings was tested at 
1/10 scale in the 7 ft. wind channel and in flight at full. scale. The 
results show an increase in K,; max. from 0.38 model to 0.432 full 
scale and a decrease in Kp min. from 0.0315 model to 0.028 full scale. 
These results show a good agreement with the results obtained for 
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VICKERS > 


ACCESSORIES 
for AIRCRAFT. 


Enquiries of Aircraft Constructors and Users are 
invited for the following specialities manufactured 
by VICKERS (Aviation) LIMITED and used 
largely in aircraft supplied to the Royal Air Force :— 


VICKERS (Patent) PETROL COCKS (Light Pattern). 
VICKERS PETROL PUMPS (Hand-operated & Wind-driven). 

FOOT VALVES. NON-RETURN VALVES. RE ER@ESEUSEERS: 
RELIEF VALVES. FLOW INDICATORS. OUBCOEKS: 
VICKERS-DAVIS NAVIGATION LAMPS (Light Pattern). 
GENERATING EQUIPMENT FOR AIRCRAFT LIGHTING. 
VICKERS-REID CONTROL INDICATOR. 
VIGKRERS-POTTS OIL: COOLERS. 


VICKERS OLEO-PNEUMATIC UNDERCARRIAGE 
AND TAIL SKID SHOCK ABSORBING UNITS. 


VICKERS UNIVERSAL PULLEYS & GUARDS FOR LIGHT 
SO NUR OES: 


STREAMLINE WIRES AND SWAGED TIERODS. 
“MALLEVILLE” ADJUSTABLE PIPE CLIPS. 


VICKERS (AVIATION) LIMITED, 


Telephone : AD ,» LO DON, SW 11 Telegrams 
VICTORIA 6900 ARLES BS, le ae seein. Coleg be VICKERS, SOWEST, LONDON. 
Lp ' sKEN 
UT eT ut TT TT me SAAC) TT TTT TT TTT 
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FOR SARAWAK.—A Gipsy-Moth, fitted with Short metal floats, one of a batch ordered by the Sarawak Govern: 


ment, being tested at Rochester by Mr. Hubert Broad.— 


the same section in the N.A.C.A. variable density tunnel, and confirm 
the value of this apparatus as a method of avoiding scale effect. 


R. & M. No. 1134.—% Wind Tunnel Tests with High Tib Speed Air- 
screws. The Characteristics of Airscrew Sections R. &@ M. 322, 
No. 4, and R.A.F.32.” By W.G. A. Perring. Price 6d. net. 

Records results of tests on airscrews with No. 4 and R.A.F. 32 blades, 
each at two different blade angle settings at tip speeds ranging up to 

1.3 times the velocity of sound. Lift and drag coefficients for the 

sections are deduced from the test results. Both sections pass through 

a critical stage at about 0.7 times velocity of sound, the lift falling 

off and the drag increasing greatly. The No. 4 section compares very 

unfavourably at high speeds with the thinner section of similar type 
previously tested. 


R. & M. No. 1135.—* The Effect of Compressibility on the Lift of an 
Aerofoil.”’”’ By H. Glauert. Price 6d. net. 

A discussion on purely theoretical grounds of the effect of com- 
pressibility on the characteristics of aerofoiis at high speeds. Theory 
indicates that the slope of the lift curve should be increased as a 
result of compressibility by a factor which is a function of the ratio 
of air speed to the velocity of sound up to air speed equal to velocity 
of sound. ‘Thereafter the lift should be independent of the shape of 
the aerofoil, be zero at zero incidence, and the slope of the lift 
curve should decrease as speed increases. 

Experiments on aerofoils at high air speeds confirm these predictions 
except that the slope of the lift curve ceases to rise above speeds of 
about 0.7 times speed of sound as the result of a breakdown in flow. 
The author suggests that symmetrical sections may not show this 
premature falling off in lift and may be most suitable for high speed 
airscrews. 


R. & M. No. 1136.—“ The Theory of Pressure Capsules. Part I, 
General Discussion; Part II, The Complete Flat Disc without 
Control Spring.’ By A. A. Griffith. Price 9d. net. 


Reports of an investigation into the theory of the action of pressure 
capsules directed towards providing data for the design of such 
instruments. ‘The results so far recorded provide a method for design- 
ing the type cf capsule which consists of two thin flat discs united 
at their edges which is valid for deflections up to about 8 times the 
thickness of the discs. 


(“ Aeroplane” photograph.) 


R. &. M. No. 1137.— Tests of a Metal Airscrew in. a Closed Tunnel for 
Comparison with American Tests in an Open Jet Tunnel.” By 
H.C. H. Townend and J..H. Warsap. Price 6d. net. ; 

Tests of airscrews made in a closed wind channel require correction 
for the effect caused by the channel walls. In the open jet type of 
tunnel corrections for the effect of the jet boundary are so-small as to 
be negligible. ‘To check the accuracy of the corrections usually applied 
in this country to closed channel tests a two-bladed metal airscrew 
which had already been tested in an open jet channel in America was 
lent to the Aeronautical Research Committee by the N.A.C.A. and tested 
in a 7 ft. N.P.L. type channel. 

After applying the standard correction the results obtained agreed 
very closely with those from the open jet tunnel, showing that for 
screws of this size (3 ft. dia.) in the 7 ft. channel the corrections 
used are satisfactory. 2 

THE ARTS AND AIR SURVEY. 

On Noy. 27, at 16.30 hours, Col.'H. Ll. Crosthwart, Calm 
Director of the Aircraft Operating Company, Ltd., will « 
liver a lecture on ‘ Air Survey and Empire Development 9 
the Royal Society of Arts, at John Street, Adelphi, W. Ce 

This is a special ‘ Dominions and Colonies ? meeting of 
that venerable Society. Sir Thomas H. Holland, KC od 
KC ILE, DiSe.,) BaR.Si) wills presides he 

Those desirous of attending the meeting will no doubt be 
able to get tickets from the Secretary of the Society. 

WAPITIS FOR AUSTRALIA. 

Ina recent issue of THE AEROPLANE the statement was 
made that the Wapitis to be supplied to the Royal At 
tralian Air Force by the Westland Aircraft Works haye = 
top speed of 133 m.p.h. Mr. A. S. Keep, Technical Supenme 
tendent of the Westland firm, writes pointing out that this 
statement is true so far as concerns those with the Jupiter 
VI engine, but that the Wapitis which are now heing sup- 
plied to the R.A.A.F. are fitted with Jupiter VIII (geared) 
engines and have a considerably better performance, for 
which at the moment official figures are not available. 


FOR SARAWAK.—Another view of one of the Gipsy- Moth seaplanes ordered by the Sarawak Government being 


tested at Rochester. 


The cleanliness of the floats when taxying is noteworthy, —(‘ Aeroplane” photograph.) 
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THE REID THE AUTOGIRO 


PILOT TESTING 
_ APPARATUS. 


As adopted in the R.A.F. 


is now available to 


DOMINION AND FOREIGN a ge tender Bierg 
GOVERNMENTS. 


THE AUTOGIRO HAS 

JUST COMPLETED A 

3000-MILE TOUR OF 
GREAT BRITAIN. 


The Autogiro cannot 
stall, is easy to control, 


and ensures safety in 


The scientific economiser which flight. 


has revolutionised selective and Sait 


VERTICAL DESCENT 


grading tests. 


Sole Patentees and Manufacturers : For full particulars apply to :— 
The CIERVA AUTOGIRO Co., Ltd. 
REID & SIGRIST, Ltd. are 
thenaeum, Works, ALDWYCH, LONDON, W.C.2. 
THE VALE, HAMPSTEAD. Telephone :—CENTRAL 4861. 


Telegrams :—CIERVAGIR, ESTRAND, LONDON. 
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A CANAVIAN.—An Avro Avian (Cirrus Mk. III) just delivered to a Canadian concern. 


THE FOKKER AIRCRAFT CORPORATION 

A controlling interest in the Fokker Aircraft Corporation 
has recently been acquired by a group of capitalists which 
has at its head Mr. J. A. Talbot, president of the Richfield 
Oil Co. and Mr. H. M. Hanshue, president of Western Air- 
ways Inc. 

The Fokker Aircraft Corporation with a capital of $4,000,000 
is the financial side of the Fokker interests in America, and 
controls the Atlantic Aircraft Corporation which actually 
builds Fokker aircraft. The new controllers intend to build 
a large factory in California and to enlarge the existing 
works. 

Mr. A. H. G. Fokker will remain as chief. Technical Director 
of the firm. 


ACROSS THE U.S. IN 24 HOURS. 

Mr. C. B. D. Collyer flying a Lockheed Vega monoplane 
(Pratt and Whitney Wasp engine) with Mr. H. Tucker, owner 
of the machine as passenger, left Roosevelt Field, Long 
Island, N.Y., on Oct. 25, and reached Los Angeles, California, 
without a stop after 24 hours 51 minutes, making an average 
speed of about 150 m.p.h. 

The previous fastest time non-stop for the East to West 
crossing of the United States was 26 hours 50 minutes made 
by Lt. Macready and Lt. Kelly, both of the U.S. Army Air 
Service, in 1923. But on June 23, 1924, Lt. Russell Maughan 
on a Curtiss P.W.8 pursuit-ship flew from New York to San 
Francisco in 21 hrs. 483 mins. with four landings to re- 
fuel. 

The same Lockheed Vega monoplane, piloted by Col. ‘“‘Art’’ 
Goebel flew from Los Angeles to New York on Aug. 20 in 
18 hours 55 minutes. : 

A SYDNEY TO LONDON ATTEMPT. 

Mr. Frank Hurley, accompanied by Messrs. Moir and Owen, 
both lately Flying Officers, R.A.A.F., left Sydney at 04.38 
hours on Oct. 30 for London. 


They are flying a Ryan monoplane (Wright Whirlwind 
engine) which has fuel capacity for 3,000 miles. The machine 
is fitted with wireless transmitting and receiving sets, which 
it is hoped will.permit of continuous communication with the 
ground over the whole journey. a 

The aim of the expedition is to reach London in the 
shortest possible time, and to turn round for Australia almost 
immediately on their arrival here in the hope of completing 
both journeys in a total of twenty-eight days. | 


MR. J. D. NORTH ON TECHNICAL 
DEVELOPMENT. | 


The paper by Mr. J. D. North on the Technical Develop- 
ment of the Aeroplane, which was read at the opening meet- 
ing of the current session of the Royal Aeronautical Society 
on Oct. 4, was one which deserves careful study, not only by 
aeroplane designers, but also by those who feel competent to 
criticise the designer’s work. | 

Mr. North said that between scientific knowledge and the 
creative process of design there was a gap, and the business 
of technique was to bridge this gap. The designer’s mind 
suggested solutions of the problems set before it, and tech- 
nique was necessary to verify and refine these solutions. — 

The vortex theory of aerofoils was a striking instance of 
the development of technique, for it brought into order and 
proper perspective a vast mass of the data necessary for 
design and gave the designer a reasonable certainty as to 
what results could and what could not be attained in the 
way of aerofoil design. | 

There were still, however, large fields uncovered by any 
reliable theory wherein the designer could not certainly 
predict what was likely to happen, and this forced on him 
either a very expensive and laborious process of trial and 
error groping after a satisfactory solution, or else exposed 
him to a risk that his design would prove a failure from 
some unforeseen and unforeseeable cause. 


< 


In illustration of this Mr. North citec 
many remarkable cases of interference 
particularly of the type which affects the 
induced drag of aerofoils,; revealed only 
by careful wind-tunnel experiments, anc 
capable of making a vast difference tc 
the hoped-for performance of a giver 
design. ; 

The paper is accompanied by a series 
of appendices illustrating how carefu 
use of the wind channel in the proces‘ 
of design will allow the designer % 
escape pitfalls of this.type. There 1s 1 
addition a detailed analysis of the re 
sistance of three typical aircraft, whicl 
seems ‘to indicate how large a propor 
tion of the engine power of moder 
aeroplanes is used in overcoming: re) 
sistance which could be at least greatly 
reduced given a sufficient development 
of technique. 


ae 


‘THE BRITISH TRADE IN BERLIN 
—Left to right, Mr. Palmer, Majo 
Jack Stewart and Mr. Stack of A.D.C 
Aircraft Ltd., a German aerodrom 
- official, a friend and Mr. Rennie. 
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lia (Continued from page 749.) 
Night Flying. 
' Air Ministry Notice to Airmen No. 72 of 1928 states :— 

All pilots are warned that on any night up to and including Dec. 
a5, between sunset and sunrise, Royal Air Force aircraft will be flying 
without navigation lights between the heights of 2,000 and 6,000 feet, 
over the area bounded by Bagshot, Woking, Farnham and Fleet. 


Wing Commander F. L. Robinson. 

Wing Cdr. F. I. Robinson, D.S.O., M.C., TD OH Sas ~ Clean 
whose appointment to command No. 10 (Bombing) Squadron, 
is dated September 21, 1928, was born in 1886 at Killiskry, 
Wicklow, and educated at Trinity College, Dublin, and Stock- 
holm University. He entered the Royal Marines as a 2nd 
Lieutenant in September, 1914, and was promoted Lieutenant 
in January, 1915. . 

He went to France in February, 1916, and was attached to 
the R.F.C. as an Observer in June, 1916. In August, 1916, 
he returned to England and was appointed to the R.F.C. 
as a Flying Officer in October, 1916. In September, 1916, he 
was awarded the Military Cross for conspicuous gallantry 
and devotion to duty. He was promoted Flight Commander 
and temporary Captain in November, 1916. In June, 1917, 
he went to Mesopotamia and in August, 1917, he was ap- 
pointed Captain, the Royal Inniskilling Fusiliers. He be- 
came a Captain, R.A.F., in April, 1918. From April, 1918, 
to April, 1919, he held the acting rank of Major. 

In the London Gazette of April, 1919, he was appointed a 
Companion of the Distinguished Service Order. The Gazette 


states :— 
‘A very gallant and able squadron commander who, by his fine 


leadership and personal example has raised high the moral of his 
command. By his untiring energy he has rendered most valuable 
service on reconnaissance duty and bombing raids. 

In August, 1919, he resigned his Army commission on ap- 

pointment to a permanent commission in the R.A.F. with 
the rank of Flight Lieutenant. In March, 1920, he was ap- 
pointed to command No. 30 Squadron in Mesopotamia, and 
in January, 1921, he was promoted Squadron Leader. In 
October, 1921, he was awarded the Distinguished Flying Cross 
for continuous good work, gallantry and devotion to duty. 
In November, 1921, he was posted to H.Q., Inland Area, for 
Air Staff Duties, Operations and Intelligence. In July, 1924, 
he was promoted Wing Commander. 
In 1925-6, he successfully passed a course at the Staff 
College, Camberley, and is thus entitled, as a qualified Staff 
Officer, to the letters q.s. after his mame in the Air Force 
List. In January, 1927, he was appointed to H.Q., ‘Iraq 
Command, for Personnel Staff Duties. 


Wing Commander Philip Babington. 

Wing Cdr. Philip Babington, M.C., A.F.C., whose appoint- 
ment to H.Q., Inland Area, for Personnel Staff Duties is dated 
Oct. 1, 1928, was born at Marylebone in 1894 and educated 
at Eton. He joined the Inns of Court O.T.C. on Ang. 5, 1914, 
and was appointed 2nd Lieutenant, the Hampshire Regiment, 
m Aug. 31, 1914. He learned to fly on a Maurice Farman 
viplane at Netheravon and his Royal Aero Club certificate 
No. 1036 is dated Jan. 7, 1915. He was seconded to the 
R.F.C. as Flying Officer in April, 1915. 

He went to France in June, 1915, and was promoted Flight 
Sommander in October, 1915. In June 1916 he was awarded 
che Military Cross for distinguished service in the Field. 
He was promoted Squadron Commander and temporary Major 
n June, 1916, and appointed to command No. 46 Squadron, 
R.F.C., then stationed at Droglant and equipped with Nieu- 
yort two-seaters. In May, 1917, he was promoted Captain, 
the Hampshire Regiment, with seniority from June, 10916. 
He was promoted Major, R.A.F., in April, 1918, and in 
\ugust, 1919, he resigned his Army Commission on appoint- 
nent to a permanent commission in the R.A.F. with the rank 
x Squadron Leader. 

_In the New Year Honours of 1919 he was awarded the Air 
force Cross in recognition of distinguished services during 
the War. In December, 1919, he was posted to Egypt to 
command No. 56 Squadron. In March, 1922, he was ap- 
xointed to the Department of the Chief of the Air Staff, Air 
Ministry, and in July, 1924, he was appointed to command 
No. 19 (Fighter) Squadron at Duxford. 

\ In September, 1925, he took over the command of No. 5 
‘lying Training School, Sealand. He was Captain of the 
dealand Athletic Team which won the Air Council Cup in 
he Junior Championship for teams from Units under 500 in 
strength in 1927 and 10928. 


| A Staff College Magazine, 

| Harly in December a new Service magazine, to be called 
The Hawk, will be produced by officers of the R.A.F. Staff 
college at Andover. The Hawk will contain short articles, 
vith a leaven of lighter interest, and certain of the more 
nteresting lecture given at the Staff College will also be 
»ublished in so far as the material thereof does not reveal 
sevice secrets. 
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Officers of the R.A.F. who are entitled to put p.s.a. after 
their names, those who hope some day to do so, and other 
intelligent officers of the R.A.F., will be well advised to get 
copies of The Hawk. This can only be done by subscribing 
in advance. At the moment the amount of the subscription 
does not appear to have been fixed, but inquirers should write 
to the Editor of The Hawk, the R.A.F. Staff College, Andover. 


The Scilly Seaplane Base Dinner. 


The seventh annual Re-union Dinner of. the Seaplane 
Base, Scilly Isles (No. 234 Squadron, R.A.F.), took place on 
Oct. 19 at the Maison Lyons, Shaftesbury Avenue, W.1. — 

Sq. Ldr. V. R. Scriven, A.F.C., R.A.F., in the chair, was supported 
by over fifty of all ranks who had served during the War, in Scilly. 

The toast of the Seaplane Base was most ably proposed by Mr. 
E. N. Reynolds, who in a characteristic manner recalled many 
humorous events. Mr. J. E. Lawrence responded. 

Our visitors were welcomed by Mr. E. Chaffer, who coupled the 
toast with the name of Dr. W. B. Addison, whose work as Hon. M.O. 
during the early days of the Station, and whose timely assistance at 
the time of the influenza epidemic will always be remembered by 
those who were his patients. Dr. W. B. Addison, responding, gave 
the local news of our friends at the Isles. 

Mr. W. J. Sims proposed the Health of the Chairman, Sq. Ldr. 
V. R. Scriven. The toast was received with enthusiasm and Sq. Ldr. 
V. R. Scriven in his reply gave a most interesting account of the 
present day flying boats and paid tribute to the men whose pioneer 
work during the War had founded the traditions of the Service to 
which it was his privilege and pleasure to belong. 

An excellent musical programme was arranged by Messrs. Reynolds 
and Melmoth. 


The Kingsnorth Gasbags. 


The tenth annual re-union dinner of the Kingsnorth Gas- 
bags will be held at the Crooked Billet, Crooked Lane, E.C., 
Officers and airmen who served at Kingsnorth 
and who wish to be present can obtain tickets, 7s. 6d. each, 
from the Hon. Secretary, A. A. Abbott, Esq., Surrey Works 
Cobham, Surrey. : 


Rugby Football. 


Royal Air Force Trial XV v. R.A.F. Cadet College, Cran- 
well.—_The following have been selected to represent the 
Royal Air Force (Officers) Trial XV versus the R.A.F. Cadet 
College, at Cranwell, on Saturday, Nov. 3. Play starts at 
14.30. hrs. : 

Fit. Lt. G. H. Brookman (Uxbridge), Flg. Off. C. H. G. Bremridge 
(Right wing) (Digby), Plt. Off. R. D. Cotton (Right centre) (Sealand), 
Plt. Off. J. R. H. Pott (Left centre) (Hornchurch), Pit. Off. N. E. 
White (Left wing) (North Weald), Flt. Lt. R. V. M. Odbert (Stand off) 
(Eastchurch), Plt. Off. D. LL. McLean (Scrum half) (Worthy Down), 
Plt. Off. R. J. Stevens (Worthy Down), Fig. Off. F. V. Beamish (Cran- 
well), Fit. Lt. B. V. Reynolds (Leuchars), Fit. Lt. C. D. Adams 
(Halton), Plt. Off. H. A. Constantine (North Weald), Fit. Lt. J. S. 
Chick (Wittering), Flg. Off. G. R. Beamish (Wittering), Fig. Off. 
J. Clarke (North Weald). 

R.A.F. Cadets, Cranwell v. Blackheath Wednesday :—The 
R.A.F. Cadets XV were beaten at Blackheath on Oct. 24 by 
Blackheath Wednesday, by two goals to one. 

At 3 o’clock, when the match should have begun, only 12 of the 
Blackheath team had turned up and at 3.20 the game started with 
Blackheath still one man short. The ground was very wet and there 
were several storms of rain during the game. 

In spite of this the Cranwell handling of the greasy ball was good. 
The forwards were well together and. easily outclassed the Black- 
heath seven. During most of the first half Cranwell had the best 
of the game and were continually in attack. But the Blackheath 
defence was particularly steady and kept Cranwell out with long 
kicks into touch. 

Two Blackheath attacks went right up to the Cranwell line but 
failed to produce a score. After a quarter of an hour’s play the 
Cranwell left wing threequarter took a short pass from inside, did an 
“S$” turn, handed off a Blackheath back, and with a fine burst 
of speed, scored between the posts. Blackheath fought hard to re- 
cover but the Cranwell tackling was too much for them. 

Five minutes after the re-start Mr. A. T. Young (England, the 
Army and Blackheath) turned up to play scrum-half. The extra man 
in the scrum made a good deal of difference to Blackheath, who began 
to get the ball out of the scrum. Cranwell held them with hard 
tackling and some good forward work in the loose for about 20 
minutes, when a Blackheath player gathered near the Cranwell 25, 
passed the Cranwell full-back, who was standing too close up, and 
scored, though brought down right on the line. The second Black- 
heath try was scored five minutes before time from a line-out. Both 
were converted. Cranwell attacked for the last few minutes but failed 
to score.—c. M. Mca. 


Association Football. 


R.A.F. v. Hampshire :—Hampshire County beat the R.A.F. 
at Winchester on Oct. 25 by 3 goals to 2. The R.A.F. played 
well together in the early stages of the game and ten 
minutes from the start scored through Vernon. Hampshire 
improved and equalised, but the R.A.F. combination was 
better and they were quicker on the ball. At the interval 
the score was two all, but ‘n the second half Hampshire 
showed themselves superior both in speed and combination 
and scored their third goal after 8 minutes’ play. 
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THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec.: Harold E. Perrin, 3, Clifford Street, London, W.1.] 

Aerodrome: Stag Lane Aerodrome, Edgware, Middlesex. 

Report for week ending Oct. 28. 

Instructors: V. H. Baker and F. R. Matthews. 
C. Humphreys. Aircraft: NY, MP, AABL, XS. 

Flying Time: 46 hr. 25 min.; Instruction: 37 (21 hr. 5 min.); 
““A™ Pilots’: 32 (23 hr. 35 min.); Passengers: 7: («1 hr. 45 min.), 

Notes.—Mr. A, IL. F. Hill passed for his “A” Licence. 

Cross-country flights for instruction in navigation were made by 
Messrs. T. Elder-Hearne, J. J. Hofer and P. A. Wills. 

Reading Pageant.—The Club was represented at the Reading Pageant 
by Mr. F. R. Matthews and Mr. P. A. Wills on G-AABI,. 

Damage to G-AABL.—On Sunday Mr. F. Heath crashed G-AABL,. 
Side-slipping into the aerodrome he misjudged the distance and landed 
heavily. The damage is fairly considerable. The accidents to G-EBMF 
and G-AABL, in the last fortnight have reduced aircraft to three. 


The Lancashire Aero Club. 
[Sec.: F. W. Atherton, Woodford Aerodrome, Cheshire.] 
Report for week ending Oct. 27. 
Chief Instructor: D. E. Hall. 
Cantrill and J. J. Scholes. 


Ground Engineer: 


Voluntary Asst. 
Ground Engineers: 


INStTUCTOTS =: Ns Cc. 
Bartram and Chapman. 


Aircraft: 1 (XD). 
Flying Time: 5 br. 40 min.; Instruction: 5 (1 hr. 35 min.); “A” 
Pilots: 6 (x hr. 35 min.); Passengers: 7 (2 hr.); Tests: 30 min. 


Notes.—Stormy weather and machine troubles have played havoc 
with our flying times this week. NF was written off in the crash 
last Sunday. On the same day MQ was damaged through her air- 
screw hitting the ground when taking-off. Unfortunately the damage 
was not confined to the airscrew but extended to the engitie-mounting. 

QL, which had an undercarriage crash a fortnight ago, is being 
kept out of commission a few days longer so that the new type of 
Avian undercarriage may be fitted. This latest type has given very 
successful results on test over the rough surface of our aerodrome and 
-we are hoping by fitting it to avoid the trouble with cracked wing 
spars which we have occasionally experienced in the past. 


PH, which came into commission to replace NF, only lasted for one’ 


flight, when it was discovered that the airscrew was damaged at 
the trailing edge. As we were not carrying any spare airscrew for the 
Alpha engine she is out of commission until a new one is made. 

[Mr. Ramsden, who was injured in Mr. Caldecott’s accident on 
Oct. 21, died in Stockport infirmary on Octo. 25.—Ep.] 


The Newcastle-upon-Tyne Aero Club. 
[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 
Report for October. 


Instructor: G. M.S. Kemp. Ground Engineer: K. C. Brown. 
Aircraft: 2 (PT and EX): 

Flying Time: 57 hr. 20 min.; Instruction: 10 (12 hr. 45 min.); 
“A” Pilots: 12 (38 hr. 45 min.);. Passengers: 18 (4 hr. 30 min.); 


Nests; 76" (x hr. 20 3nin.): 

Notes.—Our activities have been somewhat limited recently due to 
the fact that the Club was closed during the last two weeks in 
September for the Staff’s annual holiday, and on re-opening being 
without the services of a Pilot Instructor. Mr. G. M. S. Kemp has 
now been appointed and we are fortunate in securing him. 

The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet. ] 

Report for week ending Oct. 27. 

Instructor: G. R. Beck. Chief Ground Engineer: R. 
Assistant Ground Engineer: T. Houghton. 

Flying Time: 7 hf. 15 min.; Instruction: 5 (2 hr. 35 min.); “A” 
Pilots: 7 (4 br. 30 min.); Tests: 2 -(10 min.). 

Notes.—Practically no flying except on Sunday, Oct. 21. Bad weather. 

We had a welcome visit from Sir Sefton Brancker at the week-end 
when he came over by air to attend an official dinner in Leeds. Owing 
to the fog on Tuesday he was unable to return by air. 


The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth. ] 

Aerodrome: Castle Bromwich, Birmingham. 

Report for week ending Oct. 27. 

Instructors: Fit. Lt. T. Rose, D.F.C., and W. H. Sutcliffe. 
W. J. Halland. Assistant Engineer: G. Rees. Aircraft: 
and XT). 

Flying Time: 20 hr. 38 min.; Instruction: 
Pilots and Soloists: 


Morris. 
Aircraft: 2 (RF and SV). 


Engineer: 
3 (LT, ew; 


9.°(5 ht. 25) mnin.); “*2Al? 
16 (12 hr. 50 min.); Passengers: 3 (t hr. 55 min.); 


Tests: 28 min. ; 
Notes.—Flt. Lt. Rose flew XT from Filton to Castle Bromwich on 
Sunday. [And went to Reading by car the Saturday following.—Ep.] 


Several privately-owned machines called in during the week. 
Flying was only possible on four days owing to extremely bad 


AT SWALLOWFIELD.—The Inaugural Meeting of the Berks, Bucks, and Oxon Club. 


weather. Iwo members went in search of the sun. Mr. E. R. King 
ascended to 15,000 ft. and Mr. R. L. Jackson to 12,000 ft., both on XP 
The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, The Hampshire Aeroplane Club, Hamble 
Southampton. ] 

Aerodrome: Southampton Aerodrome, 

Report for week ending Oct. 27. 

Instructors: Fit. Lt. F. A. Swoffer and W. H. Dudley. 
Engineers: E. Lenny and J. Elliott. Aircraft: 

Flying Time: 20 hr. 10 min.; Instruction: 
Soloists : 3 (x hr. 15 min.); “A”. Pilots: 
2.(45 min.); Tests: 7 (35 min.). 

Notes.—The weather this week has been very bad and on Wednesday, 
and Friday the machines were unable to leave the hangar. 

On Thursday Lt. T. P. Coode, R.N., passed his height test. 

Our engineers did, a smart piece of work the other day. One of om 
Cirrus Mark II engines came off service with a cylinder-head joint 
blowing. The head was removed and replaced and the engine wat 
on service again before it had had a chance to get cool. [That's 
the stuff to give ’em.—ED.] | 

We were pleased to be visited again by Mr. I. G. Crammond, whe 
arrived on Sunday in his Avian, and by Messrs. Smith and Baker, 
who came in the slotted Gipsy-Moth (registered in -the name of the 
latter); also by Mr. Bert Hinkler, whom we last saw on the eve ol 
his remarkable flight to Australia. | 


The Suffolk and Eastern Counties Aeroplane Club. | 


Hamble. 


Grounc 
2 (OI and OH). 
20 (14 hr. 40 min.) 
7 (3 hr. 40 min.); Passengers : 


(Sec.: Major P. L. Holmes, D.S.C., The Aerodrome, Hadleigh, 
Suffolk. ] | 
Aerodrome: 2 miles E. from Hadleigh, Suffolk. | 
Report for week ending Oct. 27. | 
Instructor: G. E. Lowdell, A.F.M. Ground Engineers: “ CH ¥, 
Mayhew; “A,” G. Keeley. Aircraft: 3 (RE, SZ, and=@H)- 


“A 4 
40 min.) ; Tests: 


Flying Time: 12 hr. 50 min.; Instruction: 
Pilots: 6 (4 hr. 40 min.); Passengers: 12 
9 (45 min.), 

Notes.—One of our members, Mr. S. Schofield, has just returned from 
a trip to America. (No, not on one of the Club Bluebirds.) While 
there he did a considerable amount of flying and as a result of his 
training at Hadleigh was able to obtain an American Limited Com- 
mercial Licence, which calls for very exacting flying tests with 
simplified technical tests. This licence permits joy-riding for hire 
within a limited distance of a licensed aerodrome. ‘The idea might 
be worth following in this country as such a licence would bey ex- 
tremely useful in the Club world. 

Our friends in Hampshire will thus see- that our member has now 
returned and it will no doubt relieve them to know that he has got 
a little beyond his ‘‘ A” Licence stage. While he greatly appreciates 
the kind invitation to join the Hampshire Club he thinks that he 
prefers to stay here with three machines at his disposal for 6 hours 
a day rather than have 2 minutes a day, which is about all he os 
hope for when 411 members were sharing three machines. 


The Cambridge Aeroplane Club. 

The Cambridge Aeroplane Club is about to be launched as a branch 
of The Suffolk and Eastern Counties Aeroplane Club. This is at the 
express request of members and potential members who live in the 
Cambridge district and find Hadleigh rather a long way by Tfoad 
when they want to fly. As a start it is proposed to send a machine 
to Cambridge on Mondays and Thursdays. If, however, the demand 
arises, further facilities will be provided. An excellent aerodrome has 
been found on the Cambridge- Huntingdon Road and it is hopeato 
start the Club in active flying early in November. 

The Cinque Ports Flying Club. ; 

[Hon. Sec.: R. Dallas Brett, 3114, High Street, Hythe, Kent.) . 

Aerodrome: Lympne, Kent. ay 

Report for week ending Oct. 27. - 

Instructor: H. G. Travers, D.S.C. _Gtound Engineer : 
Aircraft: 1 (NN). 

Flying Time: 7 br. 55 min.; Instruction: 5 (6 hr. 45 min.); Pas 
sengers: 3 (30 min.); Tests: 4 (40 min.). 

Notes.—Our new pilot owner meme Mr. Law, commenced in 
struction this week. om 
_ Consequent upon some remarks in The Daily Mail, this Club fies 
entered into an Agreement with the Household Brigade Flying Club, 
the membership of which is restricted to serving officers of the 
Brigade of Guards, for special arrangements to be made for teaching 
their members who are drafted to the Canterbury Depot or to ‘the 
Small Arms School. The keenness of Guards officers is marked, and 
before this arrangement, we had four officers from the Canterbury 
Depot under instruction, two of whom have taken their licenses with 
this Club. These facilities have been extended in a modified form 
to cover all serving officers in the Resa Army who are doing me 
Course at the Small Arms School. 


9 (4 hr. 45 min.); 
(eiehes 


Sai age 


5 aaa Wynne. 
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Sq. Ldr. England is seen ~~ 


on the left on the slot-winged Moth. 
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At your Disposal 


HE EXPERIENCE WHICH AanpP 
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OUT TUBULAR CONSTRUCTION 
FOR THE BRITISH GOVERN- 
MENT AND ALL THE LEADING 
ATRGR AEE BUILDERS, IS 
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FOR THE SOLUTION OF YOUR 

AoGOOD -EXAMPLE OF ss TUBE PROBLEMS 
: PEP AIRCRAFT TUBE WORK | 17+ Ig AN EXPERIENCE COVERING, 


pee COMPREHENSIVELY, EVERY TYPE 
eee oe cotnim (LO PUBUEAR CONSTRUCTION 
A FINISHED LENGTH OF l44 APPLIED TO AIRCRAFT, FROM 1908, 
THROUGH THE WAR, RIGHT UP 
| TO DATE 


CONSULT AayoP ABOUT TUBES 


ACCLES & POLLOCK rp 


| Pee Pio aie CnAry LUBULAK GONSTRUCTION 
OLDBURY, BIRMINGHAM 


——— The De Havilland ‘‘Moth” is equipped with ——————— 
Zz Quick, Simple, Clean, Efficient. | 


Lighter than Adopted 
Screw-down by the 


HIGH PRESSURE LUBRICATION. | 


Tecalemit is standard on Armstrong Siddeley, Avro, Beardmore, Blackburn, Boulton & Paul, Bristol, 
De Havilland, Fairev, Gloster, Handley Page, Hawker, Short, Supermarine, Vickers and Westland 
machines, also on Bristol Jupiter, Bristol Cherub, Bristol Mercury, Beardmore & Cirrus A.D.C. engines 


TECALEMIT, LTD., 


LUBRICATION EXPERTS, 


MITRE HOUSE, SCRUBBS LANE, WILLESDEN, N.W.10. 
KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


é The Berks, Bucks and Oxon Aeroplane Club. 

(Hon. Sec.: Miss L. Cribb, 12, Highmoor Road, Reading. ] 

fhe Berks, Bucks and Oxon Aeroplane Club had the worst of 
luck on their opening Pageant on Oct. 27. But at any rate, they 
proved that the aeroplane is a practical transport vehicle, for thirteen 
good and true pilots arrived at the little temporary aerodrome at 
Swallowfield, five miles due South of Reading. It was a difficult aero- 
drome to find, and visibility could only have been worse in a fog. 

The machines present were,—EBYK, Mr. Broad; AABL, London 
Club, Mr. Matthews; AAAI, Mr. Malcolm; EBUR, Mr. McClure; EBOT 
(formerly Miss Spooner’s machine), Mr. Powis; EBZY, Mr. Peter 
Hoare; EBQE (the Shell machine), Mr. Shaw; EBRT, Mr. Jackaman;}; 
AAAL, Miss Spooner (her new machine with slots and a Gipsy en- 
gine); EBZF, Sq. Ldr. England. These are all Moths. Besides them 
there were EBZM, an Avro Avian lent to the Oxford University Air 
Squadron and piloted by Fit. Lt. Bruce; EBXN, a D.H.53 monoplane, 
Fit. Lt. Ragg; and EAJA, a 3-seater Avro, Mr. Miles of Shoreham. 

Considering the weather there was quite a good crowd, very much 
of the class which one sees at a hunt point-to-point meeting, that is 
to Say most of the local sporting people and the local rustics. De- 
spite an excellent ’bus service close to the aerodrome, very few towns- 
people took the trouble to come out from Reading. 

Although there was a proper printed programme, the events were 
rather of the go-as-you-please order, also thanks to the weather. The 
air race Over a set course had to be washed out because, as Mr. Broad 
said, somebody had stolen the turning-point. Mr. Broad gave one of 
his usual splendid displays of aerobatics under a ceiling of black 
cloud at about 500 feet. Sq. Ldr. England demonstrated the Handley 
Page slot with his usual efficiency. Lots of pilots took lots of people 
for joy-rides. And everybody was wet but happy. 

The Committee of the Club, the Chairman of which is Mr. Arthur 
Russell, of Swallowfield Park, close to the aerodrome, deserve hearty 
congratulations on the success which they have already achieved. 
They have all worked terribly hard, and they have already enrolled 
200 members. An encouraging fact is that Saturday’s Meeting pro- 
duced enough money to cover all the expenses. 
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After the flying was over, Mr. Arthur Russell and his elder brothe 
Sir Charles Russell, entertained a large. party of those concerned wil 
the flying at Swallowfield Park, and their hospitality certainly mo 
than compensated everybody for any discomforts they endured j 
getting to or at the aerodrome. Sir Charles and his brother have bee 
keenly interested in flying from the earliest days, and Mr. Arth 
Russell was at school with the late the Hon. Charles Rolls, hence h 
early interest in the sport. The B.B. and O. Aeroplane Club is fort 
nate in having such valuable backing at the start.—c. G. G. 


The Household Brigade Flying Club. 
For some months past those more intimately concerned with privai 
flying have known that there has been a movement towards formin 
a Flying Club composed of officers belonging to the Brigade of Guard 
The subject has been discussed confidentially, and anyhow, wh: 
the Brigade of Guards does is».very much a family affair and not ix 
tended for the delectation of the outside public. However, as th 
formation of this Club has been disclosed in print it may as we 
be recorded in THE AEROPLANE. At present the nucleus of the Clu 
exists at Brooklands and one gathers that those officers of the Guard 
who are already interested in the Club intend to have a kind of Flyin 
At Home at Brooklands on or about Nov. Io. 


That the Brigade of Guards should look favourably upon flyin 
is a good thing for British Aviation. Only about 25 years ago a 
officer of the Guards, or in fact of any really good regiment, wh 
took a vivid interest in motor-cars, was regarded as rather outsid 
the pale of decent society, or, if he happened to be a man otherwis 
of pleasing personality and of good family, he was at best regarde 
as being distinctly eccentric. Now, however, thanks possibly to th 
War 1014-18, flying is regarded as a game in which officers an 
gentlemen can engage without losing caste. Whatever the Guards d 
is always as done, and their example should bring many new privat 
owners into the net of Commercial Aviation.—c. G. G. 


[Unfortunately, owing to pressure on space, the reports of four clut 
have to be held over till next week.—ED.] 


COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
: ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 12; Monday, 15; Tuesday, 18; Wednesday, 17; 

Thursday, 18; Friday, 21; Saturday, 10. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich; London—Ostend—Brussels—Cologne 
turn: Machines 51, passengers 345, freight 19 tons. 

AIR UNION: 

Paris—London and return: 
tons, 

ele Vices 
Amsterdam—Rotterdam—London and return: Machines 12, passengers 
57, freight 4} tons. 

SABENA : 

Brussels—London and return: 
2 tons. 

DEUTSCHE LUFTHANSA A.G.: 
Amsterdam—London and return: Machines 12, passengers 36, freight 
2% tons. 

MISCELLANEOUS : 

British machines 7, passengers 3. 

Foreign machines 1, passengers 1. 

Total number of trips by British 
sengers. 


and re- 


Machines 25, passengers 74, freight 14 


Machines 12, passengers io, freight 


Machines, 58, carrying 348 pas- 
Foreign Machines, 62, carrying 177 passengers. 
COMPARATIVE PASSENGERS. 
Week ending Oct. 27: 
Machines, 120; Passengers, 525; Crews, 232; Total personnel, 757. 
Corresponding week, 1927: 
Machines, 90; Passengers, 430; Crews, 
Corresponding week, 1926: 
Machines, 68; Passengers, 175; 
Corresponding week, 1925: 
Machines, 83; Passengers, 213; Crews, 95; 
Corresponding week, 1924: 
Machines, 82; Passengers, 346; Crews, 102; 
Corresponding week, 1923: 
Machines, 64; Passengers, 
Corresponding week, 1922: 


161; Total personnel, sor. 
Crews, 85; Total personnel, 260. 
Total personnel, 308. 


Total personnel, 448. 


Crews, 95; Total personnel, 237. 


Machines, 52; Passengers, 210; Crews, 78; Total personnel, 288. 
Corresponding week, 1921: 

Machines, 43; Passengers, 112; Crews, 59; Total personnel, 171. 
Corresponding week, 1920: 

Machines, 64; Passengers, 128; Crews, 85; otal personnel, 213. 


Croydon Notes. 

All the arrangements for lLt.-Cdr. Glen 
departure for East Africa are complete, and the expedition 
should have left Croydon before these lines appear in print. 

Surrey Flying Services have rearranged the cabin interior 
of the Fokker monoplane, which is now equipped to take 
photographs and cinema films from the air, and is provided 
with stowage for provisions and the like. 


Mr. Drew, of Imperial Airways, is once again to pilot thisRussell La Fargue, of 7, Allen House, Kensington. 


MALLITE PLYWOOD| 


USED BY THE LEADING AIRCRAFr MANUFACTURERS 


THROUGHOUT THE WORLD. 


Kidston’s 


Telephone: Telegrams: 
Leia Manufactured to Specification 2.V.3 by Me 
(7) limes) LONDON. 


THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. 


machine, which will carry Lt.-Cdr. Kidston and a frienc¢ 
a cinematograph operator and a valet. 

An interesting arrival at Croydon last week was the littl 
Koolhoven F.K.41, brought across from Rotterdam on Tues 
day by Mr. Bramson, with Mrs. Bramson as passenget 
This is a very neat and simple three-seater cabin monoplan 
fitted with a 100 h.p. Siemens-Halske air-cooled radial engine 


The pilot on this machine is totally enclosed by a curve: 
windscreen of some cellulose material which even in it 
present new and clean condition does not give the cleares 
possible vision, and can scarcely be satisfactory in fain 
Apart from this detail the machine looks singularly pleasing 

Further specimens of this type, to be fitted with A.D.C 
Cirrus engines, are to be laid down forthwith. a 

The exodus of light aeroplanes bound Berlin-wards, note‘ 
in last week’s issue, has had its sequel in returns toward 
the end of last week. ie 

Mr. Neville Stack, who returned on Friday morning, havin; 
a machine with about eight hours’ petrol supply, and ai 
engine in perfect running order, and a wind of somewher 
round 4o m.p.h. at 2,000 ft., was sighing for fresh non 
stop records. But the suggestion that with the wind as i 
was Iceland was his only reasonable goal did not move hin 
to enthusiasm. 

The complainings of residents in the neighbourhood of thy 
aerodrome es to the nuisance caused by aeroplanes was thi 
occasion of a meeting held on Friday morning. It wai 
attended by Sir Sefton Brancker and Mr. Bertram on th 
part of the Air Ministry, by representatives of all the regula’ 
aircraft operating firms at Croydon, and by one representa 
tive of the complaining residents. ‘ 

No information as to what: passed at this meeting has beet 
released for publication, but there seemed to be an impres 
sion in some quarters that the Director of Civil Aviation— 
possibly by way of atonement for a much-criticised remarl 
made on a recent and somewhat similar occasion—had show1 
himself unnecessarily ready to accept the complainants 
view of the case. a. 


PERSONAL NOTICES. 


BIRTHS. 

ROBB.—On Oct. 25, at Ketton, near Stamford, to Bessie (née John 

ston), wife of Sq. Ldr. J. M. Robb, D.S.O., D.F.C., R.A.F.—a daughter 

WINGFIELD.—On Oct. 10, at Lincoln, to Dorothy May, wife 0! 

Cecil P. Wingfield, Flg. Off., R.A.F.—a son. 
MARRIAGE, 

ARCHER—LA FARGUE.—On Oct. 27, Fit. Lt. Gordon Archer, RAF. 

to Marie Beryl Valentine, only daughter of Mr. and Mrs. Frederic 
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“THE DEEP DAMNATION OF HIS TAKING OFF.” 


(SHAKSPEARE 


“"acbe'h.) 


TAILS UP!—A Fairey Flycatcher of No. 403 (Fleet Fighter) Flight in H.M.S ‘‘ Hermes” being rescued off Kai Tak 
where the R.A.F. Base is stationed. The engine cut out when the machine was taking-off. The pilot escaped with a ducking. 
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ON TEN YEARS OF PEACE. 


When the Armistice with Germany was signed on 
November 11, 1918 (ten years ago ‘‘ come Sunday,” as our 
proyincials say) most of those who are to-day officers and 
men of the Royal Air Force were small boys at preparatory 
schools. Yo most of them the so-called Great War is a dim 
memory in which a scarcity of sugar and butter and cakes 
and a superfluity of dark-coloured bread is mingled with 
visions of their grown-up friends and relations being dressed 
in khaki or dark blue, and a hazy recollection of being 
listurbed at nights or scared in the day-time by air raids. 

Those who are a little older may remember how Mr. 
Uloyd George and his followers prated about ‘‘ a war to end 
var”? and about making England “a land fit for heroes to 
ive in,’—the latter an unfortunate phrase which not long 
uiter the outbreak of peace made a beautiful opening for 
lumorists to remark that under such a Government nobody 
‘xcept heroes could live in it. And some may even remeinber 
| recruiting poster of the kind which would now be 
leseribed as ‘“‘ wet,” in which a small boy of their own 
ge was shown (hypothetically in the period of to-day) 
sking impudently, ‘What did you do in the Great War, 
addy,” One wonders whether any officers of to-day have 
en spanked for asking that question eight or nine years 
go. 

The idea of war to end war was so’ grotesque that only 
he most gullible of people could have been taken in by it. 
lan being by nature a predatory animal everybody who was 
t all able to think recognised that the great lesson of the 
reat War was that the best policy, as always, is in time 
f peace to prepare for war. 

To-day, practically ten years after the fighting euded, we 
re in a better position to learn the lesson of the war than 
‘e were immediately after the Armistice. At that time 
1e people of all nations, men, women and children, were 
xhausted by a war which was one of the shortest but 
ertainly one of the most strenuous wars in history. Not 
nly the fighting men but the workers in factories and 
tose who worked for them were thoroughly worn out. 
1 fact, so far as England was concerned, the people at 
ome were physically weaker than the troops in the field, 
scause the best of our food very rightly went to the troops. 

Consequently, when the fighting stopped all that every- 
dy wanted, after the first gigantic spree of celebrating the 
tmustice, was to sit down and rest and recuperate. Prac- 
sally everybody was suffering from war nerves in one way 


or another. All our industries had to be reorganised, and 
for a year or so something very like chaos existed, though, 
thanks to the British genius for keeping our heads in an 
emergency, it was a fairly orderly chaos. 

To-day, in spite of the croaking of pessimists and their 
continual moaning about our masses of unemployed and our 
supposedly bad state of trade, the fact remains that we are 
the best fed, the best housed, the best amused and all round 
the most contented people in the World. We may not be 
so well paid in actual money as are the Americans, but our 
money buys more. 

OUR SERVICES TO-Day. 

We still have the biggest Navy in the World and the 
biggest Empire for it to serve. We may not have the 
biggest Army in the World but ours is certainly the best 
equipped and the most highly efficient. And we may not 
have the biggest Air Force in the World, but the R.A.F. 
is certainly better organised, better trained, more experienced, 
and mounted on more reliable aeroplanes than is any other. 

All of us lost many of our closest and dearest friends and 
relatives during the war 1914-18. The Nation as a whole 
lost in the first year or so of the War the flower of its 
manhood, thanks to our ridiculous system which relied on 
a volunteer Army instead of on conscription. And yet there 
is perhaps reason in the argument that none but a volunteer 
Army could have stood up to what the old British Regular 
Army and the first drafts of Territorials and volunteers 
endured during those early months when we were over- 
whelmed and defeated but never beaten. And afterwards, 
when conscription was introduced, conscript for conscript 
our men were still the best. 

To-day, now that the children who were at school when 
the Armistice was signed are grown men and women, we 
see how false were the ideas of those who told us that the 
men who died in the early part of the War could never be 
replaced, and of those who told us that the sufferings of 
the war would kill the spirit of war in the Nation. 

Those who have the privilege of knowing the younger 
officers and men of the Fighting Services to-day know that 
physically they are as good as any men we have bred in this 
country ‘since, hundreds of years ago, the British Isles 
first became a menace to the peace of Europe, or, alter- 
natively, since we became the fighting power which butted 
in on Kuropean wars and put an end to them by force of 
arms when they interfered too seriously with our ‘I'rade. 
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TEN YEARS AGO—The 


Was at that time equipped. 


Commanding Officer and Non-commissioned Officers of No. 24 Squadron 
1918. In the background are some of the machines, $.E.5as (180 h.p. Viper engines) with which the Squadron 
The C.O, is the late Sq. Ldr. 


i SS cide 


in France in 


Vivian Robeson, who, with Group Capt. M. G. 


Christie (now our Air Attaché in Berlin) was the founder of the R.A.F. Dinner which is held annually on the 
eve of the R.A.F. Display. 
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And those same young men, who physically are such fine 
fighting material, are in spirit just as ready for another 
war as were the men of their age fourteen years ago, oF 
forty years ago, or four hundred years ago. 

Intellectually the young fighting men of to-day are better 
equipped than were their fathers or their ancestors. One 
who knew the old Army well, and knows the new Army 
equally well, remarked the other day that the private soldier 
of our mechanised forces to-day is a better educated man 
than was the N.C.O. or warrant officer of the days before 
August 1914. And in saying this he meant not only that 
the soldier of to-day can read aud write better but that he 
has an all-round grasp of international aftairs and of the 
theory and practice of war such as was unknown in soidiers 
of the previous generation. 

From certain of one’s surviving friends of the Navy one 
gathers that the Lower Deck ratings of to-day are equally 
far in advance of the Navy of ten years ago. And, what 
is even more important, the rising generation ot Naval 
officers, even up to the rank of Post Captain, 1s now dis- 
tinctly threatened with intelligence and has even reached 
the stage of understanding not only the limitations but the 
possibilities of aircraft in Naval warfare. 

As to the Air Force itself a comparison between the 
youngest officers and men to-day and those of 1914 would be 
utterly unfair. Iourteen years ago the Royal Naval Air Ser- 
yice and the Royal Flying Corps were merely experiments. 

‘The R.N.A.S. was so experimental that it had practically 
no two machines alike. Those who want to see what its 
equipment was like are recommended to read Snowden 
Gamble’s “ Story of a North Sea Air Station.” The REET 
was experimenting with standardisation of experimental 
machines produced by the Royal Aircraft Factory of Farn- 
borough, or by French manufacturers. 

he officers of the R.N.A.S. were a mixture of the R.N., 
R.N.R., R.N.V.R., and a few civilians, and the men were 
Naval ratings. The officers of the R.F.C. were regular 
soldiers, Militia and Territorials with a few civilians brought 
in as Special Reserve officers. The men were Sappers brought 
in for their mechanical knowledge, Guardees imported to 
impart discipline, and odd civilians with mechanical and 
aeronautical leanings. 

‘To-day the R.A.F. is certainly by far the finest force of 
its kind in the World. ‘he older officers and warrant officers 
and N.C.O.s are men with war experience. Those of them 
who were regular soldiers or pukka R.N., while remembering 
the best of the manners and customs of their old Services, 
have grown up with the new spirit of the R.A.F. which 
was born during the War. Those who came in straight off 
the street, as it were, during the War have absorbed with 
the traditions of the R.A.F. the spirit of the Senior Services. 

The Cadet College at Cranwell is giving to the R.A.F. 
officers with permanent commissions who are in every way, 
socially and intellectually, the equals of the officers in the 
senior services. The School of Aircraft Apprentices at Halton 
is producing airmen who (one says it with a full sense of 
responsibility) are superior to the non-commissioned ranks 
of the Senior Services in education, social position and de- 
portment. 

The Short-service officer of to-day is much more carefully 
selected than he was six or seven years ago. He has an ex- 
cellent system of vocational training at his disposal if he 
cares to use it. And he has the advantage of an Employment 
Board to find him a suitable job at the expiry of his term 
of service. Airmen who have been enlisted direct without 
passing through Halton, are also of a high class and have 
opportunities for education, with good prospects of employ- 
ment on leaving the Service. F 
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The young R.A.F. has its faults. Heaven knows non 
of us is free from faults,—even the Church quarrels over it 
Prayer Book. But taking it all round the R.A.F. to-day is 
after ten years of peace, just about the finest Fighting Ser 
vice that has ever existed in the World. And it is abou 
our best insurance against war. . 

A CORNEK OF HISTORY. 

But there is perhaps one matter in which the younge 
officers and men of the R.A.I*. to-day are not so fully in 
structed as they might be. And that is precisely how nimc 
was done by their predecessors who fought and died betwe 
August, 1914, and November, 1918, or survived the Arm 
to face an apparently bleak and empty peace. Fortunately 
some official person was moved very shortly after th 
Armistice to compile some facts and figures concerning ou 
work in the air during the War. This was published by th 
Air Ministry, under the date Jan. 1, 1919, as Comman 
Paper roo, with the title “A Synopsis of British Air Effo 
during the War.’’ ‘This publication is now unobtainable, b 
fortunately it has survived in the printing works oj 
AEROPLANE. ‘The story is rather curious and it is perhap 
worth the space which it takes to tell. Se 

The historical value of the facts and figures was recognise 
when Command Paper 100 was produced, and it was p 
into type with the intention of publishing it in Tum Aprc 
PLANE. Unfortunately with the coming of peace there cam 
also a cutting-off of aircraft contracts and, as a natura 
sequence, the cutting off of advertisement contracts in T 
AEROPLANE. ‘This entailed the cutting down of the number c 
pages of reading matter in THe AEROPLANE. And so ther 
was never room for Command Paper 100, for things kept o 
happening in aviation and current news had to be given pre 
cedence over recent history. i 

_Very shortly after Command Paper 100 appeared, a recor 
of the work of the German Air Arm during the War appeare: 
in the Illustrierte Flug-Welt of Leipzig. This was translate 
by a correspondent of THe AgROopLANE and was also put int 
type. It likewise had to be left unpublished in the post-wa 
slump. were 4 
_ Some three or four years ago one was going through wha 
is called in the printing trade the “ over-matter ”? or “ stanc 
ing matter’ of THe AEROPLANE, and one came across thes 
two records of the Air Forces of Great Britain and Germany 
They had been in type for six or seven years, so it struc 
one that they might just as well remain in type for anothe 
three or four years and appear as nearly as might be on th 
tenth anniversary of the Armistice for the education and ed 
fication of those who were too young to have been intereste 
in them when they were published. eo 

One presents them herewith in the very certain hope tha 
they will now be appreciated at their true value.—c. Gc. 6. 


A SYNOPSIS OF BRITISH AIR. EFFOR 
DURING THE WAR, | | 


i. Development of the British Air Service. 


EARLY ORGANISATION. 3 
On August 5th, 1914, the British Air Service consisted of 
Naval wing, known as the R.N.A.S., a Military wing, know 
as the R.F.C., and a Central Flying School. The Naval win; 
which was controlled by the Admiralty, comprised an airshi 
squadron recently taken over from the Military wing, and 
acroplane and seaplane squadrons with a total of 93 machine: 
The Military wing, which was controlled by the War Offic 
comprised 4 aeroplane squadrons with a total of 179 machine: 
The two wings had a total combined personnel of 197 officet 
and 1,647 other ranks. The squadron was the tactical unii 
and still remains so. 
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_ Unprecedented 
: Reliability 
Four Supermarine- 
Napier flying boats, each 
fitted with two Napier 
engines, recently flew 
from England to Aus- 
alia, round Australia, 
nd back to Singapore 


Another Triumph 
for NAPIER 


HE World’s fastest speed—319.57 m.p.h—was achieved on 
Nov. 4th by Flight-Lieut. D. D’Arcy Greig, D.F.C., A.F.C, R.A.F, 
flying a British-built Supermarine-Napier Seaplane fitted with Napier 
aero engine. _ | 
Never before has any human being travelled at such a high rate of speed. 
This speed was achieved at Calshot, near Southampton, the timing 
being carried out by officials of the Royal Aero Club of Great Britain. 


The engine which made it possible for Great Britain to achieve the 

fastest speed ever attained was the same as that fitted tothe Supermarine 

eaplane which won the Schneider Trophy for Great Britain at Venice 
— in September 1927, the— 


4 covering 184,000 engine 
iles without trouble 


new nemaaom maa me mw ft 
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The Royal Aircraft Factory at Faraborouzh was mainly en- 
gaged on experimental work, and the bull of the machines and 
equipment for the Air Service was supplied by private manu- 
facturing firms. 

On the declaration of war some additional squadrons were 
hastily formed by the R.N.A.S. from all available sources in 
the country, and certain cross-Channel and other vessels were 
chartered and converted into aircraft carriers. Two squadrons 
of aeroplanes manned by the R.N.A.S. were sent to Belgium 
with the Naval Division to attempt to defend Antwerp, and the 
aircraft flown from the carriers undertook ihe protection of the 
ship channels off the East Coast of England from minelaying, 
and made attacks on the German Frisian Coast. 

The squadrons with the Naval Division constituted the nucleus 
of the force which was later formed at Dunkirk, under naval 
control, for the attack of the bases at Zeebrugge and Ostend, 
The employment of the small aircraft carriers originated the 
practice, since largely developed, of carrying aircraft in men-of- 
war, in lighters, and in special large aircraft-carrying ships 
attached to the Fleet. 

At the same time, all pilots and machines of the Military 
wing, available for service overseas, were mobilised and con- 
cet:trated at Dover, and on August 13th, 1914, 4 squadrons (56 
machines) of the Military wing, accompanied by an aircraft 
park, proceeded’ to France. The machines tanded at Amiens, 
flew to Maubeuge, where there was an uerodrome, and at once 
commenced work in co-operation with the British Expeditionary 
Force. 

These squadrons played their part in the retreat from Mons 
and suffered heavy casualties both in personnel and machines, 
but with the advance to the Aisne sufficient reinforcements were 
sent out from home to make good the wastage and to permit 
of expansion, so that by the end of November, 1014, there were 
6 squadrons in France, which were then divided into 2 wings 
of three squadrons each. This wing system of organisation was 
continued, and as further squadrons were sent to France new 
wirgs were formed, the administration of which was throughout 
191s centred in Headquarters, R.F.C., France. With a con- 
tinued increase in numbers it was found that this method of 
administration was unwieldy, and in January, 1916, the first 
R.F.C. Brigade was formed. 

The organisation was now found to work satisfactorily, and, 
on the conclusion of the Armistice, the Royal Air Force operating 
with the British Army in France consisted of 6 brigades, com- 
prising 17 wings, 84 squadrons, 5 special-duty flights, and 26 
miscellaneous units. 

The development of the Home organisation, to keep pace with 


the ever-growing requirements in various theatres of war, pre- | 
sented a problem of extreme difficulty, as the dispatch overseas 
in August, 1914, of all the immediately available machines and 
pilots left only a small nucleus behind upon which to build. 

: MACHINES AND ENGINES. 

The builk of the machines were supplied by 8 private firms 
who built to either Government or private design, and the -re- 
mainder were produced by the Royal Aircraft Factory at Farn-| 
borough. The orders placed with the contractors had been. 
given under peace conditions, and were very small, particularly 
as the Government design of aeroplanes was, at the moment 
in a state of transition. 4 

The supply of engines presented a task of equal difficulty. On 
the outbreak of war, the aero-engine industry was practically 
non-existent ; lack of experience, lack of skilled labour, and lack 
of suitable plant made its organisation and development at high | 
pressure an extremely arduous undertaking. None the less, 
steady progress was made, and in 1918 Englaad possessed the 
largest and most efficient aircraft industry in the world. = | 

Sonie idea of the growth of aeroplane end engine production | 
during the war may be gathered by reference to the Appendix. | 
PERSONNEL AND TRAINING. i | 

Linked with the difficult problems of the supply of aeroplanes, — 
enzines, and other technical material were equally difficult , 
problems involved in the supply of highly specialised perso ‘ 
Chief among the latter was the question of the supply of p | 
For these, the main source was the Central I'lying Sch 
Ufavon, which had accommodation for about 40 pupils, 
from which many of the serviceable machines had necess 
been taken for the first overseas expedition. During the 
siz months of the war, instruction was further hampered by 
the scarcity of experienced instructors and by the fact that there 
were only 4 Government aerodromes in the British Isles. Civilian | 
flying schools were pressed into use and fresh service stations | 
constructed, with the result that by May, 1915, training was 
being carried out at 11 stations, and 234 officers were actually 
urder instruction. In May, 1916, 15 training stations. were in 
full working order and a further 10 in course of construction, 
with 963 officers and other ranks under flying instruction. In 
the same year, schools of military aeronautics were opened at 
Oxford and Reading, and, in addition to flying instruction, a 
high standard of technical education was aimed at. By March, | 
1917, there were 32 training stations in existence, 15 more under | 
construction, and a school of special flying for training in- 
structors. Cadet wings were started to deal with the influx of 


pupils, and special schools of aerial gunnery, aerial fighting, and 
artillery and infantry co-operation were established. 


2 { 


APPENDIX. 
PERSONNEL, 

ee 
August 1914. December 1916. December 1917. October 1918. | 
Other | ; Other ; : Oth ae | 
Officers Ranee as Total. | Officers, NS. Total. Officers. Raabe: Total. Officers oe. Tota | 
—s ~< — | 
R.F,C. 147 1,097 1,244 5,982 595195 57,897 | 15,522 98,738 114,266. 1 eee | 
RN,A.S. 50 550 600 2,764 26,129 28,893 | 4,765 43,050 47,815 ve 2 | 
R.A.F, os uy see te oo os see 27,906 263,842 291,748 | 
Total 1,844 86,790 162,075 291,748 


SE SSS SSDS 
| 


MACHINES AND ENGINES ON CHARGE 


August I9r4. ° January 1917. January 1918. October 1918. 
eb ee ee SAS | 
. . . . | | 
Machines. | Engines. Machines. Engines. Machine, Engines Machines. Engines. | 
|e S mM | 
RAF. wera 3,929 6,056 8,350 11,7 ; 
’ , ’ ’ 55 . 
R.N.A.S 93 | 1,567 3,672 2,174 6,992 | se | 
R.A.F. se | es =i a ae 22,171 | 
Total 272 | 51496 9,728 11,09! 21,657 22,171 ; 


Output oF MACHINES AND ENGINES, 


ee RS SST 
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August 1914 to May 1915 June 1915 to February 1917 March 1917 to December ror anuary 1918 to October 1918 
(10 months). (21 months). (10 months). a J ie a months), *e | 
os S es ES ; 
Machines. Engines. Machines, Engines. Machines, Engines. Machines. Engines. 
— = — = > . ea 
RAE. 530 I4I 7,137 8,91 12,2 ; 
R.N.AS No record. No record. No record. No Eeeee ase we a 
R.A.F an tee 26,685 29,501 
5 —— 
75137 8,917 13,521 13,979 26,685 29,561 | 
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Above. The Fairey “Campania” 
seaplane, one of the early types of 
Fairey aircraft produced in 1917- 
1918, and extensively used by 
the Royal Naval Air Service 


1928 


Right. The Fairey III.F. all-metal 
General Purpose type aircraft. 
One of the latest types now in 
production, the III F. is a standard 
R.A.F. type in both its General 
Purpose and Fleet Air Arm forms. 


During the period covering the 
last ten years many Fairey air- 
craft have been evolved and 
great numbers have been built 
and supplied for use in Air Forces 
throughout the world. Many 
hundreds of machines have been 
commissioned in the Royal Air 
Force alone, and it is significant 
that at the present moment, there 
are six different types of Fairey 


TEN 
YEARS 
PROGRESS 
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aircraft employed in this Service 
as standard equipment. Apart 
from the vast strides made 
in design, manufacturing pro- 
cesses have also reached a very 
high stage of development, par- 
ticularly with the general adop- 
tion of metal construction, which 
offers many structural advantages 
besides the facility with which it 
lends itself to large production. 


The Fairey Aviation Company Limited, 
Hayes Middlesex 
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LATER ORGANISATION. 


In February, 1917, an attempt was made to 1¢medy these de- 
fects by the formation of an Air Board, spon which the Ad- 
miralty and the War Office were represeited. Al! questions of 
supply were at the same time placed under an Aircraft Pro- 
duction Department of the Ministry of Munitions, which success- 
fully solved this difficult problem. The Air Board became re- 

’ spensible for the desiga and allocation of aircraft and accessories, 
but the actual administration of the two services remained 
separate. Although this was an improvement on the old system, 
it was found that there was still considerable duplication of 
effort and waste of energy, and it was finally decided to amal- 
gamate the two air services and to place them under one central 
control. Accordingly, in January, 1918, a Sccretary of State 
for Air was appointed, and the Air Board was reconstituted as 
the Air Ministry to take over the administration of both the 
naval and military, air services, which were amalgamated to 
form the Royal Air Force in April, 1918. Prior to this amal- 
gamiation, the organisation of the Royal Flying Corps at home 
consisted of a training division comprising t99 squadrons ard 
13 schools. The schools were directly under the training divi- 
sion, and the squadrons were organised into 4 training brigades 
with 22 wings. The R.N.A.S. consisted of a number of groups, 
which were administered directly by the Admiralty. -It was 
recognised that both these systems were capable of considerable 
improvement, and a new organisation was set up. Great 
Britain was divided into 5 areas under ihe direct control of the 
Air Ministry, but each area was responsible for its own internal 
administration, and was sub-divided into training and operational 
gi oups. 

Turning to the developments in the general organisation, it 
will be remembered that for the first two and a half years-of 
the war the expansion of the fighting air services was developed 
to a large extent by the Navy and Army along parallel lines, 
and there is no doubt that the existence of these separate air 
service organisations resulted not only in considerable un- 
necessary expenditure, but also in confusion and delay in obtain- 
ing supplies. 

In addition, Egypt and Canada were proviled with training 
facilities, and by December, 1917, there were 78 training squad- 
rons at home, 15 in Canada, and 5 in Egypt. On the conclu- 
sion of the armistice there was a total of 199 training squadrons, 
and the pupils under instruction, inclusive of .adets, numbered 
30,000. 21,957 pilots have been trained and graduated as 
efficient for active service, and, though the training of pilot 
and observer personnel has been one of the J:eaviest responsi- 
bilities of the Air Ministry, it is believed that the British system 
of training is the best that has yet been evolved. We have also 
rendered assistance in this respect to all »ur Allies, especially 
to the Americans, who have adopted our systeyn. In the early 
days of the war, the urgency of the demand rendered it neces- 
sary for pilots to go overseas immediately they had reached the 
minimum standard of efficiency, and 5 hours’ solo flying quali- 
fied a pilot for France. This minimum time was gradually 
raised, and at present the official minimum is 35 hours, including 
5 hours on the service type of machine to be flown overseas, 
and, in fact, very few pilots have done Jess than 50 hours before 
they are sent on active service. Apart from the actual instruc- 
tion in flying, pilots and observers receive a specialised training 
for the particular work they have to do in connection with 
reconnaissance, aerial fighting, spotting and nombing for the 
Fleet, anti-submarine, and Army duties. The improved efficiency 
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obtained from this scientific mode of trainiag has been one 
the principal factors in the attainment of the air supremacy. 

In addition to the training of flying and observer personn; 
it has been necessary to establish a number of technical schoc 
ia which equipment officers and other sanks receive suitak 
training in the various specialised branches of their work, su 
as engine construction, wireless telegraphy, photography, arm 
ment, navigation, etc. In the Appendix wi!l be found a tab 
setting forth the growth in personnel of the British Air Seryj 
since 1914. Then it consisted of 197 officers and 1,647 oth 
ranks, whereas to-day there are 27,906 officers und 263,842 oth 
ranks. [Notr.—‘‘ To-day”? means Jan. 1, 1919.—C. G. G.] 

It is under this new organisation that the main developme: 
in the air service has taken place, and it is claimed that 1 
results achieved in all theatres of war, as well as in hon 
defence, have more than justified the establishment of the Roy 
Air Force as an independent fighting force of the Crown. 

It is not possible in this brief review of the development | 
the air services to enter into any great detail, nor has it bee 
ccnsidered necessary to describe or to trace very closely tt 
successive steps in its growth. It may he interesting, howeve 
to give some few details of the development and achievemen 
of the air services in the various theatres of war :— 


2. Co-operation with the Army. 
WESTERN FRONT, 

In this theatre, the British air service has expanded from 
squadrons to 84 squadrons, with 5 special-duty flights and - 
miscellaneous units, such as aircraft parks, repair depéts, et 
Owing to the difficulty of collecting detailed records from son 
of the earlier-formed units, and the fact that many records ha‘ 
either been lost or destroyed, it is impossible at the moment | 
give any accurate summary of operations in the air previous | 
July, 1916. Since that date careful records have been kept, ar 
will be found collected in the Appendix. It is worth notin 
that, from July, 1916, to November 11th, 1918, the Royal A 
Force on the Western front (including the Independent Forc 
destroyed or brought down 7,054 enemy aircraft, dropped 6,9- 
tons of Lombs, flew over 900,000 hours (nearly 103 years), ar 
fired over 104 million rounds at ground. targets. 

In addition to the work of the main force working with tl 
armies on the Western front, the operations cf the Independe: 
Force, R.A.F., are worthy of special mention. During 109) 
and 1915 isolated raids were made by the R.N.A.S. on Cuxhavei 
Diisseldorf, and Friedrichshafen, but shortage of material ar 
other difficulties made it impossible to keep up sustained effort 
In October, 1917, the 8th Brigade, R.F.C., was formed | 
operate from the Nancy area against the German chemical ar 
iron industries. This brigade accomplished much valuable a" 
but only consisted of 3 squadrons, and on April 1st, 1918, whe 
the Royal Air Force came into being, the Air Ministry immed 
ately recognised the great possibilities of a policy of strateg 
interception, as weli as the opportunities for striking at : 
meral of the German nation. Every effort was made to bui 
up and maintain in the field a powerful striking force to execu’ 
a series of systematic raids on the key munition and chemic: 
industries of Germany. Accordingly, on June 8th, 1918, t! 
Independent Force, Royal Air Force, was constituted, and 4 
3 squadrons of the original 8th Brigade, R.F.C., were gradual 
increased to 10. Of these, 5 were for day bombing, 4 for nig! 
bombing, while the roth consisted of scouts for the protectic 
of the raiding formations and for defensive operations again 
the enemy fighters. 


RESULTS OF OPERATIONS IN THE AIR 
SSS SSS SSS SSS SSS Sansone 


pes January 2, 1918, to November 1, 1918. 
u H 5th Group : : 
eer Peas see eae ant Naval Italy. Egypt. mestee Salonika. | Palestine. Pe Total. | 
: ; : nits, Q : 
Rosey tenracaeamyatedl. Sey fa) 8 9 BG eS oS q 
> ah) ) 

or driven down | 
Our machines missing ... 1,484 549 134 I 8 2 a 2,810 
Bombs dropped ... (tons) 6,402 ei 662 os re me 30 oe 30 7.945 
Hours flown 6 ihe 889,526 11,787 39,102 25,206 7,022 7,862 23,417 21,848 579 1,016,346 
Roubye aeed at ground| 10,238, 182 353,125 ee 222,704 50 937 107,563 193,354 735 550 7,527 | 11,858,137 
Eboteeracee taken Ae 401,375 3 682 3,440 14,596 8,135 66,720 15.587 27,039 542 5911 4 
Enon alloons brough 258 fe as ae re oye a ace Fe 25 
own | 


Note.—Records are not available of the results obtained by Expeditionary Force, Western Front, prior to July 1916, or by 5th Group and Naval 
Units, or in Eastern Theatres prior to January 1918. The absence of th se records, however, will not materially affect the totals shown as regards 
enemy aircraft accounted for, our machines missing, or the weight of bombs dropped, owing to the comparatively recent growth in intensity of 


aerial fighting and the smaller number of aircraft engaged. 


[EpirortaL Nore.—The figure for ‘ Our machines missing” refers to those lost over the enemy’s side of the lines, and does not include 
And no figures are available which give the casualties of the R.N.A.S., R.F.C., or R.A.F.] 


those shot down in our own tefritory. 
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The “él RR U S* Again ! 


iy The Times,” 25th Oct. 1928. 


NON-STOP FLIGHT, LONDON TO BERLIN 
A LIGHT AEROPLANE RECORD. 


The Simmonds “ CIRRUS-SPARTAN. ’ 


“A Simmonds ‘CIRRUS-SPARTAN’ aeroplane, piloted by Mr. H. W. R. 
Banting, with Lieutenant-Colonel L. A. Strange as passenger, created yesterday 
what is stated to be a world’s record for a non-stop flight by a light aeroplane 
with passenger. The machine, with 50 gallons of petrol on board, left Croydon 
Aerodrome at 6.30 a.m. and reached Berlin in direct flight at 12.45 p.n. 

The aeroplane is the same one as that piloted by Flight-Lieutenant Webster 
in this year’s King’s Cup Race, and is of special interest because it is fitted with 
interchangeable wings and control surfaces. Only a little more than half the 
fuel was expended on the flight. The engine used was a standard A.D.C. 
Cirrus Mark III, developing 85 horse power.” 


“The Sundty Times,” 28th Oct., 1928. 
NON-STOP FLIGHT, LONDON TO BERLIN. 
“The Simmonds ‘CIRRUS-SPARTAN’ which on Wednesday last made 


the world’s longest non-stop flight for a light aeroplane, carrying pilot and 
passenger, by flying direct from London to Berlin, yesterday repeated this 
remarkable feat by returning non-stop with the same crew from Berlin to 
London in under six hours.” 


“The Times,” 20th Oct., 1928. 


RECORD LONDON TO BERLIN FLIGHT. 


The Avro ‘“CIRRUS-AVIAN.” 


“Captain Neville Stack, who made the first flight to India in a. light 
aeroplane, made to-day what is claimed to be record time for a non-stop flight 
in a light aeroplane, and possibly in any aeroplane. 

He was bringing an urgent message from London to the A.D.C. stand at the 
International Aeronautical Exhibition in Berlin. In an AVIAN light aeroplane 
fitted with a Cirrus Mark III engine of only 85 h.p. he covered the distance of 
over 1,000 kilometres (620 miles) between London and Berlin without a stop 
in 4 hrs. 52 mins.” 


fit a 


“CIRRUS,” The Proven Aero Engine. 


Manufacturers :— 


A.D.C. AIRCRAFT LTD., 


CIRRUS AERO ENGINES LTD. 
Regent House, 


89, KINGSWAY, LONDON, W.C.2. 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Telenho ‘e— Constructors of ‘‘ CIRRUS "’ and “NIMBUS” Aero Engines. Cables — 
| Holborn 4073. Constructors of ‘“MARTINSYDE” Types of Aircraft. Airdisco Londen. 
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The effect, both morally and materially, cf the raids on Ger- 
man territory carried out during the summer of 1918 can hardly 
be over-estimated. The utterances of the German press and 
public bear eloquent testimony to the results of the new policy, 
and it is known that the German High Command were com- 
pelled to recall at least 20 fighting squadrons from the Western 
front, and to immobilise a large number of ground troops to 
man anti-aircraft batteries and an elaborate system of search- 
lights and balloon barrages. In fact the policy was so success 
ful that when the Armistice was signed on November 11th 
1918, it was intended to increase the Independent Force to a 
total of 48 squadrons by the end of May, 1919. 


DaRDANELLES. 


The Air Force in the Gallipoli campaign was supplied entirely 
by the R.N.A.S. In spite of many and severe hardships and 
almost insuperable difficulties in regard to transport, supply, and 
workshop and repair arrangements, muvh excellent work was 
accomplished, particularly during the latter stages of operations. 
In addition to the normal duties of co-operating with the Army 
and the various units of the Fleet, the R.N.A.S. was called upon 
to photograph the greater portion of the Peninsula for map- 
making purposes, and by means of these photographs the first 
very inaccurate maps were corrected. 

Constant bombing operations were also carried out on various 
objectives on the Peninsula and in the Straits, and frequent 
raids were made on the enemy’s lines of communication, on the 
mainland, and upon Constantinople itself. 

The Dardanelles campaign was essentially a joint enterprise, 
and the fact that the Royal Naval Air Service was able to supply 
the needs of both Navy and Army is a tribute to its efficiency 
und adaptability. A single intelligence system was maintained, 
und the photographs and observations were distributed to both 
the naval and military Staffs. Further, it is not too much to 
claim that the success of the evacuations from Suvla and Helles 
were, in a considerable measure, due to the reconnaissance and 
patrol work of the R.N.A.S. It was in this campaign that 
torpedoes were for the first time carried by aircraft, and three 
enemy ships were destroyed in the Dardanelles by this means. 


MIDDLE East. 

While the development of the R.F.C. was in progress in 
France, development on a similar, though smaller, scale, was 
taking place in the Middle East. ‘The organisation in this theatre 
began in connection with the Turkish operations against the 
Suez Canal early in 1915. As soon as the intended attack on th: 
Canal became known, a flight of aeroplanes was made up by 
taking two machines which were on their way to India, and a 
few others which happened to be in Egypt for exhibition pur- 
poses. By the autumn of 1915 this fiight had been expanded to 
a squadron and dispatched to Mesopotamia, while one other 
squadron sent from England took its place in Egypt and became 
the nucleus of expansion for the Middle East. A training organ- 
isation was set up in Egypt, new units were trained, and early in 
1916 the wing in Egypt was able to detach. a squadron to 
Salonica. The organisation continued to develop, and in July, 
1916, was formed into a brigade with three Service wings in 
Macedonia, Sinai, and Mesopotamia respectively, a training wing 
in Egypt, and a squadron in East Africa. In 1917 the Middle 
East Brigade became a Major-General’s Command, and in Octo- 
ber, 1918, consisted cf :— 


A PEACE:-TIME INSPECTION. 


One of the Supermarine Southamptons 


Egypt.—1 training brigade of § squadrons, 3 schools of speci: 
flying, 1 cadet wing, 1 school of military aeronautics. 

Palestine.—1 brigade of 7 squadrons. 

Mesopotamia.—1 wing of 3 squadrons. 

Macedonia.—1 wing of 3 squadrons. 

In addition, the Command included 1 aircraft depot, 3 airera! 
parks, 1 aircraft factory, and a number of engine-repair section: 
Details of the achievements of these units in their respectiy 
theatres will be found in the Appendix. 

IvaLy. 

The British Air Service did not operate on the Italian fror 
until November, 1917, after the Italian retreat from the Isonz 
when the Italian brigade was formed and dispztched. A brik 
mention of the assistance given to our allies in this theatre wi 
be found later on in this Paper, and the results achieved ar 
set out in the Appendix. It is acknowledged that our squadron 
rendered very valuable assistance in turning the Austrian retrez 
into a rout. 


Russia, 


Co-operation with the Russians in this theatre of war con 
menced in the latter part of 1916, and short details of the assis: 
ance given will be found in the appropriate place. 


INDIA. 


In 1917 two squadrons were provided for India, where they hay 
played an important part in quelling trans-frontier risings. 


DARFUR, 

In 1916 a flight of aeroplanes was dispatched from Egypt t 
Kordofan and played a useful part in the expedition against Dar 
fur. 

ADEN. 


During 1917 half a flight was dispatched from Egypt to co 
operate with the British forces at Aden, and a flight was sent t 
Jeddah to co-operate with the forces of the King of the Hedjaz. 


PALESTINE. 

The Palestine Brigade was formed in 1917 by expanding th 
wing attached to the E.E.F. This in turn had developed from th 
nucleus of one flight, which was formed to co-operate with ou 
troops in the defence of the Suez Canal early in 1915. ‘The Ai 
Force in this theatre has had an exceptionally splendid record 
which culminated in the Palestine Brigade achieving complete ai 
supremacy during the critical period of the final operations, N 
single hostile aeroplane crossed our line. It is worthy of note tha 
such complete air supremacy has not been obtained elsewhere b: 
any belligerent in any theatre of war. 


MACEDONIA. ; 
The wing in Macedonia is also a very efficient organisation; i 
has maintained the best traditions of the Royal Air Force, and it 
work has been repeatedly praised by the Army Commander. Dur 
ing the present year its air supremacy has heen almost complete 
MESOPOTAMIA. : 
The Air Force in Mesopotamia consisted in 1915 of a com 
posite squadron of aeroplanes which was sent from Egypt 
This squadron was severely handicapped through lack a 
machines, climatic conditions, and inadequate personnel. I 
1916 one additional squadron was sent out to form a wing 
which was placed for administration under the headquarter 


(Napier Lions) of the Far East 


Flight, opened to inspection by the Australian public at Sydney. 
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SPEAKING OF SPEED .« « » 


The Moth won the King’s Cup Race, 1928, for the third year in 
succession—1I,100 miles round Britain at full throttle. 


TALKING OF CLIMB « ¢« »« 


The Moth holds the World’s Altitude Record for 2-seater Light 
Aeroplanes. 


AND THEN THIS STRENGTH 
QUESTION «+ « + 


The Moth was the first aeroplane in England to accomplish the Inverted 
Loop—a manceuvre that demands absolute structural strength. For 34 
years in the hands of pilots in every stage of efficiency the Moth has 
undergone I1000% more gruelling than any other light aeroplane. The 
new Gipsy Moth is the direct outcome of this unique experience. 


WHICH LEADS, OF COURSE, TO 
RELIABILITY » « « 


The Moth created an Endurance Record by remaining in the air 
continuously for 24 hours. The previous best was 13 hours. The Moth 
has done 1000% more flying in every part of the World than any other 


Gipsy 
MOTH 


THE DE. HAVILLAND AIRCRAFT COMPANY LTD. 
Stag Lanz Aerodrome, Edgware, Middlesex. 
. . Telegrams: Havilland, Phone, London. Telephone; Colindale 6160-6163. 
THE DE HAVILLAND AIRCRAFT OF CANADA LTD. THE DE HAVILLAND AIRCRAFT PTY. LTD. 
Bay-Richmond Building, 372 Bay Street, Toronto 2, Canada. Whiteman Street, South Melbourne, Australia. 
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of the Middle East Brigade. This wing rapidly gained a 
marked ascendancy over the enemy’s air service, which was 
manned and equipped in Germany. This supremacy has been 
consistently maintained, and the wing in Mesopotamia holds 
a record of good work under extremely difficult conditions 
which compares favourably with that of any wing in the 
Royal Air Force. 
Easr AFRICA. 

Operations in East Africa were commenced by the R.N.A.S. 
sending out some seaplanes to operate on the coast late in 1914. 
Their early work is described later under the heading of ‘‘Co- 
operation with the Navy.’’ In 1915 this force was bruught up to 
a strength of two squadrons, the seaplanes being replaced by aero- 
planes, and was placed under the orders of the military forces 
operating in the north. Most valuable reconnaissance work over 
dense bush country was carried out under difficult conditions. 
Every landing ground had to be constructed by making clearings 
in the bush, and at one time the lines of communication were over 
00 miles in length. Shortly afterwatds additional squadrons were 
sent out by the R.F.C. to operate farther south and also did valu- 
able work. 

3. Co-operation with the Navy. 
GRAND FLEEt. 

In November, 1914, the R.N.A.S. supplied aircrait to the Fleet 
for reconnaissance purposes and defence against Zeppelins, and 
by the spring of 1915 a trans-Atlantic liner and two smaller ves- 
seis had been provided equipped with reconnaissance and fighter 
seaplanes. These were subsequently replaced by aeroplanes which 
were flown from the decks and turrets of ships while the latter 
were under way. 

The potential value of aerial scouts was soon realised, with the 
result that several other large aircraft-carrying ships were addea 
to the Fleet, and the practice was in process of being established 
by which each battleship, battle cruiser, and light cruiser was to 
carry its own aircraft on proceeding to sea. 

By July 1918 70 aeroplanes were being carried by the Fleet as 
part of the battle equipment. 

Few opportunities presented themselves for eniployment of these 
aircraft in the face of the enemy, but the arrangements for their 
employment prior to and during a Fleet action were systematically 
improved. Very valuable work was done during the battle of Jut- 
land, in several raids into the Heligoland Bight, and in attacks 
on German airships met in the North Sea. 


ANTI-SUBMARINE PATROLS. 

The patrol of waters infested by enemy subivarines was com- 
menced by the R.N.A.S. in September, 1914, and was gradually 
increased in scope until, at the time of the declaration of the armi- 
stice, there were no less than 39 seaplane and 26 aeroplane stations 
round the British coast and in the Mediterranean engaged on this 
duty. 


The duties of the aircraft engaged consisted of carrying out 


FRENCH AVIATION IN _ 1928.—Some Officers 


and N.C.O. pilots of a fighter squadron belonging to the 
“ 34me Regiment d’Aviation’’ stationed at Le Bourget. 


patrols over the seas in search of enemy submarines, in escorting 
convoys, and in assisting surface vessels to hunt submarines 
known to be-in their vicinity. It may be claimed that the success 
which has attended the anti-submarine campaign has been largely 
due to their activities. 

Dover-DuNkKIRK PATROL, 

As mentioned earlier, the R.N.A.S.squadrons which proceeded 
to the Dunkirk district were engaged against the enemy very early 
in the war. Their numbers were gradually increased to eight 
fighters and bombers, and during the following four years an un- 
remitting attack by air on the submarine bases at Zeebruge, Os. 
tend, etc., was carried out in spite of strong anti-aircraft defences, 

The Dover-Dunkirlk group also constantly assisted in denying 
the Dover Straits to enemy submarines, in attacking enemy aero- 
planes proceeding to or returning from London, and in spotting 
for the British monitors, etc., bombarding the enemy bases and 
forts. 

HARWICH AND THE NORE. 

In addition to anti-submarine operations, the aircraft under 
Naval orders in the locality of Harwich and the Nore have been 
continuously engaged in locating and destroying mines laid by the 
enemy off our coasts. Special long-distance reconnaissance work 
was also carried out from this area, and flights were made into 
localities infested with enemy seaplanes, and often resulted in 
heavy engagements, necessitating as many as five machine-guns 
being carried in the large seaplanes. 


MEDITERRANEAN AND ADRIATIC. 

In view of the great activities of enemy submarines in the Medi- 
terranean and Adriatic Seas, the work of the aircraft engaged on 
anti-submarine duties has been of a most important character. 

Anti-submarine aircraft have been stationed in the Atgean and 
at Malta, Gibraltar, and latterly at Alexandria. In the early part 
of 1917, a wing was also formed in Italy to assist the Otranto 
barrage in closing the southern end of the Adriatic to enemy sub- 
marines, and in bombing the Austrian naval ports in the Adriatic. 
These units have also assisted materially in protecting convoys 
and in harassing submarines in all parts of the Mediterranean, 

Other functions have been the bombing of lines of communica- 
tion and places of military importance in Turkey and Albania, and 
the defence of Allied territory from enemy aerial attaclc. 


DARDANELLES, PALESTINE, AND THE RED SFA. 


The operations of the R.N.A.S. in the Dardanelles, Palestine, 
and the Red Sea have already been referred to. 


East AND CENTRAL AFRICA. 


As already stated, seaplanes were sent to the East Coast of 
Africa early in 1915 to take part in the operations on the Rufigi 
River, the approaehes to which had been fortified by the crew of 
the German cruiser ‘‘Kénigsberg,’’ and rendered valuable assist- 
ance in locating-the position of the cruiser and of the gun em: 
placements, and in directing the fire of our ships over the bush. 


The machines are Nieuport-Delage 62 single-seat 


fighters (500 h.p. Hispano-Suiza engines). 
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Several aircraft at a later date were sent to Lake Tanganyika 

to co-operate with the Belgian forces. 
ARCHANGEL. 

In 1918, the aircraft carrier, H.M.S. “‘Nairana’’ was sent to 
assist the Navy in the attack on this port. The seaplanes did valu- 
able reconna#ssance and bombing work, and materially assisted 
the capture of the port. 

4. Tone Service. 

On the outbreak of war this Service consist2d of 3 airships only, 
with a personnel of 24 officers and 174 other ranks ; there are 
now (November, 1918), 103 ships in service, with a personnel cf 
580 officers and 6,534 other ranks. 

During the transportation of the original Expeditionary Force 
to. France in 1914, two of the three existing airships assisted in 
patrolling the Channel... These were subsejuen:tly employed on 
similar patrol duties from Kingsnorth and Barrow. The third 
airship was based at Dunkirlx in the early part of 1915 and co- 
operated with the Belgian artillery at Ostend. ‘She development 
of our present airship service, however, may be said to date from 
February 1915, when approval was given for the construction of 


the first SS. airship, During the year, 27 ships of this type 
were completed, the construction of a further 20 was begun, and 
the new ‘‘Coastal’’ type was also developed. In the meantime, 


experiments were directed to extending the range and duration 
‘of patrols, and a number of other new types were produced and 
commissioned. 

In August, 1915, an airship contingent was dispatched to the 
Dardanelles, and was incorporated in that Force. 

Its headquarters were at first at Imbros, but were subse- 
quently transferred to Mudros. Early in 1916 an outlying sta- 
tion was Jormed at Kassandra for anti-submarine worls. Towards 
the end of 1916 one airship was stationed at Dunlsirk and another 
was lent to the R.F.C. for work in France. In 1917 a detach- 
ment was sent to Italy in connection with six airships purchased 
by the Italian Government. 

The duties carried out by the airship service are reconnaissance, 
coastal and anti-submarine patrols, escorts and mine detecting. 


5. Kite Balloons. 

Four units of this branch were sent to France to operate with 
the Army, and one unit was sent out to the Dardanelles in H.M.S. 
‘“Manica,’’ a merchant vessel chartered and fitted out for tne 
purpose. 

The work of these units was so successful that additional sec- 
tions were rapidly formed. ‘The R.F.C. took over the balloon 
work on the Western Front, and five other vessels were equipped 
fer balloon service in East Africa, in the Mediterranean, and off 
the Belgian coast. 

At the end of 1915, a great advance in the development of 
balloons was made by the introduction of the practice of towing 
them from ships under way. The invention of the French 
Cacquot balloon in 1916 assisted in the development, and the 


Some 
stationed 
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Officers and N.C.O. Silat of a aahiee squadron belonging to the 
at Chateauroux. 
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employment of balloons towed from all types cf ships, from su’) 
marines to battle cruisers, for reconnaissance and artillery spo 
ting purposes was soon a prevalent practice. 


By July, 1918, no less than 30 balloons were being taken { 
sea by the Grand Fleet on all occasions. 


Balloons have aided materially in the anti-subraarine campaigi 
and have been towed from drifters, trawlers, and motor-launach: 
in large numbers for reconnaissance purposes when hunting sul) 
marines and also when escorting convoys. 

The expansion on the Western Front has also been great, an 
at the present time there are 10 less than 83 kite balloon sectior, 
of the Royal Air Force. 

i 


' 6. Home Defence. 

Enemy air raids on Great Britain did not assume serious pr¢ 
portions until 1915, before which hostile aerovlanes and a.rship 
came over merely for purpose of reconnaissance. During 191 
and 1915 the anti-aitcraft organisation was und2r the control C 

the Admiralty. In 1915 a few machines of the 18th Wing wer 
specially detailed for defence against air raids, and in Februar: 
1916, when the responsibility for home detence was taken ove 
by the War Office, No. 19 Training Squadron, in addition to it 
training duties, was entrusted with the defence of London agains 
enemy airc raft attacks; in addition, detachments each consistin, 
of two B.E.2c. machines ‘were stationed at various points aroun 
the capital. | 

The systematic training of night flying pilots was not con 
menced at Hounslow until the armament and fittings for nigh 
flying were standardised. 

The first home defence Squadron (No. 39) was formed in May 
1916, and by the end of the year 11 home defeiice squadrons aun 
one night training squadron had been formed and — 
throughout England. 

During 1916 “the squadron responsible for the detence of Los 
don accounted for five Zeppelins, and the squadron protecting 7 
Tyne and Tees brought down one. 

A home defence Wing was formed in September, 1916, and j i 

: : | 
April, 1917, on the formation of the northern home defence Win; 
at York, the existing home defence Wing becane the the hom| 
defence Group. This was_ later expanded and finally ay 
came the 6th Brigade. The organisation of this Brigad 


H 


now consists of six wings and 18 Service squadron 
in addition to 10 night training squadrons, four of whic 
are night bombing squadrons. Its duties are: The aeria 


defence of England and South Scotland, co-cperation  witl 
coastal batteries, the training of night flying pilots, and th’ 
formation of night fighting squadrons for the Expeditionar 
forces. These night fighting squadrons had the valuable du 
effect of reducing the enemy bombing of our back areas i 
France, and at the same time forming a first line of air defenc 
against aerial attack on the British Tales. 

The searchlight and anti-aircraft gun defences of London wer 
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mercial proposition,’ —ruz AEROPLANE, October 3ist, 1928. 


Simmonds Aircraft, Ltd., Southampton. 


De OE ee 


778 


The Aeroplane 


NOVEMBER 75 1928 


at first under the control of the Admiralty, but in August, 1917, 
it was decided to place these and the aeroplane defences under a 
single command, 

The London Aircraft Defence Area was accordingly formed 
under a general officer and the results emphasise the importance 
of co-operation between all units of anti--aircraft defence. 


7. Development of Special Functions. 


Arr FIGHTING AND DEVELOPMENT OF ARMAMENT. 


In the early days of the war machines were either entirely un- 
armed or the pilot carried a revolver, service 1ifle, or Winc‘1ester 
repeater. Some German machines carried machine guns in 
August, 1914, and the R.F.C. first fitted an aeroplan® with a gun 
in September. Since then continual progress has been made in 
this direction. The types of machine-gun fitted are the Vickers 
and the Lewis, of which 19,500 and 18,400 respectively are in use 
in the R.A.F, to-day. The rate of fire of these guns has been 
greatly increased since their introduction: in the case of the 
Vickers from a normal 550-600 rounds a minute to 1,000, and in 
the case of the Lewis from 500 to 700 a minut>. Synchronising 
gears have been invented, enabling the gun to be fired through 
the propeller at its full rate of fire. Contin4al insprovements in 
the mountings have been devised both for the pilot and the ob- 
server, so as to bring the guns into the best possible positions for 
fighting, and also for rectifying faults and stoppages. A further 
great imp.ovement has been the substitution of inctallic disinte- 
grating links for the original webbing belts used with the Vickers 
gun. 

In addition to machine-guns, continual experiments have been 
carried out with guns of considerably larger calibre, firing a 
shell weighing over a pound. Heavy armament has now reached 
a stage of definite equipment and a certain nvinber of machines 
in the field have already been fitted with a 37-mm. gun firing a 
13-pdr. shell. 

Sights are now compensated to allow for the speed of our 
machines as well as that of the enemy, and illuminated sights 
have been produced for night work. 

Air fighting called for the development of special ammunition, 
and a number of types of incendiary, tracer, and armour-piercing 
bullets have been produced and supplied in addition to the staa- 
dard bullet. 

Owing to the great cold of the altitudes at which pilots must 
row fly (20,000 feet and over) it has been 1ecessary to make 
special heating apparatus both for the pilot and the engine. ‘his 
apparatus is used in all night flying squadrons. A further diffi- 
culty arising from the rarefaction of the atmosphere at these 
heights nas been overcome by the use of oxygen apparatus, which 
enables pilots to do their work under conditions which would 
otherwise be insupportable. At the other end of the scale is the 
low flying machine whose duty is to co-operate directly with the 
infantry and tanks in action and to attack, with bomb and 
machine-gun, enemy trenches and troops on the march or con- 
centrating for an attack. For work of this nature, which is 
carried out from a height of a few hundred fect, an armoured 
machine has recently been devised. 

The development of fighting in the air proceeded very rapidly. 
The first recorded combat occurred in September, 1914, when, in 
spite of the rudimentary armament, a total of five machines was 
brought down. By the middle of ig15 fightiag in the air had 
become a recognised feature in operations, and since then it has 
steadily increased in intensity. The tendency has been to elimi- 
nate the single combats of the early days in favcur of battles 
between patrols, and, in many cases, between large formations of 
machines, as many as 7o or So being engaged at one time. 


$$; 


RECONNAISSANCE AND PHOTOGRAPHY. 


The original and, at first, the only duty of the aeroplane jn 
War was reconnaissance and the earliest reconnaissance reports 
were of the utmost value. The information gained immediately 
prior to and during the retreat from Mons in 1914, was of 
greatest possible assistance to the British and French Ai 
The effect of regular, rapid, and accurate reconnaissance at 
made itself apparent, 


With the development of trench warfare, it became ne 
to supplement reconnaissance reports by full information 
the position of enemy trenches and the location of his ba’ 
In November, 1914, the first successful aerial photogra) 
taken of the village of Neuve Chapelle. During the early e 
mental std%es photographs were taken at an altitude of 3 
feet, but the rapid development of anti-aircraft fire has fo 
the aerial photographer to an altitude of 22,000 ft. 


During the first month that the photographie scction operated 
in France only 40 negatives were taken, During October, 
1918, 23,247 negatives were exposed and approximately 656,900 
prints were issued. A high standard of photcgraphic work has 
been reached, and whole areas of country, lines of railway, and 
trench systems have been photographed and accurate maps pre- 
pared. ee 

The photographic section in 1914 consisted of two officers and 
three other ranks. Their outfit comprised two cameras and a 
portable box of developing chemicals. Lhe photographic per- 
sonnel at the present day consists of 250 officers and 3,000 o 
renks, distributed throughout all theatres in which photogr 
work is carried out, and a large training school of photog 
has been formed at Farnborough. Up to September of this : 
as many as 5,287,826 prints of aerial photographs had — 
issued by the Air Service in the field. 


7; 


ARTILLERY CO-OPERATION AND W:RELESS. 


It was realised from the first that one of the must important 
duties of the aeroplane would be co-operation with the artil rey, 
and varicus methods of communication between machines and 
batteries or ships were devised. At first, signals were pa 
evolutiofis of the machine over the target, and later by 
lamps or smoke balls fired from Véry pistols. These, ho 
involved great delay and trouble in returning from ta 
battery, as signals were only visible at close range. 


At the outbreak of war the use of wireless telcgraphy in ¢ 
nection with aircraft was in its infancy; a certain amou 
experimental work had been carried out, but no standa 
of apparatus had been adopted. Only one of the machine 
left with the original Expeditionary Force was 
with wireless apparatus, which was not employed © 
some stable condition was reachedon the Aisne, when work in 
conjunction with the artillery was started. From this time on- 
wards wireless grew very rapidly, and every battery was gradually 
equipped with a wireless receiving station; atthe end of 1916 
there were about 2,000 Air Service wireless operators and 
mechanics, and by the end of 1917 this number had iticrease to 
approximately 3,760. . 


The earliest experiments in wireless telephony were carried out 
tetween Farnborough and Brooklands, but it was not until 1917, 
that anything liixe an efficient set was designed and demon d 
in the air. ie 


About this time, night bombing machines in France (F.E 
were fitted with C.W. transmitters, and this means of cor 
cation, which had a range of about 75 miles, proved of g 
in reporting lighted enemy aerodromes and other suitable 

At the present time there are about 80 C.W. wireless 


1918—1928. 


A D.H.9a (Liberty engine) of 39 
still in use.—(R.A.F. Official photograph.) 


(Bombing) 


Squadron, R.A.F. A variant of a 1916 design and — 
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maintained by the R.A.F. in France alone, providing communi- 
cations between various units in the field. There are also several 
hundred battery stations. 

To meet the steadily increasing demands for trained officers 
and operators, a training school was started in 1916, with about 30 
officer pupils and 500 other ranks. This school has now 152 offi- 
cers and 2,400 other ranks under instruction. 

The wireless branch now consists of approximately 520 officers 
and 6,200 other ranks. 

BOMBING. 

In the early days of the war pilots sumetimes carried a few small 
bombs to be dropped by hand as opportunity offered. The Ger- 
mans made the first organised bomb raid on Compiégne during 
the retreat, but day bombing has now become a highly specialised 
operation, and the development of bombs and bombing aeroplanes 
has been carried to a high pitch of efficiency. ‘Ihe machines em- 
ployed have steadily improved in range and weight-carrying capa- 
city. 

There has been a very great improvement in the size and de- 
structive power of bombs, and progress in this direction has kept 
pace with the development of the lifting power of aircraft. Where- 
as in 1914 we were only using 20-lb. bombs, to-day, bombs weigh- 
ing as much as 3,000 lbs. are in use. 

High explosive and incendiary bombs are the chief types used, 
whilst others of special design are employed for anti-submari 
operations. 

A special type of smoke bomb has also been evolved, which was 
very successfully used in the recent offensive in Palestine. 

Bombing has been developed on all fronts, both in the form of 
organised raids by day and by night for short or long distances, 
and also as one of the principal weapons for use against troops 
and other ground targets by our low-flying machines. 


8. The Aerial War Effort of the Dominions, 
GENERAL SURVEY. 

The assistance rendered—especially in personnel—by the 
Dominions to the air forces of the Empire during the war has 
been fully proportionate to that given to the land forces. In 1915 
the Dominion Governments, foresezing the inevitable develop- 
ment of aerial co-operation in Jand and sea operations, initiated 
their support by offering to organise their cwn flying formations 
and by generally encouraging their younger men to volunteer and 
take up flying. Even prior to this many who aspired to qualify 
as pilots and observers were coming over tc join the Royal Flying 
Corps and the Royal Naval Air Service, and during the whole 
course of the war service of the highest value has been performed 
by pilots from the Dominions who were destined to play an im- 
portant part in building up and maintaining the air-fighting 
forces in every theatre of war. The following details give some 
idea of the extent of the efforts of the principal Dominions :— 


AUSTRALIA. 

The inauguration of the Australian Flying Corps in 1915 was 
the result of an offer by fhe Australian Government to form a 
flying unit for co-operation with our Indian forces in Mesopotamia. 
Four flying officers and sixty other ranks arrived at Basra in May, 
1g15, and took part in the Kut operations. The first complete 
Australian squadron left Australia for Egypt in March, 1916, and 
later played an important part in the work of the goth Wing in 
the Middle East Brigade. Three additional squadrons were or- 
ganised for service in France, the first arriving there in August, 
1917; these were responsible for the destruction of over 400 
enemy machines between that time and the signing of the 
armistice. Further, four training squadrons were formed in 


England in which most of the Australian pilots were trained, 
the entire personnel being drawn from Australia or from the 
Some months ago a 


Australian Imperial forces in France. 


central flying school was created at Melbourne, and the gerc 
co industry has now been definitely established in Ans 
tralia. 

The strength of the Australian Flying Corps in November, 191$ 
amounting to over 250 pilots and a total personnel of considerab| 
over 3,000, gives an impression of the part played by Australi 
in. gaining aerial supremacy. 

CANADA. 

In the early days of the war a large number of Canadian 
came over to join the Royal Flying Corps and the Royal Navz 
Air Service, and as many as 800 officers and cadets had been er 
rolled in the former corps up to the time when a training centre fo 
flying cadets was organised in Canada itself. A total of 1,23 
Canadian officers have been seconded or attached to the Royz 
Flying Corps, Royal Naval Air Service, and the Royal Air Force 
and, since training in Canada was begun, over 4,000 Canadia 
cadets have been commissioned in the flying services, while th 
number of other ranks transferred and subsequently commiissione 
is about 2,750. Altogether over 8,000 Canadiais have served a 
officers in our flying services, and at the date of the armistic 
there were nearly 2,500 in the Royal Air Force, while 1,200 Canz 
dian cadets were undergoing training in England and in Canadz 
It may be added that several Canadian firms have maintained 
large output both of machines and engines; Canada was produc 
ing, in November, 1918, about 350 light machines and eight larg 
fiying-boats per month. 

NEw ZEALAND. 

Over 300 New Zealanders have served as officers in the Britis 
Flying Services during the war, and at the time of the armistic 
there were 142 cadets in training. : 

The Dominion has presented six acroplanes to the Imperiz 
Government and lent two others. 

Since the outbreak of war, two Schools of Instruction in Avie 
tion have been established in New Zealand. 

Sourn AFRICA. P 

On the outbreak of war many South Africans came to Engtan 
to take up flying, and by the beginning of 1916 nearly 2,000 wer 
serving in England or Egypt as probationary flight officer: 
When the 28th Squadron Royal Flying Corps was sent te « 
operate with the Forces in East Africa, it was largely compose 
of South Africans, and came to be known <s the South Africa 
Squadron. ; 

The total number of South Africans who have heen commi: 
sioned in the Flying Services is about 3,000, who have take 
part in the campaigns in France, Egypt, Palestine, an: 
Africa. 

The Colony presented a large number oi machines to the Im 
perial Government during the war. 


9. Assistance to the Allies. 
AMERICA. 

The Government of the United States has paid a striking tr: 
bute to the British Air Service by adopting our sysiem of training 
The first 500 American officer cadets to be trained went throug 
the School of Military Aeronautics at Oxford, subsequently gradi 
ating at various aerodromes in England. ‘These officers forme 
the nucleus of American schools which were eventually starte 
both in the United States and in France. In addition to thi 
training of American pilots, 10 American squadrons were Ppa! 
tially trained in Canada under a reciprocal agreement where) 
Canada obtained the use of certain American aerodromes a 
seasons when weather conditions rendered some of the Canadia 
aerodromes temporarily unavailable. Four of these squadron 
compieted their training in England, and were then attached to th 
R.A.F. in the field to gain experience under Service conditions fo 


AN AUSTRALIAN EFFORT.—An enlargement from a cinema film of a flight of war-time S.E.5as, presented 


to the Australian Government by the British Government after the Armistice.—and only just washed out. 
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S in 1918 so in 1928 A. V. Roe & Co., Ltd., are 

proud of the supremely skilful pilotage which 
has placed the Royal Air Force at the head of the 
World’s fighting services, and also proud of their 
share in the creation of a great tradition. 


To-day more than 30 other military air services 
recognise the incontestable’ superiority of Avro 
training aeroplanes and seaplanes. 


For full particulars write to: 


A. V. ROE & Co., Ltd. MANCHESTER 
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six to eight months. The remaining six went direct to the Ameri- 
can authorities in France. In all, about 700 American pilots have 
passed through our schcols and graduated at cur aerodromes. 

An agreement was also entered into under which a pool of 
American mechanics up to a maximum of 15,000 at a time was 
maintained in England. This arrangement was mutually advan- 
tageous, as, while relieving the demand for skilled tradesmen 
in the R.A.F., it also assisted the Americans to train their own 
squadrons for service in the field. This personnel, coming from 
America untrained, was attached to training units for three to 
eight months, being then sent to France from time to time in 
the form of complete squadrons until a total of 59 squadrons was 
reached in accordance with the demands of the American Com- 
mand in France. 

We have also supplied large numbers of aeroplanes of modern 
standard type, and when the question of producing a standardised 
engine was considered, every facility was given and all our 
experience placed at the disposal of the American Government, 
with the result that the Liberty engine was evclved. Some 45 
officers were sent out to the United States to assist in an 
advisory capacity, and a large number of American officers have 
both visited and undergone courses at most of the schools and 
training stations of the Royal Air Force. In addition, a very 
large amount of material, supplies, samples, drawings, and 
technical information was supplied to both the American Army 
and Naval Aviation Services. 


FRANCE. 

We have assisted the French Government to a considerable ex- 
tent in training her pilots, more especially in aerial fighting. For 
this purpose four Gosport instructors together with four mono- 
Avro aeroplanes were sent to France. We have supplied 48 
complete machines and various new types of engines to the 
French Government, and an order for 150 Sunbeam engines is 
on the point, of completion. 

About 600 Hythe gun cameras were also supplied during 1917- 
1918 to the French schools for training purposcs. 

French officers have constantly visited this country with a view 
to studying our methods, and have been given every facility for 
visiting schools, training centres, and technical establishments. 


ITALY. 

Immediately after the Italian retreat in November, 1917, four 
British aeroplane squadrons were sent to the Italian Front to 
co-operate with the Italian Air Service and with the British 
Forces in Italy; these four squadrons have been maintained and 
a fifth squadron has recently been added. 

The brief record of the work performed by these squadrons, 
given in the Appendix, illustrates the vaiuable assistance they 
have rendered to our Ally. 

During 1918 the Italian Government were supplied with 150 
Vickers guns each month, and with upwards of 2,000 Lewis guns. 

A number of Hythe gun cameras have been sent out, and be- 
tween 200 and 300 sights and lenses, as well as photographic 
chemicals. 

BELGIUM. 


In 1916 a number of Sopwith 13 strutters were provided by the _ 


R.N.A.S. In 1917, 22 more machines of this type were supplied, 
and 22 R.E 8s for artillery co-operation. In 1918, 36 ‘‘Camel”’ 
and 18 D.H.g machines were furnished to the Belgian Aviation 
Corps. : 

GREECE. 

The Greek Govrnment have been supplied with 20 seaplanes, 
40 D.H.6 machines and 6 Sopwith ‘‘Camels,’’ together with 
complete equipment and transport, had been allotted and were 
ready for dispatch, but have been held back owing to the cessa- 
tion of active hostilities. 


IN AUSTRALIA, 


1928.-An enlargement from a cinema film of a D.H.9, presented to Australia in 1919, and 


EXPANSION OF MoTor TRANSPORT. 


Roya Air 


R.F.C. Only. Force 


Motor Transport, 
(All Types). 


August | August August | October 31, 
1914, 1915, 1917, 1918, 
On charge 320 2,469 &,584 23.260 


SQUADRONS MAINTAINED. 


eee 


i Training. (1 Training Depot 
Service. Station reckoned as 3 Sadao: 
August October 31, August | October 
IgI4. 1918. ah 1914 1918. 
Western Front | 4 (R.F.C.) 84 &5 flights |Home...} 1 R.F.C) 174 
Independent 
Force.) | 1: ig 10 2 (R.N.A.S,) 10 
5 Group... Mg “le 3 Egypt... tue 
India © ..: xe ee 2 Canada 15 
Italy ous one see 4 
Middle East ... Has 13 
Russia ... AF ee 
Home Defence ee 18 
Naval Units 1 R.N.A.S,) | 64 
Total... © 15 1984 & 5flights} ... 3 199° 
“ BEED® 


RuSSIA. : o.oo 

In 1916 a mission was sent to Russia to assist in trainix 
and organising the Russian Flying Corps, and during tt 
latter part of 1916 and during 1917 Russia was supplied wit 
251 aeroplanes. 

In May, 1918, orders were issued for the dispatch of a R.A 
contingent in conjunction with a special mission which was be'r 
sent to Northern Russia to operate from Archangel. The For 
consisted of 8 D.H.4 (R.A.F.3a) inachines with a complement 
personnel and stores. On arrival at Archangel sufficie 
machines were collected from those whici: had previously be 
sent to Russia to form two squadrons of Nieuports and 
strutters. ; 

In August, 1918, reinforcements were dispatched to Archang: 
consisting of a proportion of British officers, N.C.Os, and me 
a wing headquarters, an Intelligence Section, one flight 
R.E.8s, and two Repair Sections for engines and aircraft respé 
tively. .On November 12th, 1918, a further reinforcement of s 
Sopwith scouts and a six months’ supply of stores were di 
patched. oa 

JAPAN 

Several officers have been undergoing courses on aeroplan 

and seaplanes. 
BRAZIL. 

Seventy-seven complete machines and 100 Le Rhéne engin 
have been supplied. 

Severai officers have graduated as pilots under the tuition | 
our instructors. Two flying boats have been supplied to tl 
Brazilian Government. 

ROUMANIA. 

Several officers have been given instruction and have grad 
ated as pilots. Twenty Sopwith machines have also be 
supplied. 

Air Ministry, January 1st, 1919. 


still in use. 


NOVEMBER 7, 1928 The Aeroplane 


783 


ae 


There is an 


a4 
Pag eedgaage 
. 
ft “teat 
i 
= 

¢ 


X% “a : % 4 
engine dor 
every 


lass 
: of aircraft. 


From 80 to 750 h.p. 
and from 5 to 14 cylinders. 


ARMSTRONG SIDDELEY MOTORS 
LIMITED, 

Coventry, England, and 10, Old 

Bond Street, London, W.1. 


784 


The Aeroplane 


NOVEMBER 7, 1928 | 


SOME GERMAN 


WAR STATISTICS, 


By ERIK HILDKSHEIM. 


The ‘ Illustrierte Flug-Welt,’’ of Leipzig, publishes a re- 
cord of the German aerial arm during the war, based upon 
the information supplied in a paper, read before the leading 
body, the Aero Club of Germany (formerly the Imperial) in 
commemoration of the fallen pilots as a memento of their 
deeds and the duties of those left. The article was published 
on the day of the death of Boelcke (Oct. 28th), whom the 
Germans consider, by the way, as their biggest war pilot and 
good comrade. Richthofen being held for a good marksman, 
though a poor pilot in landing, having maintained and utilised 
the squadron discipline of his sub-officers to advantage. 

PERSONAL. 

At the outbreak of war the German aerial force was com- 
posed of 41 flight sections, cach numbering six aeroplanes, 
aud of eight flight parks, being mobilised on August, 1914. 
Against which figures rank in 1g18 4sc¢ units on active ser- 
vice, 309 of which were flying ones; the flight sections were 
composed of nine aircraft, while the fighting squadrons (Jagd 


Staffeln) numbered 18 aeroplanes. The record of develop- 
ment was as follows :— 


AMIS tm OLA iar assee 49 units, out of which 41 flew 
January, I9I5 ...... 73 units, out of which 54 flew 
January, 1916 ...... 137 units, out of which 102 flew 
January, I9I7 ...... 237 units, out of which i191 flew 
January, 1918 ...... 346 units, out of which 265 flew 
Bndyot 1948 < ada 450 units, out of which 209 flew 
‘These active service forces were supported by :—- 

TO LAM ae, coach ees 18 home units 

EO UG rid ates 20 home units 

TOTOWn es retesee 31 home units 

LOU seweren orenee: 47 home units 

Starteor 1OIS. Giecss.sacene 77 home units 


End of 1918 1o3 home units 

Out of the 103 home units there were 16 flight reserve de- 
partments, 32 flying schools, 7 flight observer schools, 1 bomb- 
dropper teaching department, 1 wireless training section, 1 
gun practice school for pilots. and 2 fighting squadron (Jagd 
Staffeln) schools, stationed in the theatres of war. 

The number of flying personnel, engaged on the front, 
amounted in 1914 to about sco, and in 1918 to about 5,000 
officers, sub-officers, and privates. 

A reserve could scarcely be found at home in 1915. In 1918 
about 80,000 men were ready to replace the losses, out of 
which 5,000 men were being irained as pilots. ‘Till the end 
of the war the front required every month a replacement of 
about 15 per cent. of the flying personnel, i.e., 750 men (pilots, 
observers and gunners). 


eee eeerereee 


AIRCRAFT. 

In August, 1914, 218 aeroplanes could be mobilised; in the 
autumn of 1918 5,000 aircraft were engaged on the front. The 
raanufacture of aeroplanes amounted up to Jan. rst, 1919 (the 
paper was read on Oct. 28th, 1918, and published in Decem- 
ber!) to 47,637, out of which 598 were manufactured before 
August, 1914. The number of motors supplied totalled 40,4409. 

The performance figures of the aeroplanes have, of course, 
improved highly. In 1914 it took the ‘‘Dove’’ 40 to 50 minutes 
to climb to the prescribed war altitude of 1,500 metres, in 
1918 5,000 metres were climbed in 2c minutes. The keight of 
flying was in 1914 1,s00 to 2,000 metres. In 1918 the height 
varied according to the task, altitudes of 6,000 metres were 
sought for distance reconnaissance and the fighting pilot 
climbed still higher to dive down on his victim.. In 1914 the 
load carrying capacity was small (heavy observers were not 
well liked). In 1918 the G class aircraft transported the 1-ton 
bombs, and the ziant aircraft a still greater weight, and 
speed had increased from 80 kilometres te 160 kilometres to 
180 kilometres per hour. 

Of works there were available in 1914 8; in the eutumn of 
1919, 53- 

In August, 1914, 109 aeroplanes and 78 motors were manu- 
factured, and in October, 1918, 2,195 aeroplanes dnd 1,878 
motors. 

In the autumn of 1918 48,000 workmen were engaged in 
these works; this number does not include the workmen of 
the 53 sub-contracting establishments, when the total figure 
may be calculated at 100,000. 


The amount of fuel required per month amounted on an. 


aiverage to :— 


Pte OLA Miveeecsre. dashes. tc 600,000 kilos petrol 
NUgtOLS s euscccswce concen 3,000,000 kilos petrol 
TititOtoseceresese rorcaeccs 4,500,000 kilos petrol 
TRIG TI legesssvassesvecees 5,500,000 kilos petrol 
TAT OLB erentccrinscsee 7,000,000 kilos petrol 


The total consumption amounted to about 232 million kilos 
petrol and 30 million kilos lubricating oil. 

The account of the bombs dropped works out as follows :— 

No. of 12 kg. bombs. ...... 855,280 pieces of a total weight of 
10,263,350 kg. 


Nosof So kg.‘bombs <1 167,225 pieces of a total weight of 
83,612 kg. 
No. of 100 kg. bombs ...... 34;350 pieces of a total weight of 
3:435,000 kg. 
No. of 300 kg. bombs ...... 15,386 pieces of a total weight of 
4,015,809 kg, | 
710 pieces of a total weight of 
710,000 kg. 
Totalling 1,072,975 pieces of a weight of 27,385,010 kg. 
AFRIAL PHOTOGRAPHY. | 
In 1914 the number of aerial cameras numbered about 100. 
with a size of the plates of 9 by 12, focus 25 cm. In 1918 the 
stock amounted to about 2,000 pieces on active service of yary- 
ing systems with focus up to 1.2 me. and with the size of 
pictures up to 24 by 24 cni., with the mest different boxes and 
alms of 100 continuous pictures. 
As daily performance it was considered to take: In May, 
igI5, 400 photos; in May, 19%7, 1,500 photos, and in May, 
1918, 4,000 photos. | 
At a conservative calculation alone a surface of 24,000 
square km. was covered on the Western Front in 1918 (the 
area of Saxonia amounts for comparison to 2,500 square km.). 
Without fear of exaggeration it may be assumed that the 
photographed ground during the war comprises six times the 
area of Germany, being 540,000 square kni. in size. | 
WIRELESS ‘TELEGRAPHY. | 
In 1914 the equipment did not include wireless; in 1918 
each C class aeroplane had a wireless sender installed. Half 
of the flight units could change from sending to receiving 


apparatus, the ordeis for the aviators being now normally sub- 
nutted by wireless. 


No. of 1 ton bombs...... 


ARMAMENT. 

In August, 1914, the armament consisted of a self-loading 
pistol; during the winter between 1914 and 1g15 the self- 
loading gun was introduced; during sors the observer was 
equipped with a gun. 10916 saw the adopting of the synchro- 
nised gun, and by 1917 all aeroplanes were armed with two 
gus. 
Over the front 7,000 machine guns fought, in 1918, with 
numerous anti-aircraft guns, and various services in the 
aerial activities required special ammunition, such as dif- 
ferent coloured lights and blazing and igniting shots. The 
machine guns were equipped with distance aiming telescopes. 

COMPARATIVE FIGURES. 
The military weekly ‘Journal’? states the opponent forces 
to have been composed as follows :— 
In the time between 1914 and 1918 85,317 aeromotors and 
67,982 aeroplanes were completed in France. (Note the op- 
posite relation of more aeroplanes than engines being turned 
out in Germany.) The steadily increasing figures of out- 
put work out thus :— 
No. of Aeroplanes Aeromotors Workmen 


IQI4 9 ——- eases 6 Aon mentees — 
YOUS= 0 3) 100s aero OVBAGS sacaces 12,650 
TOLO = 7, 5524 eee 13; Syaee we 30,960 
IQL7 22,751 «scene 2055015) sieecaee 68,920 
IOUS = 34,210 sce OOS ae eemre 186,000 


France started the war with 100 aircraft, having in Novem- 
ber, 1918, 4,509 aeroplanes engaged on active service, another 
4,500 aircraft ready, while 2,200 aeroplanes were engaged in 
the training camps. To the American Army France sup- 
plied 4,500 aeroplanes and 6,000 motors, to England 2,000 
engines. During i918 an aeroplane was completed each 
quarter of an hour, a motor every ten minutes. Most of the 
186,000 workpeople were women. At the time of the armi- 
stice France possessed 12,919 pilots and observers. | 

England had in August, 1914, a total stock of 179 aero 
planes, 56 of which were sent to France. In 1918 12,000 land- 
going and 550 seaplanes were employed abroad. On the 
Western Front served 82 squadrons, 31 special ones; on other 
theatres of war 10 squadrons. Three hundred aircraft works 
were in full swing, the so largest of which engaged i 
workers ; altogether a woman body of 14,345 served in the ait 
craft trade. < 

From rors to 1917 the number of works doubled. By Tore 
it had quadrupled. ‘The total production amounted to §0,00¢ 
aeroplanes. In 1918 there existed 60 flying schools, the num 
her of the pupils amounted to 30,000, 21,957 of which were 
partly trained. ; 

The personnel numbered, in 1914 197 officers, 1,647 pas 
and in 1918 27,906 officers and 263,842 privates. The eS 
peace force numbers 5,300 officers and 54,000 privates, W! 
102 squadrons of 18 aeroplanes each. 

Before the war the total amount expended upon, he 
was 28 million pounds; to-day the Budget of the Air Minis 2 
amounts to 663 million pounds for the running year, thre 
millions of which are to be spent on civil aviation; the late! 
yearly amounts are to be 25 inillion pounds. p oae, 

America possessed 24 army pilots in 1914, and had im 19% 
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RECORD LONDON TO BERLIN 


LIGHT PLANE FLIGHTS 


APT. NEVILLE STACK, 


piloting an 
AVRO AVIAN 


light aeroplane fitted with a 


CIRRUS 
Mark 3 ENGINE 


flew from Croydon to Berlin on 
October 19th, a distance of about 
620 miles, in 4 hours 52 minutes, 
thus averaging 127 miles an hour. 


This is a record speed for a long- 
distance flight in a light aeroplane. 


R. H. W. R. BANTING 
piloting a 


SIMMONDS SPARTAN 


light aeroplane fitted with a 


CIRRUS 
Mark 3 ENGINE 


carried a passenger from Croydon 
to Berlin on Oct. 24th in 7; hours, 
and returned on October 27th in 
5 hours 55 minutes, 


These two flights constitute the 
longest non-stop light aeroplane 
passenger flights on record. 


Following the usual precedent when achievements 
of speed and reliability are attempted — and 


accomplished — the 


lubricant 


WAKEFIELD 


ASTROL 


chosen was 


MOTOR 
OIL 
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about 20 flight units engaged on the Western Front. The 
reserves being trained and formed and the activities of the 
industry were high, but no figures are yet to hand. 

Russland had a flight section for each army corps and head- 
quarters. 

Only during the offensive in Italy the aerial forces of that 
country were encountered, their number to be calculated at 
50 units. 

SomMg DEVELOPMENTS. 

Next follows an account of the various special duties, into 
which the aerial arm developed and revealing nothing new, 
as the oppunent side had seen the same evolution, perhaps 
with the exception of the contour flying, where the Germans 
distinguish between those flying low to participate direct in 
the ground fighting and those, doing it-only to establish 
communication with isolated front-line trench sections, 
cropping in them in flight supplies, news, mail, papers, and 
ammunition. 

The Jagd Stafleln are stated to have started with the suc- 
cesses of Capt. Boelcke in Pirschfliigen, developing next 
from single performances to formation and squadron flights. 
In 1917 the unit engagement had already arrived on the 
British theatre of war, a close combination being here the 
main object. The air fight of Richthofen’s squadron by Le 
Chateau in February, 1918, is quoted as a good instance, 
having had a duration of 30 minutes. The English pilots are 
stated to have fought refractorous and determinedly, the 
French were sly but without endurance, 13 opponents to have 
fallen and one German aeroplane to have been lost. : 


VICTORIES AND LOSSES. 

The General commanding the aerial forces had from Sep- 
tember, 1915, to September, 1918, acknowledged 7,425 success- 
ful air engage:ents, -58 of which were on the Eastern Front, 
and a loss during the same period of 2,158 aircraft, 189 of 
which were suffered on the Eastern Front. Out of the missing 
aeroplanes another 1,000 must be added. Six huridred and 
fourteen opponent kite-balloons were shot Gown in flames by 
the Germans. ‘The final enemy losses are not known yet. 

Of France the losses are reported as follows: On active ser- 
vice, 1,945 killed, 2,922 wounded, 1461 missed, 70 per cent. 
of which must also be reckoned to have been killed. At home 
1,227, the total number amounting thus to 7,555, which works 
out at 61 per cent. of the flying personnel. 

The British losses have also been severe, ruinours tell of 
to per cent. of the flying personnel. And though not trained 
for fighting the Americans have gallantly suffered a high 
percentage of losses. 

The German losses were these: At home, 584 ofsicers and 
1,378 sub-officers and privates. On active service, 1,765 offi- 
cers and 1,741 sub-officers and privates; 1,423 officers and 1,207 
sub-oficers and privates were wounded, 1,364 officers and 
1,379 sub-officers are missing, 50 per cent of which 
must be considered killed. Thus the total losses at the front 
work ont at 3,870 officers and 3,837 sub-officers and privates, 
including 27 out of the number of 72 having been awarded 
the “Pour le merite.’’ 


THE WILKINS ANTARTIC SURVEY. 
Sir Hubert Wilkins’ expedition, which is to attempt an 
aerial survey of the Antarctic continent, sailed from Monte- 
video for Deception Island on the whaler Hektoria on Oct. 24. 


The Aeroplane 


THE SPORTSMAN’S COUPE.—The Koolhoven F.K.41 monoplane (70 h.p. Siemens engine) at Croydon, where it 


NOVEMBER 7, 1928 


THE RETURN OF THE “GRAF ZEPPELIN,” 


The airship Graf Zeppelin which left Lakehurst, New 
Jersey, at o1.54 hours on Oct. 29, reached Friedrichshafen 
without untoward incident on the morning of Noy. I, when 
a successful landing was made at 7.15 a.m., 71 hours after 
leaving Lakehurst. 

On the return journey the course followed was approxi- 
mately the direct steamship route from New York to the 
English Channel until some 500 miles West of Ireland, where 
a detour to the southward was made to avoid bad weather. 
This took the airship over the Bay of Biscay and across 
Fratice. - 

Friedrichshafen was reached at 4.35 a.m.—giving 683 hours 
as the actual flying time, but the landing was delayed until 
daybreak. 

The weather was very rough at the beginning of the 
flight. The ship was at one time blown backwards, and Dr. 
Eckener is reported to have said that it was plainly proyi- 
dential that they had not been forced down onto the sea. 
Fortunately the wind soon veered to the north and by the 
next evening had dropped considerably. On the next night 
(Oct. 31) stormy weather was once more met over the Bay 
of Biscay. 

As a result of the return trip to the United States and 
back Dr, Eckener is reported to have expressed the opinion 
that the Graf Zeppelin is not a suitable type of ship for 
passenger service over the Atlantic. Greater structural 
strength is required and above all a higher speed is neces- 
sary for any regular service on such a route. 

This very frank admission of Dr. Eckener’s does him the 
greatest credit, and rightly interpreted, should inspire still 
greater confidence in his future work in the airship cause. 

Naturally the cheaper newspapers paid more attention to 
the story of the stowaway than to the remarkable perform- 
ance of the ship and her navigators. There is therefore a 
certain satisfaction in learning that the stowaway was a fake, 
who had been stowed away by enterprising journalists, who 
may or may not have exercised an exuberant sense of humour 
in thus pulling the collective legs of their sensation-monger- 
ing rivals. 


THE ‘GRAF ZEPPELIN” VISITS BERLIN- 


The Graf Zeppelin left Friedrichshafen in the early morning 
of Nov. 5 and reached Staaken at 09.35 hours. A strong 
gusty wind gave trouble in getting the ship to the mooring- 
mast, and caused a delay of an hour before the ship could 
be secured. 

(Apparently the mast at Staaken is not provided, as are the 
British mooring masts, with mechanical winches to haul the 
ship into place, but requires the ship to be man-handled into 
position.) 

After the ship was moored Dr. Eckener, accompanied by 
some of his officers and crew, was driven to the President’s 
Palace and were received and congratulated on the flight to 
New York and back by Marshal yon Hindenburg. 

Dr. Eckener said that they had set out to fly the Graf 
Zeppelin to America and back as a commercial ship. Their 


experiences proved that the ship left room for improvement 
but had strengthened their faith in the future of the airship. 
They knew what improvements were required and were satis- 
fied that they would be able to make them. 


has been demonstrated by Mr. M. L. Bramson. 
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SHORT ‘CALCUTTA’ 


eee Heer bel oo @ ib ss) UEP LEER’ 


The ‘‘ Calcutta’? has demonstrated 
its ability to take off water with 
full load on two engines only. 
Time 42 seconds; headwind tro 
miles per hour. 


ENGINES 


oh of ofo ef of cfo 


A repeat order has 
been received from 
Imperial Airways, 
Ltd., for a third 
** Calcutta”? all- 
metal flying boat. 


BE 2D 


GIVE A LITTLE 
MORE FOR 
YOUR POPPY 
THIS YE4™ 


SHORT BROS. (ROCHESTER & BEDFORD) LTD., ROCHESTER 
Slo cho cho fo fo fo fo fo fo fo ako ako ofo cfo afo ofo cfo abo cfo cho ofo cho obo ofo fo cho obo ofo cho cho ofo ofo fo fo fo fo cfo efo cfo of 
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THE ROYAL AIR FORCE. 


The London Gazette. 


RoyaL AIR FORCE. 


GENERAL DUTIES BRANCH.—Sub-Lt. M. JT. Cowin, R.N., is granted a 
temp. comn. as a Fig. Off. on attachment for duty with the R.A.F. 


October 30. 


(Oct. 21); Flg. Off. H. EB. BE. Weblin is granted the hon. rank of Fit. 
Lt. (Oct. 31).; Plt. Off. H. G. Wheeler is promoted to the rank of 
Flg. Off. with effect from Sept. 15 and with seniority of June 11. 


The following Plt. Offs. are promoted to the rank of Flg. Off. :— 
D. Ji £.. Haynes (May 15);—~B. ok? (Gy -Bradley,.(G._oW.. =Monk,. “Rye: 
Hancock, J. BK. Stuart-Lyon (Sept. 19); M. Fountain-Barber (Oct. 2); 
R. G. Forbes (Oct. 6). 

Air Commodore C. R. Samson, C.M.G., D.S.O., A.F.C., is restored 
to full pay from half-pay (Oct. 1). 

The following Flt. Lts. are placed on the retired list at their 


own request:—The Hon. J. H. B. Rodney, M.C. (Oct. 14); B. C. H. 
Cross, ‘D.F.C. (Oct. 15); H. EE. Searson, D.F.C. (Oct: 10). ; 
The following are transferred to the Reserve, Class B (Oct. 24) :— 


Fit. Lrs.—F. W. Clarke, D. EK. Ward. Fic. Orrs.—S. Herbert, E. S. 
Osborn, EA. Parker.> Bit, st B.C. Wee hitzherbert;=iiL BE. Di S:€-; 
1s transferred to the Reserve Class C (Oct. 24); Plt. Off. on probation 
D. A. Woolfe resigns his S.S. comn. (Oct. 19); Flt. Lt. M. H. Butler, 
D.F.C., relinquishes his S.S. comn. on account of ill-health, and is 
granted permission to retain his rank (Oct. 24). 

STORES BRAaNCH.—The following Plt. Offs. on probation are confirmed 
in rank and promoted to the rank of Flying Officer (Oct. 15) :— 
Cc. M.. P. Hartley, T. A. Head. 

MEDICAL BRANCH.—FIlt. Lt. (Hon. Sq. Ldr.) C. A. Meaden resigns his 
temp. comn. and is permitted to retain the honorary rank of Squadron 
Leader (Oct. 22). 

RESERVE OF AIR FORCE OFFICERS. 


GENERAL DUTIES BRANCH.—Flg. Off. L. A. Parker is employed with the 
Regular Air Force for a period of two years (Oct. 24); H. H. White 
is granted a commission in Class C as Flg. Off. (Oct. 30). The follow- 
ing Plt. Offs. are promoted to the rank of Flg. Off. :—G. A. R. Malcolm 
(Oct. 26); R. P..S. Taylor (Oct. 27); J. P. Rae (Oct. 28). The following 
Plt. Offs. on probation are confirmed in rank :—C. R. S. Smith (June 
13); J. I. Muir (Oct. 24). 

Flg. Off. C. W. Carleton, A.F.C., is transferred from Class A to 
Class C (Oct. 12); Flg. Off. J. R. W. Alexander is transferred from 
Class A.A. to Class C (Oct. 19). 

The following Flg. Offs. relinquish their commissions on completion 
of service:—E. M. Ling (Oct. 24); C. D. Robertson, M.M. (Oct. 29). 
Fig. Off. V. F. R. Hill relinquishes his commission on completion of 
service, and is permitted to retain his rank (Oct. 24). 

AUXILIARY AIR FORCE. 

GENERAL DUTIES BRANCH.—PIt. Off. R. Faulds is transferred from 

No. 602, City of Glasgow (Bombing) Sadn., to No. 600, City of London 


(Bombing) Sqdn. (Oct. 18). 
Appointments. 
Week ending Nov. 5, 1928. 
GENERAL DUTIES BRANCH.—Squadron Leaders A. Gray, M.C., to R.A.F. 


ase, Malta, 27/10. E. B. Beauman, to R.A.F. Depot, Uxbridge, 17/10. 
W. G. J. Penderel, M.C., to No. 216 Sqdn., Middle East, 20/10. 
» Malley, SD:E.Cy, ACEC.) to EMS. eagle, 


27/10. 


Flight Lieutenants J. M. J. C. J. I. Rock de Besombes, to No. ar 
Group H.Q., West Drayton, 13/11. HE. B. Grenfell, A.F.C., to No. 100 
Sqdn., Bicester, 22/10. G. A. H. Pidcock, to Air Ministry (Directorate 
of Teainine), 22/10. C. Crawford, to Armament and Gunnery School, 
Eastchurch, 5/9. 

Pilot Officers F. T. K. Bullmore, to No. ro Sqdn., Upper Heyford, 
22/11. J. H. L. Dillon-Trenchard, to No. 407 Flight, Mediterranean, 


25/10. j F 

Stores BRaNcH.—Flight Lieutenants A. Walters, to Air Ministry 
(Directorate of Equipment), 20/10. N. Robertson, to Air Ministry 
(Directorate of Equipment), 20/10. 


Flying Officer R. G. Fussell, 
Sarum, 4/12. 

ee BRANCH.—Flying Officer W. R. Donkin, to No. 504 Sadn., 
Hucknall, 30/10. 


The World’s Speed Record. 


An officially-timed attempt on the World’s Speed Record 
was made at Calshot on Nov. 4. Flt. Lt. D. D’A. A. Greig, 
D.F.C., A.F.C., R.A.F., flying the Supermarine S.5 (Napier 
Lion engine) attained a speed of 319.57 miles an hour over 
the standard three-kilometre course for air speed records. 
This is the highest speed flown under official observation 
but does not give the five- mile margin required to establish 
a new record. 

Flt. Lt. Greig made six runs over the course and the figures 
for the four chosen runs were as follows :— (1) 322.66 miles 
(519.23 kilometres), (2) 316.54 miles (509.43 kilometres), (3) 
319.56 miles (514.285 kilometres), (4) 319.56 miles (514.285 
kilometres). ; 

Fit. Lt. Greig was in the air just over 24 minutes. 

The trial was begun at 14.15 hours with a calm sea and a 
light wind of ro to 15 m.p.h. from the South-West, but the 
last two runs were made with a freshening wind and by the 
time he alighted the sea was choppy. 

The flights were timed by camera-guns as well as by the 
usual methods. 

Official Timekeepers : 
Lindsay Lloyd. 

Official Observer for Royal Aero Club and the Fédération 
Aéronautique Internationale: Harold E. Perrin. 

The existing record is held by Major Mario de Bernardi, 
with a speed of 318.464 kilometres per hour. 


Flight Lieut. S. M. Kinkead. 


The memorial painting of the late Flt. Lt. Kinkead was 
presented to the R.A.F. Club on Nov. 5 by Marshal of the 
Royal Air Force, Sir Hugh Trenchard, who in a brief but ap- 
propriate speech said that he felt honoured to represent the 
numerous subscribers in handing over the painting to the 
trustees of the Club. He testified to that wonderful spirit 


to School of Army Co-operation, Old 


Mr. A. G. Reynolds and Col. F, 


IN MEMORIAM Fit. Lt. S. M. Kinkead, D.S. On D.S.C., D.F.C., who was killed at Calshot on March 12, 1928, 
while making attempts to beat the World’s Speed Record. 
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THE NIGHTHAWK 
(320 h.p. A.B.C. 
Dragonfly 

Engine). 


THE GOLDFINCH 
(450 h.p. Bristol 
Jupiter VII 
Engine). 


In 1918, the Gloster Aircraft Co., Ltd., having acquired 
the constructional rights of the “ Nighthawk” single-seat 
fighter, were producing this type to the order of the Air 
Ministry at a rate of from 70 to 80 per month. 


Since this date they have specialised in the production of 
high-performance single-seat fighting aircraft and have built a 
large number of such aircraft for the equipment of the Fighter 
Squadrons of the Royal Air Force. Among the more 
outstanding types may be mentioned the ‘‘ Grebe,” the 
“ Gamecock,” the “ Gorcock,” the “Guan” and the 


“* Goldfinch.” 


GLOSTER 


AoA ICC UR Ga oe hotrod OX Or ae Wed (De 
SUNNINGEND WORKS, CHELTENHAM. 


Aerod.ome and Works - ~- Brockworth, Glos. 
London Office - - - 5, Grafton Streey,W.1. °° 


Telephones : 
Cheltenham 3061-2-3-4. 
London, Regent 1745. 


Codes: 
A.B.C. 5th Ed. & Bentley’s. 


Telegrams : 
“Glosaircra, Cheltenham.’’ 
“Glosaircra, Piccy, London.”’ 


KINDLY MENTION “ THE AEROPLANE” WHEN CORRESPONDING WITH ADVERTISERS. 


= 


4 


89 


79° 


The Aeroplane 


~*~ 


NOVEMBER 7, 1928 


of Kinkead which was so prominent throughout his career 
in the Service, both in Peace and War. Furthermore, he 
stated, that. he hoped that future members of the Club 
would appreciate Kinkead’s magnificent spirit and that they 
would attempt to emulate his deeds. 

Brig.-Gen. More, the Chairman of the Club, accepted the 
painting on behalf of the members, and in responding eulo- 
gised Kinkead’s outstanding personality and congratulated 
Mr. Harcourt, the artist, on his masterpiece. The painting 
was very true to life. : 

The Chief of the Air Staff and Mr. Harcourt lunched with 
the Committee of the Club after the ceremony. : 

A large number of members attended the unveiling cere- 
mony. 


The Far East Flight. 


The Far Kast Flight, R.A.F., which is stationed at Singa- 
pore, under the command of Group Captain H. M. Cave- 
Browne-Cave, D.S.O., D.F.C., left Singapore on Nov. 1 on 
a six-weeks’ tour. 

The itinerary is as follows :—Nov. 1 Kuching; Nov. 5 
Labuan; Nov. 7 Puerto Princessa; Nov. 9 Manila; Noy. 16 
Salomague; Noy. 17 Hong-Kong; Nov. 26 Touraine Bay; 
Nov. 28 Coconut Bay; Nov. 30 Bangkok; Dec. 5 Victoria 
Point; Dec. 7 Penang; Dec. 11 Singapore. 


H.M.S. Hermes. 


The aircraft-carrier Hermes, will leave Hong-Kong on 
Nov. 26 for a cruise to North Borneo and the Philippines. 
From Noy. 29 to Dec. 4 she will be at Jesselton; from Dec. 4 
to Dec. 6 at Kudat; from Dec. 8 to Dec. 14 at Manila; and 
will return to Hong-Kong on Dec. 17 

The R.A.F. Units in H.M.S. Hermes are No. 403 (Fleet 
Cheer! Flight, and No. 440 (Fleet Spotter Reconnaissance) 

light. 

The Senior Air Force Officer is Wing Cdr. A. H. S. Steele- 
Perkins, O.B.E. 


Leaving ‘Iraq to the R.A.F. 


The Baghdad correspondent of The Times in a message 
dated Nov. 2 states :— 

The first Indian regiment to enter Basrah in 1914, The 3rd Battalion, 
5th Mahratta Light Infantry, is the last to leave the country. This 
regiment entrained at Baghdad Jast night to return to India. 

Its stay in ‘Iraq has not been continuous, as it went to India 
after the Armistice and served for a time on the North-West Frontier, 
returning to Baghdad two years ago. No troops paid by the Imperial 
Exchequer now remain in ‘Iraq other than the Air Force and the 
Assyrian Levies. The Levies’ strength was lately much reduced when 
their headquarters were transferred from Mosul to Baghdad. 


Extensions of Reserve Service. 


The service of the following officers of the R.A.F. Reserve 
has been extended as follows :— 

For five years.—(Class A.): Flg. Offs. R. M. Bullock, E. B. Fielden, 
C. Kenney, C. R. McMullin, F. W. Marshall. (Class C.): Flg. Offs. 
W. Alan, A. E. Ansell, H. C. Norman, S. H. H. Swanton. 

For four years.—(Class A.): Fit. Lt. L. R. L. Brown. (Class B.): 
Blt. Lt. ‘Li Fo" P. “Bawn.”\(ClasssD:)s -Blty 14.2 34 Ww. Harper. 

For one year.—(Class A.): Fig. Off. S. B. Croyden. (Class C.): Fit. 
Lt. H. V. Stammers, D.F.C. 

The service of the following officers of the R.A.F. Re- 
serve has been extended to April, 1930 :— 

(GlasssCOiseHit. tC wenn: 


Service Aircraft at Civil Aerodromes. 


An Air Ministry Order regarding the safety of Service 
aircraft landing on a civilian aerodrome states that where 
hangar accommodation is available it will be sufficient if the 
pilot places the aircraft in the hands of the aerodrome 
authorities, sees it put into a hangar, obeys any instructions 
which the authorities may give him and satisfies himself that 
the aircraft will receive the same protection as the civil 
aircraft at the aerodrome. 

When hangar accommodation is not available the pilot 
should use his discretion as to what steps he should take 
to safeguard the aircraft. If he can satisfy himself that 
adequate provision is made at the aerodrome for night watch- 
men it would usually suffice to place it in the hands of the 
aerodrome authorities. If the arrangements are not, in 
the pilot’s judgment, adequate, he should proceed to obtain 
a Service, or police guard. He should not demand a police 
guard if other adequate arrangements can be made. 

If the pilot acts in accordance with these instructions he 
will not be held liable for any loss or damage which may 
occur after he has handed the aircraft over to the aerodrome 
authorities. 


Wing Commander Shekleton. 
Wing Commander Alexander Shekleton, D.S.O., whose ap- 
pointment to command the Aircraft Depot, ‘Iraq, is dated 


‘Oct. 20, 1928, was born in 1891 at Pietermaritzburg, Natal, 
and was educated at Oundle and the R.M.A. Woolwich. He 


» ment to command No. 70 (Bombing) Squadron, ‘Iraq, is dated 


entered the Royal Munster Fusiliers in 1910. He learned to 
fly on a Bristol biplane at Brooklands and his Royal Aero 
Club certificate No. 399 is dated Jan. 21, 1913. In May, 1973, 
he joined the Central Flying School for a course and was 
seconded to the R.F.C. in August, 1913. 

He went to France with the R.F.C. in August, 1914, and 
was promoted Flight Commander in January, 1915. In April, 
1915, he was promoted Captain, Royal Munster Fusiliers, and 
in January, 1916, he was promoted Squadron Commander with 
the temporary rank of Major. In June, 1917, he went to 
Egypt. He was promoted Wing Commander and temporary 
Lieutenant-Colonel in November, 1917, and Lieutenant-Colonel 
in April, 1918. 

Or April 11, 1918, the London Gazette announced his ap- 
pointment to be a Companion of the Distinguished Service 
Order for distinguished service in the Field in connection 
with military operations culminating in the capture of 
Jerusalem. i. 

In August, 1919, he resigned his Army commission on ap- 
pointment to a permanent commission in the R.A.F. with 
the rank of Squadron Leader. In May, 1919, he was ap- 
pointed to command the Aeroplane Experimental Establish- 
ment at Martlesham Heath and in April, 1921, he was posted 
to the Air Ministry, Directorate of Training. In June, 1923, 
he was promoted Wing Commander. In, 1924 he served on 
the Central Trade Test Board and in September, 1924, he was 
posted to the Reception Depot, West Drayton, to command. 


Wing Commander Steele-Perkins. 


Wing Commander A. H. S. Steele-Perkins, O.B.E., whose 
appointment as Senior Air Force Officer, H.M.S. Hermes, is 
dated Oct. 19, 1928, was born in 1887 at Exeter and was edu- 
cated at Kastman’s Royal Naval Academy. He entered the 
Royal Navy as a Paymaster. Cadet in 1905 and was promoted 
Assistant Paymaster in 1908, Paymaster Lieutenant in 1912, 
and acting Paymaster Lieut.-Commander in 1918. os 

In April, 1918, he was attached to the R.A.F. as Staff 
Officer, 2nd class, with the temporary rank of Major. In 
August, 1918, he was appointed Staff Officer at the Air 
Ministry with the rank of Lieut.-Colonel and in August, 1910, 
his name was removed from the Navy List on appointment 
to a permanent commission in the R.A.F. with the rank 
of Squadron Leader. He was made an Officer of the British 
Empire in 191g for valuable services rendered during the 
War. : 

In January, 1921, he took over the command of the RAB 
Record Office at Ruislip. In October, 1922, he was appointed 
to command the Aircraft Depot, Egypt, and in January, 1925, 
he was promoted to the rank of Wing Commander. In 
February, 1926, he was restored to the Home Establishment 
and posted to H.Q. Inland Area for Personnel Staff Duties. 


Wing Commander A. G. De Courcy. 2 
Wing Commander A. G. De Courcy, M.C., whose appoint- 


Oct. 20, 1928, was born in 1894 at Plympton St. Mary, Devon. 
and educated at Glenalmond School, and the R.M.A., Wool- 
wich. He entered the Royal Artillery in July, 1914. 
He was attached to No. 4 Squadron, R.F.C., in France as 
an Observer from October, 1915, until April, 1916, when he 
was posted to Oxford for a course of flying instruction, and 
was seconded to the R.F.C. In June, 1916, he went back to 
France and in September, 1916, he was promoted Flight 
Commander and temporary Captain. He was Mentioned m 
Dispatches during the month. In January, 1917, he was 
awarded the Military Cross. ee 
The London Gazette of that date reads :— ze 
For conspicuous gallantry in action. He has located numerous hostile 
batteries, and by directing the fire of our howitzers has been 
strumental in destroying a-number of them. On one occasion 
drove off three hostile machines. 3 


In May, 1917, he was awarded the Croix de Guerre (Fra 
for distinguished service in the Feld and in June, 1917 
was promoted Squadron Commander and temporary Major. = 

In August, 1919, he resigned his Army Commission on ap- 
pointment to a permanent commission in the R.A.F. 
March, 1920, he was posted to No. 210 Squadron, Gospo: 
and in October, 1921, to the R.A.F. Base, Gosport. In 1922 
he joined the Cambridge University Course in Aeronautical 
Engineering and passed the course as a specially qualified 
Engineering Officer entitled to the letter E* after his name 
in the Air Force List. In February, 1922, he received an Air 
Council letter of appreciation based on an appreciation by 
the Commander-in-Chief, Atlantic Fleet, of results obtained 
by the De Courcy system of range- and bearing-finding dut- 
ing the September-October, 1921, trials. In November, 1922, 
he received an Air Council appreciation, at the recommenda- 
tion of the Committee on Awards to Inventors, of his excel- 
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lent services in connection with range finding methods for 
aircraft. 


In July, 1925, he was appointed to the Home Aircraft Depot, 
Henlow, for engineering duties. 


R.A.F. SPORTS AND PASTIMES. 
Boxing. 

A Boxing Tournament between a team representing the 
Imperial Services and a team representing the Police Forces 
of Great Britain and Ireland was held at the Albert Hall on 
Noy. 1. The Police won by eight contests to four. 

The R.A.F. were represented by AC. Buchanan (Light- 
weight), L-AC. Garratt (Welter-weight), and Flg. Off. G. R. 
Beamish (Heavy-weight). AC. Buchanan won his match by 
beating P.C. Ferguson (Metropolitan Police) on points, L-AC. 
Garratt was beaten by P.C. Page (Doncaster) on points, and 
Flg. Off. Beamish was knocked out by P.C. Clifton (Port 
of London Authority Police) in the second round. The Times 
account of these bouts states :— 

Aircraftman Buchanan and Police-constable Ferguson, two largish 
light-weights, opened the boxing and set a pace and vigorous style 
that mostly continued throughout the evening. Not that Buchanan 
and Ferguson, however furiously they - exchanged punches, ever 
descended to the crude roughness of some of the intermediate bouts. 
Buchanan won well on points, but narrowly escaped a knockout punch 
in the last of the six two-minute rounds. 

The Imperial Services were represented by another Air Force man 
in the next contest, one of two at the liberal welter-weight of io st. 
io lb. This weight exactly suited P.C. Page, of Doncaster, who looked 
well built enough to be a Middle, and was, in fact, nearly half a 
stone heavier and’ quite three inches taller than Leading Aircraftman 
Garratt. Even so, the latter was so much the cleverer boxer, rarely 
failing to duck or slip his opponent’s heaviest swings and countering 
repeatedly with both hands, that he seemed to have gained an ample 
lead on points before he began to tire in the last two rounds. 

Flying Officer G. R. Beamish, better known as a Rugby Football 
International forward, very nearly brought off the big thing in his 
fight with P.C. Clifton, who, in spite of his veterancy, still is as good 
a heavy-weight as there is in the country. When the gong sounded the 
kick-off, Beamish charged for Clifton as though the latter were a 
goal-line, punched him hard into a corner, punched him hard again— 
and then stood back. Every one, including Clifton, was astounded; 
then Beamish charged in again, landed hard, and ‘repeated the process 
of standing back either to admire his handiwork or, quite possibly, 
to give the other fellow a fair chance. Unhappily for Beamish, Clifton 
is not the sort of man to treat so lightly, and in the subsequent rushes 
it was the Services man who received most of the punishnient. A 
stinging straight left, backed up by a right hook, perfectly timed, 
had Beamish groggy and down twice in the second round, the second 
occasion being decisive. 


Rugby Football. 

The R.A.F. Officers’. Trial XV versus R.A.F. Cadet College, 
Cranwell :—The R.A.F. Trial XV beat the Cadets by two 
goals, four tries and a penalty goal (25 points) to one goal 
and two tries (11 points). 

A strong team was sent down by the R.A.F. to play the 
Cadets on Noy. 3. Nevertheless the first few minutes of the 
game gave one the impression that it would be a fairly equal 
match. The College forwards were playing with considerable 
dash and on most occasions got the ball inside the scrum. 
When, however, the R.A.F. outsides obtained the ball they 
made the best use of their opportunity. By half time the 
R.A.F. were leading by eight points. In the second half both 
sides added to the score on the College side. This was 
chiefly due to the good combination of the halves. 

Another account of the game states :— 

The ground was in perfect condition the result being that the game 
was a very fast one. The first half was equally contested, both sides 
attacking and defending alternatively. 

Cranwell drew first blood, the cunning Cadets taking full advantage 
of a pass, forward when the unfortunate Referee was struggling 
among a loose scrum to pick up his whistle which had been un- 
ceremoniously knocked out of his hand by Mr. Beamish of boxing 
and Irish fame The R.A.F. team equalised shortly afterwards with 
a penalty goal which was awarded for off-side play. Incidentally the 
Cadets were prone to be off-side when defending their goal line. 
A little later the R.A.F. scored under the posts, the try being converted. 

The second half showed some very spirited play, the R.A.F. setting 
the pace. Their forwards improved in the loose and their backs played 
as backs should play, with the result that they scored five times. 
Only one of the tries was converted however. The Cadets, although 
they played with great spirit and determination, could only score 
once. Cadet Bader, the outside half; was the outstanding player in 
the field, his breaks-through were magnificent and he was a con- 
tinual thorn in the R.A.F. side. The Cadet forwards were far superior 
to the R.A.F. forwards in the tight scrum, getting the baH five times 
out of every six. The Cadet threequarters were good but lacked thrust 
in the centre. Had one of these centres only followed through with 
Bader, at least four tries would have been scored. 

The R.A.F. forwards were good in the first half and improved in 
the second but they were badly in need of a hooker. It appears that 
Cc. D. Adams was the best of those tried, although a forward who 
hooks with his near foot is apt to punish his side with penalty kicks 
unless he is careful. The brothers Beamish upheld the honour of 
Ireland as usual. It would be invidious to mention the others as 
they all played well. McLean at scrum-half was good in spasms but 
was inclined to be slow in getting the ball away. Odbert played ex- 


cellently. The threequarter line played better than any RAF, three. 
quarter line of the past and if they cam improve their speed and 
determination in going for the line all will be well. The full-back 
like all R.A.F. full-backs, tried hard but only kicked well. with one 
foot.—* s. oO. Ss.” = 


5 Crei : 

pe eo G. H. Brookman, Fig. Off. C. H. G. Bremridge, 
Plt, Off. R. D. Cotton, Pit. Off. J. R. H. Pott, Plt. Off. N. E. White, 
Fit. Lt. R. V. M. Odbert, Pit. Off. D. L. McLean, Pit. Off. R. J. 
Stevens, Flg. Off. F. V. Beamish, Fit. Lt. BV: Reyouli a 4 
CD; Adams, Pit.-Of. T2235 icra Fit. Lt. J. S. Chick, Fig. 

i Flg. Off. J. Clarke. 

Se nes : ert. Cdt. Henzell. Threequarters : Fit. Cats. 
Field, Baines, Lascelles and Walker. Halves: Flt. Cdts. See 
Bader. Forwards: Flt. Cdts. Letchworth, Charles, McKechnie, Wallace 
Lord Douglas Hamilton, Hood, Keary and Cole. 


The R.A.F. Staff College Magazine. 
The Hawk, the new magazine of the R.A.F. Staff College, 
Andover, the first number of which will appear early in 
December, will be 2s. 6d. a copy. 


The Aeroplane” at R.A.F. Stations. 


ints have been received from various R.A-F. stations 
fae oes of Hr AkROPLANE for the Mess and for ee 
do not arrive till Friday mornings. As a ee co) ae 
copies of THE AEROPLANE, whether sent direct from THE : y 
PLANE office or ordered through local news s ea 
arrive at the same time as the daily papers on ur e.. 
Subscription copies are sent direct from THE oe 
City Office on Wednesdays in good time for the evening trains 
and should be delivered with the letters next none 
Officers or men who find any delay in the delivery 0 i 
AFROPLANE are invited to notify this office (175, Picca a 
W.x) to that effect, and to state whether the copies ee 2 
livered by post direct, or are subscription cope ere 
through news-agents or whether they are delivered by a news- 


agent. 


THE NEW ZEALAND AIR SERVICE. 
i i h delivere 
Mr. Coates, Premier of New Zealand, in a speec | 

Lee on Oct. 24, announced that the report which es 

Government had received from Sir John Salmond showe 

clearly the need for an increased development of the ” 

Zealand Air Service, and stated that to provide money for 

such development expenditure on the Territorial Defence 
Force was to be reduced. 


Force waa to be edn: ae 
THE R.AF. STAFF COLLEGE 


The following books are among those recom- 
mended to be studied by candidates for the RAP 


Staff College. 
They may be obtained from THE AERO- 
PLANE BOOK DEPARTMENT. 
SCIENCE OF WAR. Henderson. 21° 
A SHO<T HISTORY OF THE BRITISH 
COMMONWEALTH. 
Ramsay Muir. Vol. I and Vol. II. 30/- 
THE DIRECTION OF WAR. Bird. 21/- 
IMPERIAL MILITARY GEOGRAPHY. 
Cole. 10/- 
SOME PRINCIPLES OF MARITIME 
STRATEGY. Corbett. 12/6 
THE NATION IN ARMS. ae 
Von der Goltz. 10) 
THE INFLUENCE OF SEA POWER E 
UPON HISTORY. Mahan. 30/- 


THE AEROPLANE BOOK DEPT. 
Cannon House, Pilgrim Street, E.C.4. 


(Catalogue of Modern Aeronautical Books post free 
on application.) | 
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THE ROYAL AERO CLUB. 
Associated Clubs General Council. 

The General Council of the Associated Clubs met at the 
Royal Aero Club on Friday, Nov. 2, 1928, at 11 a.m., Lord 
Thomson (Chairman of the Royal Aero Club) presiding. 

The following Clubs were represented :—Royal Aero Club— 
Lieut.-Col. M. O. Darby, F. Handley Page, Lieut.-Col. M. 
O’Gorman, Maj. H. A. Petre, and Col. The Master of Sein- 
pill. Bristol and Wessex Aeroplane Club—A. H. Downes- 
Shaw, Col. D. C. Robinson, and Maj. G. S. Cooper. Felix- 
stowe Light Aeroplane Club—Flt. Lt. N. Comper. Halton 
Aero Club—Flg. Off. Cecil H. Ll. Needham. Hampshire Aero- 
plane Club—O. E. Simmonds, and H. J. Harrington. Lanca- 
shire Aero Club—A. R. Goodfellow, and Cor Cantrille 
Liverpool and District Aero Club—W. Frank Davison. 
London Aeroplane Club—Maj. K. M. Beaumont, D.S.O., 
Capt. A. G. Lamplugh, and Maj. R. H. Mayo, O.B.E. Mid- 
land Aero Club—Maj. Gilbert Dennison, and H. A. Pepper. 
Newcastle-upon-Tyne Aero Club—Maj. B. M. Dodds. Norfolk 
and Norwich Aero Club—Capt. R. T. Harmer, G. F. Surtees, 
and B. L. Young. Nottingham Aero Club—C. R. Sands. 
R.A.E. Aero Club—P. N. G. Peters. Suffolk and Eastern 
Counties Aeroplane Club—Dr. James C. Sleigh. Yorkshire 
Aeroplane Club—F1. Off. F. G. Wayman, and Col. J. Walker. 

Official Meetings, 1928.—The account for the four Official 
Meetings held in 1928 were presented, and it was decided that 
the amount standing to the credit of the pool should be dis- 
tributed equally amongst the Associated Light Aeroplane 
Clubs. A unanimous vote of thanks. was passed to the 
following Clubs, who organised the Official Meetings in 
1928:—The Bristol and Wessex Aeroplane Club. The 
Hampshire Aeroplane Club. The Lancashire Aero Club. 
The Midland Aero Club. 

_Official Meetings, 1929.—The programme for 1929 was con- 
sidered and it was thought desirable to concentrate on one 
large Official Meeting in the provinces, at which it was 
hoped to obtain full support from the R.A.F. It was further 
decided to hold three smaller meetings at which R.A.F. 
support would be asked for on a lesser scale. ‘The location 
for these meetings was left over till the next conference of 
the General Council. 

Insurance.—Mr. KE. J. Quarrington, the Honorary Insurance 
Adviser to the General Council, submitted a report giving 
statistics of insurances taken out by Light Aeroplane Clubs 
for the year ended July 31, 1928. It was decided that this 
report should be issued to all the Associated. Clubs. 

Establishment of Light Aeroplane Clubs and Aerodromes,— 
The General Council considere@ fully the proposal put for- 
ward by the promoters of a Company to be formed to 
establish Light Aeroplane Clubs and Aerodromes in various 
parts of the country. 

[One gathers, quite unofficially, that the Clubs decided, 
very wisely, to pursue a policy of masterly inactivity, or, 
in the words of the late Lord Oxford and Asquith, to “ wait 
and see,’’ and, like Mr. Micawber, to “‘ wait for something to 
turn up.” This is in fact a far better policy than either 
committing themselves to a policy of hostility to Guest and 
Co., or, on the other hand, throwing themselves into the 
arms of an organisation which has still to prove its worth. 

—C. G. G.] 


THE FIRST MONTHLY HOUSE DINNER 
OF THE R.Ae.C. 

The Royal Aero Club will hold its first Monthly House 
Dinner of the Season on Wednesday, Nov. 14, at 7.30 p.m., 
when it will welcome home Mr. Bert Hinkler from Australia. 

Mr. Hinkler will recount his experiences on his flight 
from England to Australia and will speak on Aviation in 
Australia. 

Members wishing to attend are requested to notify the 
Secretary. The number is limited to 60 and early application 
is requested. 


CANADIAN CLUB FLYING HOURS. 

The following is the record of the number of flying hours 
put up by the various Canadian Light Aeroplane Clubs, all 
of which were formed this year. 

Up to Sept. 22: Toronto, 881 hours; Montreal, s90 hours; 
Ottawa, 480 hours; Hamilton, 408 hours; Regina, 303 hours; 
Edmonton, 266 hours; London, 159 hours; Victoria, B.C., 77 
hours; Border Cities, 50 hours and Calgary, 37 hours. 

Up to Aug. 5, Winnepeg, 375 hours, and up to Aug. 19, Hali- 
fax, 90 hours. 


AERONAUTICAL AND AUTOMOBILE 
ENGINEERS. 

On Thursday, Noy. 15, The Royal Aeronautical Societv 
will hold the annual joint meeting with the Society of 
Automobile Engineers. On this occasion Mr. R. J.-Penn 
will lecture on ‘“‘ Aero Engines in Flight with Special 
Reference to Carburation.’”? The meeting will be held at 
the rooms of the Royal Society of Arts, John Street, Adelphi, 
ats o/. 4S petite : : 

Mr. Penn has been Technical Officer in charge of the 
flying section of the engine research department at the 
Royal Aircraft Establishment, Farnborough, since 1922. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

{Sec.: Harold E. Perrin, 3, Clifford Street, London, W.x1.] 

Aerodrome: Stag Lane Aerodrome, Edgware, Middlesex. 

Report for week ending Nov. 4. 

Instructors: V. H. Baker and F. R. Matthews. 
C. Humphreys. Aircraft: 3 (NY, MP and XS). 

Flying Time: 31 hr. 5 min.; Instruction: 29 (19 hr. 1o min); 
“A” Pilots: 18 (9 hr. 50 min.); Passengers: 6 (2 hr. 5 min.). 

October Flying Time. 

Flying Time: 526 flights (213 hr. 15 min.); Instruction: 189 flights 
(76 hr. 20 min.); “A” Pilots: 165 flights (88 hr. 39 min.); Soloists 
(under instruction) : 28 flights (13 hr.); Passengers: 43 flights (8 hr. 
35 min.); Tests: ror flights (16 hr. 50 min.). 

Notes.—During the month 165 individual members of the Club flew 
at Stag Lane, including 51 holders of ‘‘ A” Licences. : 


The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. TT. Dodds, Cramlington Aerodrome, Northumberland. ] 

Report for week ending Nov. 4. 

Instructor: G. M. S. Kemp. 
Aircraft. 2. (Pl sande s 

Flying Time: 25 hr. 20 min.; Instruction: 10 (13 hr.); “A” Pilots: 
12 (11 hr.); Passengers: 8 (x hr. zo. min.);. Tests. 10 ani, 

Notes.—New pupils—Messrs. Stainthorpe and Cook. 

We were pleased to receive a visit on Saturday last from Sir Alan 
Cobham. He was staying in Newcastle over the week-end to deliver 
his lecture on his African trip. A number of Club members attended. 

One of our oldest members, Mr. MacMillan, paid us a visit and com. 
pleted the necessary three hours’ solo for the renewal of his “BRB” 
Licence. He is at present engaged in the Movie business in California. 


The Yorkshire Aeroplane Club. 
[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet. } 
Report for week ending Nov. 3. 
Instructor: G. R. Beck. Ground Engineer: 
2. (SV and RF). 


Ground Engineers: 


Ground Engineer: 


K. C€. Brown. 


R. Morris. Aircraft: 


Flying Time: 18 hr. :40:min.; Instruction: 7 (3 “Wr.955 aman.) ; 
Soloists: 2 (55 -min.); “A’”’ Pilots ::12 (x10 hr. 30 min.); Passengers : 
9-(3 hy 05 ain.) 7 ests: r= (peta) 


Notes.—The I,eeds Branch of the Royal Aeronautical Society heid 
their Monthly Meeting at our Club House on Tuesday, Oct. 30, when 
a very interesting paper was read by Major Scott, CBE, AF.C., 
who is to be the pilot of R.100, on *‘ The Operation of Large Rigid 
Airships.” The attendance was good and included many members 
of the Airship Construction Staff at Howden. 

As a result of this meeting a number of members of the Yorkshire 
Aeroplane Club joined the Leeds Branch of the R.Ae.S. 

We regret to announce the death of one of our members, Mr. S. W. 
Evans, as a result of'a motor accident last week. 


The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth. ] 

Aerodrome: Castle Bromwich, Birmingham. 

Report for week ending Nov. 3. 

Instructors. - ENG ache Te, “Rose 
Engineer: W. J]. Halland. Asst. Engineer: 
(LT, LW and XT). 

Flying Time: 20 hr. 27 min.; Instruction: 
“A” Pilots and Soloists: 
35 Min.) mestss: = 62 tii. 

Notes.—Mr. F. D. Scott successfully made a first solo. 

Mr. W. L. Handley passed all flying tests for his ‘‘ A” Licence. 

Very bad weather has again restricted flying. 

We were glad to see that the Hampshire Club can remove and 
replace ‘‘ heads’ before the body has a chance to cool. We find that 
when once our engineer has addressed the odd word or so to at 
engine with a defective cylinder-head it never gets cool again. 


The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, Hamble, Hants.] 

Aerodrome: Southampton Aerodrome, Hamble. 

Report for week ending Nov. 2. 

Flying Time: 32 hr. 40 min.; Instruction: 20 hr. 40 min.; “4” 
Pilots: 8 hr.; Soloists: 2 hr.; Tests and Passengers: 2 hr. 

Total time for October: 120 hr. 5 min.; Instruction: 68 hr. 3° 
min.; “A” Pilots: 23 hr. 10 min.; Soloists: 19 hr. 15 min.; Tests 
and Passengers: 9 hr. to min. 

Instruction with Flt. Lt. F. A. Swoffer and W. H. Dudley, for the 
month :—Messrs. Buckley, Evans, Reuther, Courtney, Milford, Mat 
tocks, Vernon, Harrison, Tobutt, Miller, Beagley, Crook, Inglis, 
Brewster, Grahame-Gibbs, Martin, Rice-Hunt, Cater, Castley, Wilson, 
Neave, Roy, Angus, Storey, Rumble, Fawkes, Cambell, Sturse, 
Endacott, Major Thorn, Miss Grace, Lt.’s. Roskill, Oswald, Coode, 
Cdr. Bell, Miss Melvill, Mrs. Gordon Smith, Miss Home, It. Schreiber, 
Major Jenkins, Lt. Litchfield-Speer, Cdr. Hunt, Dr. Bowden, Mrs. 
Crook, Capt. Tweed, Sir Torquil Munro, It. Couchman. “A” Pilots 
for the month.—Messrs. Sanders-Clark, Hall, Rayson, Evershed, 
Whittle, Baynes, Deane, Michelmore, Parker, Curtis-Nuthall, Wells, 
Falconer, Fry, Cambell, Sturge, Miss Grace, It. DuCane, Lt. Oliver, 
Cdr. Tower, Plt. Off. Leech, Flg. Off. Southey, Lt. Heath, Don J. 
de la Cierva, Lt. Kennedy. Soloists for the month. —Messts. Evans, 
Rumble, Cdr. Bell, Miss Home, Lt. Schreiber, Lt. Coode, Lt. Oswald. 

Notes.—Cdr. Bell has passed for his “A” Licence, in the landing 
test has came to rest exactly on the mark. Lt. Oswald made a suc 
cessful first solo on Nov. 2. —. . 

We congratulate Mr. S. Schofield of the Suffolk Club on obtainins 
a’ commercial Licence in America. We hope he will now perform 
“‘ Side-by-Side ”? as sung in the States. . 5 | 


The Norfolk and Norwich Aero Club. _ 
[Sec.: G. McEwen, Mousehold Aerodrome, Sprowston, Norwich.] | 
Report for week ending Oct. 28. 
Instructor: B. Young. Enginee?: A. Kirby Aircraft: 1 (2W): 
Flying Time: 8 hr. 55 min.; “A” Pilots: 8 (4 hr.); Instruction : 
3 (so min.); Soloists (under instruction): 4 (3 br. 45 min.); Tests - 
2 (20 min.). 
Notes.—New 


D.F.C., and W. H. Sutetfie. 
G. ‘Rees, Atreraie: 3 


14 (6 hr. 4o min.) 
21 (10 hr. 20 min.); Passengers: 6 (2 hr. 


pupil, E. T. Green. 


NOVEMBER 7, 1928 The Aeroplane ; 


—— 


THE 
WESTLAND 
WAPITI 


with Jupiter VI Engine 
(Photos Nos. 1 & 2). 


A "general purposes "’ 
aircraft as supplied to 
the Royal Air Force. 
Landplane or seaplane; 
Suitable for recon- 
naissance, bombing, 
wireless, photography, 
etce.; fitted with 
Handley-Page Auto- 
matic Slot Gear, Wood 
or all-metal construc- 
tion. 


THE WESTLAND 
WIDGEON 


Cirrus III or Genet Engines. 
(Photo No. 8). 


Aun ideal light ‘plane for the 
Private owner, club use, etc. 
Robustly constructed to exceed- 
ingly high standards. An ex- 
cellent machine which will be 
appreciated by the most exy eri- 
enced as well as the new pilot. 
Possesses exceptional controll- 
ability, even when installed flight 
Folding wings—no rigging to 
require adjustment; excellent 
view for pilot and pass nger, 
Low running costs. 

@Quiries solicited for all 
types of Civil and Military 
Asrorafs. 


WESTLAND AIRCRAFT WORKS. 


(Branch of Petters Limtted), CONTRACTORS TO THE AIR MINISTRY, 
Telepbone—Yeovil 141. YEOVIL, ENGLAND. Telegrams—Aircraf, 141 Yeovil. 
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Yet another week of fickle weather, during which one machine has 
been enough for our purposes. QX will soon be functioning again. 

We sympathise sincerely with Miss O’Brien in her recent accident 
and also with the Lancashire Club in their recent sad fatality. 

We regret very much being unable to attend the opening of the 
Berks, .Bucks and Oxon Club at Reading. However we take this 
opportunity of wishing them every success and ‘*Good Hunting.” 

Report for week ending Nov. 2. 

Instructor: B. Young. Ground Engineer: A. 
ZW and QX. 

Flying Time: 16 hr. 20 min.; Instruction : 


Kirkby. Aircraft: 


2 (2. hr.); Soloists (under 


instruction),: 3. (2) hr. “10 min.) ; <A? “Pivots: 13 (ar - he. “sosamin:) : 
Tests: 2. (20/min:), 
Notes.—We have only had two flying days this week with the 


exception of an odd half-hour or so. QX was out of commission for 
two days while a new centre section front spar main plane fitting 
was procured to replace one which was cracked. 

Congratulations are due to Mr. Rope who climbed to 7,400 feet 
on his altimeter in his endeavour to do the official height test. When 
he arrived back to earth the barograph recorded simply nothing. The 
mystery became apparent however when the small needle was dis- 
covered to have come adrift from the arm, and on the following 
day the height test was made without a hitch. [In such a case who 
pays for the extra flying ?—the Club which supplied the defective 
barograph, or the makers of the barograph, or the deceived member ?] 


The Sufiolk and Eastern Counties Aeroplane Club. 
(Sec.: Major P. IL. Holmes, D.S.C., The Aerodrome, Hadleigh, 
Suffolk. ] 
Aerodrome: 2 


miles E. from WHadleigh, Suffolk. 


Instructor: G. KE. Lowdell, A.F.M. Ground Engineers: ‘*C,” 
E. Mayhew; ‘* A,” G. Keeley. Aircraft: 2 RE and UH. 

Report for week ending Nov. 3. , 

Diying | ine: 16" ire 55 mina Dstrucions = yam (obit 35) eiikIsI") 
Soloists (under instruction): 2 (15 min.); “A” Pilots: 5 (6 hr. 


45 min.)s Passengers: 3 (25. min) seebestse) erom (SS mmtiin,) 

Notes.—Two new members—Mr. Ripley and Mr. Collingwood—started 
instruction during the week. 

Mr. Welsh, after 7 br. 25 min., and Mr. Wedd, after 9 hr. 30 min., 
made their first solo flights during the week. Both put up an excel- 
lent performance and made perfect landings, thus justifying our 
policy of not attempting to rush members through too quickly for 
purposes of subsidy-snatching. 

Mr. S. Schofield made two cross-country flights to Cambridge, and 
Mr. H. B. Collins, our latest ‘‘A”’ I.icence member, went to Colchester. 

During a busy period on Sunday an aileron was damaged landing in 
a very gusty wind. This was replaced by a spare during lunch. 

Our flying member is much annoyed with our Hampshire friends. 
Mr. Ripley having flown with a friend at Hamble was so bitten with 
the aviation bug that he has joined up at Hadleigh; thus our member 
has to share the machines with another. ‘The Committee, however, 
offer their hearty thanks to Hampshire and trust that they will send 
along more members either to Hadleigh or Cambridge. With regard 
to Cambridge, flying should start within the next two weeks. 

The Bristol and Wessex Aeroplane Club. 

[Sec. > Major G. S: Cooper, D.S:0.] 

Aerodrome: Filton. 

Report for week ending Oct. 27. 

Instructor: E. W. B. Bartlett. 
Aircrafts 2 (Yt and) LV). 

Flying, Time: 7 hr.; Instruction: 5 (2 hr. 55’ min.); Soloists: 1. (15 
mini); eA? Pilots: 2 (55 mans.) se Passeneersi vAe(ey elise ts ask.) © 
Tests : 6:(30 min.). 

Notes.—Rain, more rain, heavy rain, rain in buckets and otherwise, 
hail, and gales, have caused disappointment to prospective ‘‘A’ pilots. 

We congratulate The Hon. B. ly. Bathurst on successfully passing his 
“A” JTicence Tests in between the storms in none too good weather. 

Mr. Downes-Shaw, with Mr. H. EB. Davis as passenger, had an 
interesting flight on Oct. 21. The object of the flight was to reconnoitre 
for possible landing grounds at Upton-on-Severn. Soon after starting 
heavy rain was sighted between them and their objective. A devia- 
tion from their course via Cheltenham, Evesham and Worcester enabled 
them to work round the bad weather and they successfully carried 
out their reconnaissance of Upton-on-Severn. On the return journey 
similar trouble was encountered. It was found necessary to return 
across the Malvern Hills and over the Forest of Dean. 

Report for week ending Nov. 3. 


Ground Engineer: A. W. Webb. 


Instructor: KE. B. W. Bartlett. Ground Engineer: “A. W. Webb. 
Aircraft: 2 (YH and TV). 

Flying Dime: 14 br. 40 min.; Instruction: S:(e2hr- 355 min); 
(CA” Pilots: 7 (10. br. 15 min:)s: “Passengers 3) 4. Aa st 20 mit.) 
Tests Ou te Lit.  2oNtt it)! 


Notes.—Items of interest have been conspicuous by their absence. 

Attendance has been good in spite of rather depressing meteorology. 
The Cinque Ports Flying Club. 

[Hon. Sec.: R. Dallas Brett, 114, High Street, Hythe, 

Aerodrome: I.ympne, Kent. 

Report for week ending Nov. 3. 

Instructor: H. G. Travers, D.S.C. Ground Engineer: R. H. Wynne. 
Aircraft: 1x (NN). / 

Flying Time: 9 hr. 45 min.; Instruction: 7 (9 hr. 15 min.); Tests: 
3 (30 min.). 

Notes.—Visiting private-owner members of other flying clubs who 
hold “A” or “B” Licences, and also serving officers in the R.A.F., 
who are-private owners, may be admitted as flying members of this 
Club at a subscription of £2 2s. per annum without an entrance fee. 
This should be a help to private owners travelling to and from the 
Continent and passing through Lympne. 

Messrs. Law, Sargent, Clemetson and Worsell are nearly ready to 
be launched solo, and we hope to obtain quite a batch of “A” 
Licences shortly. 

Liverpool and District Aero Club. 

[Sec.: J. Ellis, Hooton Park Aerodrome, Wirral.] 

Report for week ending Oct. 27. 

Instructor: Fit. Lt. J. B. Allen. Ground Engineer: Howard Pixton 
Aircraft: 2 (WK and XX). 


Kent. ] 


Flying Time: 11 hr. 50 min.; Instruction: 16 (8 hr. 10 min) 
Soloists (under instruction) : 3 (x hr. 45 min.); “ A’ Pilots: 5 (55 min.) 
Passengers: 2 (40 min.); Tests: 20 min. 

Notes.—Owing to unfavourable weather flying was 
Wednesday and Saturday. ; 

Repairs are not yet completed to XY owing to spare parts being los 
in transit, and we were therefore unable to support the Berks, Buck: 
and Oxon Display. ; 

We are buying a spare engine, which will enable us to keep om 
three machines always available so far as the motors are concerned 

Mrs. Naylor did her ‘fA ” licence tests on Thursday very satis 
factorily. Mrs. Naylor’s flight was remarkable in that (a) she is the 
first woman member to pass her tests; (b) she was not photographec 
before or after the flight and (c) did not carry lipstick, powder or 
other aids to an impromptu toilet at 7,000 feet. Mrs. Naylor ha: 
taken her ticket before her husband, who is also a flying member 

The Club has just issued a Bulletin on its progress. The secre 
tarial work is now in the hands of Mr. J. Ellis, late Quartermastei 
of the 4th Batt. Cheshire Regiment. He will be in his office, whict 
is in the hangar, or on the aerodrome, daily during normal hours 
Members are.asked to book flights between: 10.00 hours and noon. 

Club Flying.—When the Club started flying on July 3 only the in 
structor and four members were capable of flying solo. By Oct. 1 
23 members had flown solo, and a further 24 are in the earlier stage: 
of instruction. Three of the 23 have taken their “A” Licence 
The rest are mostly waiting for weather conditions suitable for climb 
ing to the stipulated 6,500 feet. 

Demonstration Flying.—At the special request of Lever Brothers, or 
the occasion of their Annual Fete two Club machines performed, with 
out landing, over Port Sunlight Recreation Ground. ‘The pilots wer 
Fit. Lt.. Allen “and Mr. “H.-L... Christie: 

The Club has contracted with Aerofilms Itd. in connection wit 
the photographing of industrial sites, factories, parks and privat 
estates. Club machine and pilot are employed by the hour, and ; 
representative of Aerofilms is responsible for the camera work. 

Report for week ending Nov. 3. 

Instructor: Fit. Lt. B. Allen. Ground Engineer: HH. Pixton. 

Flying Time: 27 hr. 35 min.; Instruction: 22 (17 Wr. 20°.) 
Soloists: 12 (9 hr.); Test and Passenger Flights: 1 br. 15 min, 

Notes.—Flying times for this week show a marked improyemen 
owing to a decided change in the weather towards the end of th 
week. Soloists of one or two hours’? experience have been able to pu' 
in showers of landings and generally to increase their individua 
airworthiness. ie 

Thanks to the energy of the House Committee (especially Messrs 
Dawson and Mousdale) our striking (very) new Club House was ir 
full swing on Saturday. 


The Nottingham Aero Club. 

[Sec.: Cecil R. Sands, A.C.A., Imperial Buildings, Victoria Street 
Nottingham. | 

Report for weck ending Oct. 26. ; 

Instructor: Bernard Martin. Ground Engineer: A. J. Harris. 

Flying Time: 19 hr. 25 min.; Instruction: 5 (xz hr. 45 min.) ; Soloists ; 
9 (3 hr..’50.min.); “A” Pilots: 7 (10 hr. 30 min.); Passengers: 8 (2 br 
20 AMIN gaaests s+, 1 br: A 

Notes.—Bad weather has again seriously curtailed our flying tim 
this week. On Sunday morning Mr. Cyril Ball arrived back fron 
Bristol with QW and later in the morning Sir Sefton Brancker arrive 
in the A.A. Moth. piloted by Mr. Ramsden, who almost immediately 
returned to Bristol. Sir Sefton, who was the guest of Sir Albert Ball 
our Vice-President, visited the site of our new aerodrome at Tollertor 
and said it was the best site he had inspected for a Municipal 
aerodrome. f 

On arriving back at Hucknall, Sir Sefton was conveyed by Mr 
Martin to Sherburn aerodrome in QW. On the return journey, about 
6 miles N. of Hucknall, a rocker-arm broke and. he was forced to land 
The machine had to be left overnight and after repairs duly arrive 
at the stable. 

On Wednesday Mr. (Texas) Austin, whilst doing his height test, lost 
the aerodrome and made a good landing at Flintham, near Newark, tc 
inquire where Hucknall had gone to. However, Mr, Martin and Mr 
J. Taylor flew over in QW, the latter flying BA back. i 

There seems to be an epidemic, among new pilots doing their height 
tests, of losing their way. ‘This must cease or else Mr. Cyril Sands 
will lose his business and the staff will be getting prematurely old. 


FLYING SCHOOLS. 5 
The De Havilland Flying School. 
Report for week ending Oct. 28. 
Flying Time: 69 hr.; Instruction : 
Other Flying: 19 hr. 35 min. 
Notes.—One of our Indian pupils successfully passed his tests 01 
“A” Certificate, and our Egyptian pupil passed his height test for 
“B Certificate, ie 
Bleven new Gipsy-Moths were tested. 3 te 
Mr. J. V. Hilman, one of our instructors, is to he congratulated or 
his marriage to Miss L. Ludlow at Hanwell on Saturday afternoon. 
Report for week ending Nov. 4. ae 
Flying Time: 132 hr. 15 min.; Instruction: Dual 56 hr. 
Solo 32 hr. 20 min.; Other Flying: 43 br.“ 45 min. 
Notes.—Despite the unfavourable weather a considerable amount oO! 
flving has taken place and eleven new Gipsy-Moths were duly tested 
and handed over. ; 
Amongst the new owners taking delivery was Sefior Ansaldo, who 
has evidently great faith in British products, for on his first flight h¢ 
gave a daring exhibition of aerobatics. fe (Se 
On Tuesday we were honoured by a further visit from Sir samudl 
and Lady Maud Hoare, who were accompanied by Senorita De Alvare?, 
the well-known tennis player. Both the ladies thoroughly enjoyed 
flights in Moths—I.ady Maud being piloted by Capt. de Havilland in 
the new Gipsy-Moth Coupé, the latest “enclosed” light aeroplane. 
On Friday, Mr. Chamberlin, the Atlantic airman, was transporte 
to Southampton by Moth aeroplane just in time to catch his boat— 
despite a much delayed start from Stag Lane. 
Altogether a busy and interesting week. 


impossible oy 


Dual xr hr., Sovo 38 hr. 25 min. 


10 min. 
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COMMERCIAL AERONAUTICS, 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 4; Monday, 21; Tuesday, 16; Wednesday, 16; 

Thursday, 13; Friday, 14; Saturday, 18. 

IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich ; 
turn: Machines 43, passengers 330, freight 17 

AIR UNION: 

Pdris—London and return: 

- tons 

KL M.S 
Amsterdam—Rotterdam—London and return: Machines 12, passengers 
49, freight 4} tons. 

SABENA : 
Brussels—London 
rz tons. 

DEUTSCHE J.UFTHANSA A.G.: 
Amsterdam—London and return: 
2 tons. 

MISCELLANEOUS : 

British machines 3, passengers 5. 
Foreign machines o, passengers 0. 
Total number of trips by British Machines, 46, carrying 335 pas- 
sengers. Foreign Machines, 56, carrying 191 passengers. 
COMPARATIVE FIGURES. 

Week ending Nov. 3: 

Machines, 102; Passengers, 526; Crews, ror; Total personnel, 627. 

Corresponding week, 1927: 
Machines, 88; Passengers, 352; 

Corresponding week, 1926: 
Machines, 69; Passengers, 208; 

Corresponding week, 1925: 
Machines, 67; Passengers 183; 

Corresponding week, 1924: 
Machines, 85; Passengers, 285; 

Corresponding week, 1923: 
Machines, 71; Passengers, 1067; 


Corresponding week, 1922: 


London—Ostend—Brussels—Cologne and _ re- 
tons. 


Machines 25, passengers 97, freight 12 


and return: Machines 10, passengers 17, freight 


Machines 9, passengers 28, freight 


Crews, 159; Total personel, 511. 


Crews, 8&1; Total personnel, 289. 


Crews, 80; Total personnel, 263. 
Crews, 106; Total personnel, 391. 


Crews, 107; Total personnel, 274. 


Machines, 45; Passengers, 160; Crews, 73; Total personne hea Bea 
Corresponding week, 1921: 

Machines, 67; Passengers, 96; Crews, 99, Total personnel, 195. 
Corresponding week, 1920: 

Machines, 52; Passengers, 79; Crews, 63; Total personnel, 142. 


Croydon Notes. 

Diligent inquizy at Croydon reveals that Lt.-Commander 
Glen Kidston’s lokker was fitted out with machine guns, 
bomb-racks, or the like lethal equipment, and the rumour— 
which seems to have aroused great indignation in the minds 
of certain big-game hunters—that the methods of aerial war 
are to be applied to the big game of Central Africa by this ex- 
pedition is not to be taken too seriously. The aeroplane is to 
be used for locating and possibly photographing big-game 
and as a means of rapid transport but not as a gun plat- 
form. 

On one recent morning Mr. Neville Stack of A.D.C. Air- 
craft Ltd. was seen making such spectacular zooms and the 
like on the Cirrus Service Moth that it was generally as- 
sumed that he was trying to live up to his Berlin reputation 
as a Kiinstflieger. Actually he was testing a modified Cirrus 
engine which is being used to try out a new type of cylinder 
and valve gear, evidently giving a good deal more power 
than the normal Cirrus, and endowing the Moth with a really 
spectacular climbing capacity. 

The private pilot who will not take the trouble to comply 
with air route regulations is still causing trouble. 

Recently two privately-owned British machines left Berlin 
for England without notifying their destination. At about 
dusk they were seen by Ostende which notified Croydon that 
they were apparently making for England. They crossed 
the Channel in the dark, and landed at an R.A.F. aerodrome 


in Kent where they stopped for the night without informing . 


anyone. Croydon, knowing only that they might be arriving 
there—had all its lights on for their reception—but had no 
certain news of their proceedings till one of them drifted in 
next morning. 

Mr. Clarence Chamberlin on his occasional visits to this 
side of the water seems to make a habit of disregarding all 
air navigation regulations. On his last visit, when he brought 
a Loening amphibian on the S.S. Leviathan, he cleared from 
Paris for Croydon at 12.55 hours. At 15.45 hours he passed 
Berck and then was heard of no more till at 18.00 hours 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


Teirphone THROUGHOUT THE WORLD. ‘Telegrams: 
BIGHO!> 5 Pte VICPLY 
GArh wl Manu actured to Specification 2.V.3 by KINLAND- 
tines) LONDON. 


THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. 


Croydon learnt that- he had landed at Southampton. Amn 
Mr. Chamberlin is Aeronautical Adviser to the State of Ney 
York. 

In the mention made in these notes last week of th 
little Koolhoven three-seater monoplane it was said that th 
engine fitted was the Siemens Halske seven-cylinder radia 
of 100 h.p. This was an efror—the engine is the five 
cylindered type of only 70 h.p. ‘This fact makes the perform 
ance of this machine the more remarkable. 


AIR TRANSPORT AND BRITISH RAILWAYS, 


On Oct. 31 The Times announced that Imperial Airway 
having failed in its endeavours to secure the co-operation o 
the British railway companies in a system of combined ai 
and rail transport for goods, had now entered into negotia 
tions with certain road transport firms with a view to arrang 
ing for rapid distribution to any part of this country of good 
sent by air to Croydon aerodrome: 

Almost immediately after this announcement was made a1 
authoritative statement appeared in several London pape= 
that the railway companies as a whole were meditating mak 
ing application to Parliament for powers to operate their ow1 
air services. 

The scheme proposed by Imperial Airways, and apparenth 
rejected by the railways, was of a nature somewhat simila: 
to that in force in Germany, whereby express goods cat 
be handed over to any railway depot, taken thence to th: 
nearest aerodrome, then flown to the aerodrome most con 
venient for their destination, and then complete their journey 
by train. For this purpose one inclusive charge is mad 
and one consignment note only is necessary. 

In this country the scheme would mean that ottwar: 

goods would be accepted by the railways for transmission t 
Croydon, and incoming goods would be handed over at Croy 
don for distribution by rail, without re-consignment or othe: 
troublesome formalities. 
_ So far as can be discovered the railway companies objec 
in seeking powers to operate air services is to cater fo! 
inland express passenger services, mainly in connection witl 
the existing local services to the Continent, and by this 
means to speed up communications between Northern and 
Midland centres and the Southern ports. 


SMOKING IN AIRCRAFT. 


Up to the present the Air Navigation Regulations hav 
definitely prohibited smoking in any British aireraft, or i1 
foreign aircraft flying over Britain. 

An amendment to the regulations made by Order ir 
Council, just published in the London Gazette, reads as 
follows :— 

A person shail not smoke in any aircraft registered in Great Britain 
and Northern Ireland, unless and except in so far as smoking in that 
aircraft is permitted by a notice exhibited by the owner of the aircraft 
In a prominent place therein. 

A notice permitting smoking in any such aircraft may only be 
exhibited therein if and in so far as smoking in the aircraft is per. 
mitted by the certificate of airworthiness of the aircraft or by the 
direction of the Secretary of State. 

The owner of every aircraft registered in Great Britain and Northern 
Ireland shall exhibit in a prominent place in the aircraft a notice 
stating whether and to what extent smoking is prohibited or permitted 
thu reins 

The story behind this amendment is—it is alleged—that 
Imperial Airways felt that on long journeys the prohibition 
of smoking was a definite annoyance to many passengers 
and: accordingly decided that in the all-metal Short Caleutte 
flying-boats, whose fuel tanks are far removed from the 
hull, smoking should be permissible. The Department 0! 
Civil Aviation concurred, and it was publicly announced that 
on these machines smoking would be permitted. 

The discovery was then made that the regulations in force 
contained a definite and absolute prohibition of smoking 
under any circumstances. 


THE MANCHESTER MUNICIPAL AERODROME. 


On Oct. 31 the General Purposes Committee of the Man- 
chester City Council unanimously decided to set aside the 
area of 150 acres at Chat Moss which has been provisionally 
approved by the Department of Civil Aviation as a suitable 
site for an aerodrome. Later on the same day this decision 
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In Peace as in War 


LANDING WHEELS & TYRES 


have played a notable part in the history of 
aviation. 


They were specially designed and built for aircraft 
as far back as 1913, and although the basic principle 
of construction has been maintained, new features 
and improvements of detail dictated by our long 
experience and our intimate knowledge of the 
requirements of modern conditions have been 
introduced. 


During the Great War they were fitted to every 
British machine which left England. 


Since the war they have been chosen for all the 
notable flights undertaken on British machines. 


To-day they are fitted as standard equipment on 
the great majority of British machines and are used 
in every country in the world where aeroplanes 
are employed. 


PALMER 


LANDING WHEELS | THE PALMER TYRE, ETD., | | a ypinc wHEELs 


AND TYRES Contractors to the Admiralty, War Office, AND TYRES 

have been used by the Air Ministry, India Bic eee The Crown Feige ay 
Agents for the Colonies, etc. are manutacture In a 

ROYAL AIR FORCE 
since its inception | 100-106, CANNON STREET, LONDON, E,C4, | complete range of sizes, 

and by the Telegrams: TRICORD, CANNON, LONDON, rtp ae ci Ps eae | 

ROYAL FLYING CORPS Telephone: CITY.1477: (lines), covering the requirements 
of every type of machine. 


(570) 


which preceded it, 
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was submitted to the City Council as a whole and was unani- 
mously confirmed. 

An immediate application is to be made to the Air Ministry 
for a licence for this ground as an aerodrome. Very little 
expenditure is necessary on the ground itself, and although 
the erection of the necessary buildings will take time, it is 


hoped that the aerodrome will be usable before the end of the 
present year. : 


A MUNICIPAL AERODROME FOR NOTTINGHAM. 

The Corporation of Nottingham is to apply to Parliament 
for powers to establish a municipal aerodrome. The site to 
be used is not definitely decided, but it will probably be near 
Tollerton, about four miles from the city. 


THE DUTCH EAST INDIES AIR SERVICE. 

The new air service in the Dutch East Indies which con- 
nects Batavia with Sourabaya and Bandoeng was formally 
opened on Noy. 1 in the presence of the Governor-General of 
the Colony. The journey from Batavia to Sourabaya by rail 
or steamship takes about forty hours, but will be reduced 
to four and a-half hours. by air. 

The operating company, the Nederlandsch-Indische Lacht- 
vaart Maatschaapy (N.I.1).M.), is closely allied to the famous 
K.L.M. and has a capital of 5,000,000 guilders (£415,000) 
mainly subscribed by the Dutch shipping, banking, agricul- 
tural and oil companies interested in the East Indies, and 
receives from the Netherlands Indian Government an annual 
subsidy of 1,000,000 guilders (£83,000). 

The service is to be operated by the four Fokker F.VII-3m. 
monoplanes (Armstrong Siddeley Lynx engines). ‘Three of 
these have already flown from Amsterdam to Batavia. The 
fourth of them should by now have arrived after a delay at 

. Rangoon. 

The fifth of the machines to fly to Batavia—which is under- 
stood to have three Bristol Titan engines—left Batavia on 
its return journey to Amsterdam on Noy. 2. 


A PROPOSED BRAZILIAN AIR SERVICE. 

A company known as Empresa de Transportes Aeros has 
just been formed in Rio de Janeiro for the operation of 
commercial air services in Brazil. 

This company, which is to be exclusively Brazilian both 
as to capital and personnel, hopes to start operations be- 
tween Rio and San Paulo during October of this year, 
carrying at first mails and small parcels. Eventually it 


intends to extend its operations to all the principal Cities 
of Brazil and to include passenger-carrying therein. 
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The trip from Rio to San Paulo by air is expected t 
take three hours. By existing methods of transport it take 
two or three days to send a letter from one to the other an 
receive a reply, so that it is felt that the new service wil 
command a heavy mail traffic. f 

Machines for use on this service have it is said alread 
been shipped from Germany. 


AVIATION AND THE CINEMA. 


The majority of people who visit the cinemas put up 
what is bad in order to see what is good. The film p 
ducer and the film renter are so hide-bound by the ignore 
and prejudice of the early days of the art that they hay 
not realised that most of those who see the films hay 
minds in advance of those of the readers of the penny 
dreadful. If there were nothing but penny-dreadfuls 
read no doubt we should read them and in just the sam 
way we go to see penny-dreadfuls on the screen because ther 
is little else to see. Only the stunted mind of a film prc 
ducer would have spoilt a fine flying film like “ Wings 
by introducing the stupid antics of an impossible girl. 

In just the same way the latest flying film, The Air Circus 
a private presentation of which was given on Oct. 24, ha 
been spoilt by the introduction of a “heart interest ™ s 
vulgar and futile as to be nauseating. The story of th 
film concerns two youths who learn to fly at a bi 
American civil school of aviation. Both these youths loo. 
about 16 years old, and slightly mentally deficient at that 
particularly the one who becomes a successful pilot. Wh 
it is necessary for them both to fall in love with the mincing 
giggling sister of the chief instructor only the mind of 
film producer can conceive. . : 

Some of the flying scenes, taken in the air and om th 
ground, are excellent, particularly the scene in which on 
of the idiot boys tries to make his first solo landing. It : 
as hair-raising and as funny as seeing crazy-flying for th 
first time. Also the scene in which the other youth and th 
girl, having wiped off the undercarriage of their machine o 
a tree stump, discover what has happened and get ox 
in parachutes. But the whole film does not contaim mot 
good flying than can be seen in one of the weekly film new 
Gazettes. P : E 

These film people will not realise that a public exist 
which would enjoy a solid hour of pictures of the R.A.t 
Display for instance and would not expect it to be padde 
with heart interest and sob-stuff.—c. M. MCA. 
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means the same satisfaction when 
applied to Aeroplane equipment as 
it does in the realms of cy:ling, 
motor-cycling and motoring. 


Dunlop Aeroplane Tyres are the 
approved fitment on an ever- 
increasing number of machines. 


DUNLOP RUBBER COMPANY LTD. 
FORT DUNLOP, BIRMINGHAM. 
Branches throughout the World. 
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1912 “SHORT” No. 38 TYPE BI-PLANE 

figured in Army manoeuvres 1913 and saw Active Service during early part of the war. A machine 

of this type was one of the first aeroplanes to be fitted with 2 gun and another with wireless. 
16 YEARS AGO. Messts Short Bros. have always been famous for the 
design and efficiency of their Aircraft, and in 1912 the above machine was the 
latest product of the Eastchurch Factory. For the machines they constructed in 
those days they used as they still do 
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READY FOR CHRISTMAS. 
Among the best things in the way of Christmas gifts of 


SATISFACTION. 


BLACKBURN AEROPLANE AND Motor Company Ltp.—Satisfaction in fi 


the inexpensive kind that one has come across are the packs on Oct. 10, 1928, of mortgage dated April 6, 1924, securing £8,000. _ 
of playing cards just produced by the Aircraft and General | 
Fine Art Co., of Constitutional Buildings, East Grinstead. 
The faces of the cards are of a conventional kind, but the 
backs represent aircraft scenes in Mr, Johns’ best manner. 

So far one has seen two specimen packs. One has a very 
pretty picture of a silver-and-red Moth over a good bright 
landscape, the other has a picture of a night-flying Virginia 
against a bright starry sky. The cards are packed in gilt 
cardboard boxes which themselves give an air to the pro- 
ceedings. 


PERSONAL NOTICES. 


MARRIAGE, 


BILLOOM—OWEN.—At St. Martin-in-the-Fields, on Noy. 3, G 
Harrison Bloom, son of Major R. J. W. Bloom, of Haughton-le-Skern 
Darlington, and Miss Barbara Owen, daughter of Mr. Herbert Owe 
and niece of Miss Louise Owen, of 36, Buckingham Gate, S.W. 


FORTHCOMING MARRIAGE. 


One gathers that packs with pictures of other well-known MARTIN—WALKER.—A marriage has been arranged and wi 
aircraft on the back will be ready very soon. ‘The price ae ee place eg s Mr. A. Ms Graham Martin, RAI 
of the packs is 3s. each, or, presumably, 3s. 3d. includin Andover, only son of Brigadier-General H. Martin, CB, andi 

pas 2 : ae A a & late Mrs. Martin, and Mrs. Walker, of the Lake Vyrnwy Hote 


postage. Consequently anybody who happens to be inter- 
ested in any particular type of machine will probably. be 
able to get cards with that type on them. 

The interest works either way.—A pilot of a machine of 
a certain type can present pictures thereof to his girl-friends, 
or the girl-friend can give the pilot a pack with his own 
particular type of machine on them. 


Oswestry, widow of Commander B. C. Walker, R.N., and daughter , 
Mr. and Mrs. F. PB. Barnett. 
BIRTHS. E 
COX.—On Oct. 31, at 16, Bushmead Avenue, Bedford, to Marjori 
wife of H. Roxbe Cox (Royal Airship Works)—a son. 
CRITCHLEY.—On Oct. 30, at 18, Upper Grosvenor Street, to Joa: 
wife of Brig.-General A. C. Critchley, C.M.G., D.S.O.—a daughter. 
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many low-priced American commercial aircraft which have been produced independently of Government help or interference. 


NUMBER ELEVEN ocietckstines 
UNEQUALLED FOR AERO ENGINE BEARINGS. FOR mga teat aah 


559 


Hoyt Metal Co., Ltd. 


Bar twisted and hammered cold to shew toug PEN , He Deodar Road, Putney. 
OVER 92% TIN. ABSOLUTELY THE HIGHEST QUALITY London, S.W.15. 


ANTI- FRICTION 
(WHITE) METALS 


Tele nes:— 
ae Gerrard 2312. ' 
Regent 4728. 
Pea & CADIES, - 
*Tetrafree, Piccy,London. 


Factories :- 
Hendon (London,NW.2) 
New York (U.S.A) 


Milan ‘Italy TITANINE- EMAILLITE, urp.175, PICCADILLY, LONDON.W.1._ 


Tele 


TTTTTTTTTUTTTOIUU TTC CUT LITUUUETPCULE LUC UITHDOCECEOLLLLLLULULLLLLULLLLLLLLLo LULU LL-LLLLLL LL Ueebooe ooo Looe eo ooo ooo 


i The Aeroplane NowesaeE ae 


Wittering 
Netheravon 


Redcar ~ Grantham 
Heliopolis Abu-Sueir 


NE in 1918 so in 1928 A. V. Roe & Co., Ltd., are 

proud of the supremely skilful pilotage which 
has placed the Royal Air Force at the head of the 
World’s fighting services, and also proud of their 
share in the creation of a great tradition. 


To-day more than 30 other military air services 


recognise the _ incontestable superiority of Avro 
training aeroplanes and seaplanes. 
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ON 


n the year 1920, to be precise on October 27 in that year, 
article was published in THE AEROPLANE setting forth in 
ple and practical language and illustrations, the theory of 
» Handley Page slot. Since then, at frequent intervals, 
icles have appeared in this paper pleading for quicker 
periment and more extensive use of the slot device, in the 
st interests of the progress of aviation. 

n all these articles the fact has been clearly demon- 
ated that by the proper development and use of the slot, 
t only can flying be made safe, which is fairly important, 
t, what is very much more important, flying can be made 
aying commercial proposition. Human nature is a queer 
ng at all times, and never more so than when the relative 
ims of life and money have to be compared and valued. 
3ig Money interests never hesitate to sacrifice life when 
re is money to be made by doing so. And yet the biggest 
nmercial concerns spend quite a lot of money on what is 
led welfare work, that is saving the lives and improving 
» health of their employees, because for a given wage more 
tk can be got out of a healthy employee than out of a 
k one. Evidently when a Big Business has to decide 
ether it will spend lives or money, the decision depends 
which is going to pay best in the long run. 

n much the same way, both in peace and war, Governments 
1 at one time spend life recklessly to save money, and 
another time they will spend money equally recklessly to 
e lives. Far more money has been spent by Governments 
1 shipping companies in searching for comparatively use- 
s people who have lost their lives in foolhardy trans- 
eanic flights than would have paid for the experiments 
ich would have produced a proper Ocean-worthy flying- 
it. 

‘he slowness of the development of the Handley Page 
t is rather a curious example of the unwillingness of 
her business people or Governments to spend money in 
ing lives, and of the unwillingness of business people to 
nd money to make more money. If more money had been 
nt under truly energetic direction we should have arrived 
g before this date at a stage when the slot device would 
fe saved quite a number of lives and, moreover, would 
fe made possible the design and production of aeroplanes 
ich would be far better commercial propositions, as either 
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THIS SLOT BUSINESS. 


passenger-carriers or freight-carriers, than any which exist 
at present. 
WHERE WE ARE AT. 

To-day, after eight years, we have just reached the stage 
where people are beginning to believe in slots as a possible 
way to a happy issue out of all our afflictions, because, the 
cost of flying in lives and money being the one thing which 
prevents aviation from being a success, people are beginning 
to see that the slot is a method of saving both lives and 
money. 

The unfortunate thing about the development of the slot 
up to the present day is that so far nobody has even begun 
to use it as it ought to be used, let alone using it as it could 
be used if fully developed. And, a fact which would be 
funny if it were not so tragic is that the very people who 
ought to understand best the true usefulness of slots, and 
ought to do most to advocate the use of them, are the very 
people who seem to understand them least, and regard them 
with the most suspicion. 

For example, on September 24, the Air Ministry ‘n 
*“ Notice to Airmen No. 70,’ solemnly warned the World 
that slots should never be used except in emergency. And, 
in the Club Notes of the week ending October 13, the Lanca- 
shire Aero Club equally solemnly stated that one of the 
Club machines which has been fitted with slots is to have 
those slots removed as it is deemed undesirable to have one 
machine slotted and the rest unslotted. 

One would have imagined that if the Air Ministry had any- 
thing at all ta. say to pilots on the subject of slots it would 
be that, if a machine be fitted with slots, the slots should 
be used on every possible occasion so that the pilot might 
accustom himself to judging the speed and distance of the 
machine in landing with the slots open. 

A pilot of a slotted machine ought, in fact, always to land 
with his slots open. Then, when forced to land by circum- 
stances over which he has no control in country which he 
does not know, he will at least know precisely how his 
machine will behave with the slots open. To ask a pilot to 
fly onto the ground on his own aerodrome, or to ask him to 
land so much above stalling speed that the slots remain 
closed, is simply asking him to avoid learning how to land 
in a small space in case of emergency. 


Croydon. —(“ Aeroplane ” photograph.) 
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Similarly, one would have imagined that as the job of the 
Lancashire Aero Club is primarily to teach people to fly 
properly, the Club instructors would have insisted on all 
Club machines being fitted with slots. And if that could 
not be done, for financial reasons, they should, at any rate, 
make the best use possible of their one slotted machine by 
using it to teach advanced pupils how to fly and how to 
land with slots. 

A COMPARISON. 

On various occasions in writing about slots one has com- 
pared them to four-wheel brakes on a car. This is about 
the nearest analogy one can imagine to the precise kind of 
safety which is given by slots on an aeroplane. To put it 
bluntly, four-wheel brakes, so long as they work, will save 
a fool driver from a collision which would be bound to 
happen if he had back-wheel brakes only. And _ slotted 
wings, so long as they work, will save a fool pilot from 
spinning into the ground and killing himself (and his pas- 
sengers if any) as he would do without slots. 

With four-wheel brakes a good driver can put up a per- 
formance on the road which he could not possibly do with 
back-wheel brakes only, because he can check his car and 
‘get out of tight corners while maintaining a high average 
speed, thanks to quick acceleration and deceleration. A 
good pilot on a slotted machine can make slow landings in 
a limited space which even he could never make without 
slots. And, given practice enough with slots, he will make 
those landings equally well whether they be forced landings 
or on an aerodrome. 

A thoroughly bad driver not knowing his car and pre- 
suming entirely on the reliability and strength of his four- 
wheel brakes, will sooner or later have a bad crash. And 
with luck he may kill himself and so remove a nuisance from 
the road. With slots a certifiable lunatic of a pilot can 
equally well remove himself from troubling the sky. 

A good driver with four-wheel brakes will always so handle 
his car that if his brakes fail he will still escape an accident. 
A good pilot on a slotted machine will always fly so that 
if his slots fail he will still save himself and his passengers, 
though perhaps at the expense of damaging the machine. 

In teaching a novice to drive a car there are good argu- 
ments in favour of making him, or her, learn on a car with 
back-wheel brakes only. And, likewise, there are good 
arguments in teaching a would-be pilot to "fly on a machine 
without slots. 

But a good car instructor would prefer to t@ach a novice 
on a car with four-wheel brakes, and would take care to make 
the novice learn to use the hand- brake without using the 
foot-brake. And, similarly, a good flying instructor would 
prefer to teach a novice on a machine with slots, but would 
make him learn to fly the machine and land it as if there 
were no slots. After that he would teach the novice how 
to use the slots to the best advantage. 


AN ODD DEVELOPMENT. 


Perhaps the most odd thing about this slot business /s 


that, with the exception of a few experimental machin 
built for the Royal Air Force, there are no aeroplanes y 
in use which are fitted with slots to be used as they shou 
be used,—namely to improve the get-off of the machine ~ 
low speeds, and to give a slow landing-speed so as to e 
the machine down in a limited area. 

The one thing which has brought slots ‘into common u 
at all is the discovery that if slots are fitted opposite to tl 
ailerons they give full lateral control to the machine wh« 
it is sinking below its stalling speed, and so prevent it fro 
falling over sideways and going into a spin. This di 
covery has made the slot popular as a life-saving device, b) 
it has done nothing to develop it as a speed-reducing devi 
either for getting-off or landing. And a slowed-up landit 
speed, or a reduced run in getting off is very nearly as val: 
able an aid to life-saving as is control below stalling speed,- 
which many people seem to forget. 

Slots were first adopted by the Royal Air Force, who he 
them fitted to Bristol Fighters, as a means of reducing tl 
number of fatal accidents which were caused by careless : 
clumsy pilots stalling their machines near the ground. Bri 
tol, Fighters have ailerons on the upper and lower plane 
and so the slots, fitted to the outer ends of both plane 
gave the needed lateral control and were very effective. 

Then people took to fitting them to light aeroplanes, als 
as a life-saving device. But the curious thing is that o 
light aeroplanes they are fitted to the upper planes onl 
where there are no ailerons. The effect of this is. peculia 
and it is worth explaining for the benefit of those who a1 
interested in aviation, but have not taken the trouble, 
have not had the time, to study the question. 

Lest one be accused by high-browed scientists of wastin 
time on explaining the obvious, one may as well state the 
one has come across quite a number of pilots, R.A.F, an 
private owners, and club members, who fly well and ye 
have never understood this simple matter. 


SLots ON LAGHT AEROPLANES. 


The fact is that the upper plane of a biplane stalls befor 
the lower plane reaches stalling point. This apparently : 
because the gap between the upper and lower planes itse 
acts as a kind of overgrown and rather ineffective slot. The 
is to Say, the air passing over the lower plane is held dow 
by the ‘‘ interference,’ as it is called, of the upper plan 
and so is forced to flow more or less smoothly over th 
lower plane. without breaking. (This breaking of the ai 


stream, which causes a plane to stall and lose its lifting 
power, is technically called ‘ burbling.’’) 
When a biplane without slots is stalled, although th 


lower plane and its ailerons may still be working more © 
less effectively, the upper plane merely becomes a useles 
mass of top-hamper and naturally tries to fall over. If ther 


happen to be ailerons on the upper plane the pulling dow 
of the aileron on one side instead of lifting that wing-tir 
puts a brake on that side and tends to pull the machin 
round and down into a spin on that side. 


Tf there are n 


THE LATEST FOR THE SPORTSMAN.—Mr. M. L. Bramson and the Koolhoven F.K.41 at Croydon. 
Marcel Desoutter flew back to Rotterdam in thick fog last week. 
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ailerons on the upper plane, there is still the weight of the 
plane tending to fall over sideways. y 

When slots are fitted to the upper plane only of a biplane 
which has no ailerons on the upper plane all that is done, in 
effect, is to fit a couple of sky-hooks to the corners of the 
upper plane and so give it a certain amount of pendulum 
stability. 

In such instances the slots are not really being used for 
lateral control at all. They are simply being used to pre- 
vent the upper plane from toppling over. They merely pre- 
vent two short outer sections of the upper plane from stalling, 
—and the effect would be much greater if they extended all 
along the plane. 


THE PROPER USE OF SLOTS. 


According to practical tests, the proper way to use slots 
for lateral control is to couple them to the ailerons in such 
a way that when the aileron on one side is pulled down to 
give extra lift on that side, the slot on the same side is opened 
to give extra lift, and also to direct the air-stream onto the 
aileron and keep it effective. At the same time the slot on 
the other side should be closed, so as to kill the lift on that 
side and force it to drop. 

his has been done on several experimental machines. In 
all of these the mechanism has been so heavy and clumsy 
that the advantage of the slots has been outweighed by the 
extra weight. And in the particular type evolved by the 
official experts at the Royal Aircraft Establishment at Farn- 
borough the mechanism was such that although the slot on 
one side was open when the aileron was down and the slot 
on the other side was shut when the aileron was up, both slots 
were slightly open when the ailerons were in the neutral 
flying position and the partially opened slots killed the speed 
of the machine. 

There should be no particular mechanical difficulty about 
coupling the slots to the ailerons by wires with a suitable 
amount of slack in a suitable place so that the slots would 
open automatically when the machine was in a Stalled posi- 
tion and so that when one aileron was pulled up the wire 
would tighten and pull in the slot on that side, leaving the 
other wire slack so that the slot on the other side would re- 
main open while the aileron was down. 

One of the objections which has been raised against the 
automatic slot is that when it is flying in a bumpy wind 
the upward curl of gusts may catch the leading edge of the 
wing underneath and throw the slots open. Here again there 
ought to be no difficulty in fitting quite a simple arrange- 
ment of wires which would hold the slots closed until released 
by a simple catch, when they were needed for landing, v1 
when flying slowly low down. 

A device of this kind would naturally be of advantage to 
flying instructors. They could then lock the slots and teach 
pupils to fly as if they were on machines without slots, and 
vet would be able to release the slots at once, either when 
the pupil stalled the machine, or when the pupil had to be 
taught how to use Slots properly. 

So far one has only put forward a few general remarks 
on the use of slots as a means of maintaining lateral control as 
a life-saving device. Now we may consider quite briefly the 


| 


proper use of slots for the purpose for which they were origir 
ally intended, namely, for lifting and landing. ze 


FURTHER DEVELOPMENTS. | 

When the slot device was first made public Mr. Handle 
Page prophesied a timé when wings would be built up of | 
series of slots, Nke a Venetian blind. The idea was tha 
when an aeroplane was starting the wings would be pre 
sented to the air at an agle of 45° or so, and the machin 
would lift at about half the speed, and with less than hal 
the length of run which is needed at present. 

The first practical demonstrations which were given of | 
slotted wing in the air were intended to demonstrate hoy 
slots could reduce the speed of getting-off and landing 
Slots were fitted all along the edges of both planes of ; 
BELO: 

The slots were opened by hand-worked levers,—for auto 
matic opening had not then been discovered. That is i1 
accord with the history of all mechanisms. They begin b: 
being heavy and complicated, then the designers (to quot 
Mr. Bill Stout’s motto) ‘‘ simplicate and add more lightness.’ 
Then someone perceives a still simpler method which ough 
to have been obvious at the start. Which is why the auto 
matic slot has only arrived seven or eight years after th 
slot was invented. 

To present the wings (or planes) of that old D.H.9 to thé 
air at such an angle as to get the best work out of th 
slots the machine was mounted on a long-legged under 
carriage which made the whole thing ugly and ungainly anc 
clumsy. In use, when the machine was dropped flat to shoy 
what the slots were worth in slow landing, the undercarriag 
was sometimes damaged, and the tail-skid also suffered. 

Naturally, people who did not understand the idea of th 
slots thought that high undercarriages, which killed speec 
in the air and/or were liable to break in landing, could no 
be avoided if slots were used. That created a prejudic 
against slots at the start. 

After that the Air Ministry ordered several machines wit 
slots, mostly for the R.A.F., and at least one Civil machine 
Some did well in deck-flying experiments on aircraft-carrie: 
ships,—where a short get-off and alighting are very im 
portant. But the machines were experiments in genera 
design, as well as in slotted wings, and (in theatrical lan 
guage) ‘‘ failed to attract.” a 

The result has been that, apart from these experimental 
machines, and one or two built in Germany, thanks to Dr 
Lachmann, who invented the slot idea about the same time 
as did Handley-Page Ltd., and had the good sense to join 
forces with that firm, there have.not been any efforts, eithes 
official or commercial, to develop the slot idea to its logical 
conclusion,—so far as full-sized aeroplanes are concerned, at 
any rate. One believes, however, that all the claims origin 
ally made for the slot device still stand, and have beer 
confirmed by later experiments in wind-tunnels. 

The Venetian blind idea is in fact one of the oldest 
schemes for aeroplane wings. It was tried by the late 


Horatio Phillips in England in 1884 and thereabouts. It 1s 
only a logical development of the biplane into a multiplane. 

Triplanes were used successfully in the War 1914-18, OU 
both sides. ‘They were built by the Sopwith Aviation Co., 
and by Mr. Anthony Fokker. And a quadruplane was built 


WITHOUT SLOTS.—An 


Avian Autogiro recently tested at Hamble. 
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PN ee from the many experimental 
aircraft now in course of develop- 
ment, the production types of Fairey 
Aircraft illustrated have been adopted by 
the British Air Ministry as standard, and 
large numbers are now in use by units of 
the Royal Air Force both at home and 
Overseas. 


In addition, Fairey Aircraft have 
been chosen for use with the Air Forces 
of the Colonies and also of many foreign 
countries. 


FAIREY 


AIRCRAFT 


THE FAIREY AVIATION CO., LTD., HAYES, MIDDLESEX 


KINDLY MENTION “ THE AEROPLANE’) WHEN CORRESPONDING WITH ADVERTISERS. 


S10 


The Aeroplane 


Rs 


— 


NOVEMBER 14, 1928 


by Mr. Koolhoven when he was with the Armstrong-Whit- 
worth firm in Newcastle-on-Tyne. 

The really difficult problem is to construct a multiplane 
which can be made to close up into a solid monoplane when 
it is in the air. But the problem is mechanical rather than 
aerodynamical, and there seems no reason why it should not 
be solved some day, if enough money can be spent on experi- 
ments, and if it be tackled by competent engineers and not 
-by officialised amateurs. 


A LINE OF EXPERIMENT. 

A year or two before the outbreak of war in 1914, a M. 
Paul Schmitt built a big biplane in France which had the 
whole wing-structure, or cellule, constructed so that the 
angle of the wings could be varied in relation to the 
fuselage. The idea was to help it to get off at low speeds 
with a big load. And it did it, according to the notions of 
those days. 

It was in fact used for bombing in the early days of the 
War. It lifted more bombs than any machine of the time. 
But, unfortunately, after three or four expeditions it dis- 
appeared on the German side of the lines,—and, if one’s 
memory is right, M. Schmitt disappeared with it. 


The way the thing worked was quite simple. The whole 
wing cellule, instead of being fixed to the fuselage, was 
mounted on a big steel tube, which tube was carried on 
bearings, or trunnions, built into the fuselage. The tube 
was rotated by a worm-gear worked by hand. 

Thus the machine was able to run along with the fuselage 
‘(and the tail unit, naturally) in flying position, in relation 
wto the air, and with the wings at their maximum angle of 
-attack. When it was in the air the wings were flattened 
-out to their best flying angle,—the fuselage and tail remain- 
sing all the time at their best angle for head-resistance and 
-for control. 

There seems at least a possibility of adapting this idea to 
‘a slot-winged machine. With such a device there is no need 
for a stalky undercarriage. In fact a machine with a deep 
cabin need have practically no undercarriage at all,—merely 
enough to give travel to the springing of the wheels. 
Or, if wheels with internal springs be used, there need not 
even be that. 

At any rate, with little or no undercarriage, the wings 
could be presented to the air at the greatest angle at which 
the slots (along the whole leading edge) would allow them to 
lift. And the fuselage would get off and land nearly level, 
without raising or dropping the tail more than was neces- 
sary to control the fore-and-aft movement of the machine. 

That is an experiment which could be tried without any 
vast expense. But its, development would need much time 
and money. 

A POSSIBLE DEVELOPMENT. 

From that idea one may imagine a monoplane with a 
properly streamlined fuselage,—say like the Lockheed Vega, 
which, with its Curtiss-cum-Fairey lines, is streets ahead of 
‘any cabin-monoplane in the World. (We don’t make cabin- 
monoplanes in this country, yet, so for once nobody in the 
British Aircraft Trade can feel offended.) 

This monoplane would have on top of it a cantilever wing 
mounted on a huge tube which would be rotatable through 
‘about 60° in relation to the fuselage. And this wing would 
‘be composed of a number of slats, each of aerofoil section, 
attached at each end to a kind of parallel-ruler arrangement, 
so that when the tube was rotated to its maximum angle 
they would form a Venetian blind, each slat of which was an 
aerofoil. 

One presents the scheme to the Aircraft Industries of the 
World. There’s many a true word spoken in jest. And one 
has, in one’s own days seen many crude ideas, which seemed 
crazy at the time, turned into money-making propositions 
by young engineers who were free from the case-hardened 
conventions of their seniors. 

Perhaps this idea is foolish. (‘‘ May-be I’m crazy,—may- 
‘be I know,” as the song says.) But perhaps it may set 
some brainy young man thinking along lines which will get 
us away from the old-fashioned fixed ideas which have held 
up progress since the slot came into being eight years ago. 

Surely by this time we ought to be done with the stick- 
-and-string biplane, and attempts to reproduce it in steel, or 
aluminium, and wire. Surely the cantilever monoplane (or 
biplane) justified itself in the later days cf the War, and has 
-confirmed its usefulness and its possibilities since then. 

Surely we have let enough people kill themselves on 
machines of types which, though built this year, ought to 
have been scrapped ten years ago. Surely we have wasted 
enough money trying to make Civil Aviation pay with ma- 
-chines which obviously cannot earn their own keep. 

Flying can be made as safe as motoring on the road,— 
which isn’t saying much. And Civil Aviation can fly by 
itself,—as Mr. Churchill suggested nearly ten years ago. 
So, for Heaven’s sake,—Messieurs of the Air Ministry and 
-of the British Aircraft Trade—let us get a move on, and 
-do something about it.—c. G. G. 


THE MACHINERY OF R.101. 


A paper by Wing Commander ‘I. R. Cave-Browne-Cave was, 
read before the Royal Aeronautical Society on Noy. 8, de-| 
scribed the installation of the machinery of the new rigid! 
airship R.1or in some detail. The author expressed the 
opinion that lack of reliability of machinery had in the past) 
limited the use of airships more than any other factor, and. 
that the use of petrol had caused the greatest risk of fire. 

In designing the installation of the machinery of R.1o1 safety from. 
fire had been sought by the use of heavy oil as a fuel, which was only 
possible with a new engine, which had been developed by William| 
Beardmore and Co. Ltd. Reliability, which was perhaps prejudiced 
by the use of a new engine, had been sought in the design of the| 
installation and in the preparations made for test. Each engine was 
mounted as a self-contained unit which could be removed and re 
placed by another when the airship was at the mooring mast. And 
each unit could be mounted on a gantry and there tested under con- 
ditions similar to those in the air. | 

R.1or had five identical power units, the aftermost on the centre-line 
to give a good flow over the rudder at low speeds, and the others in 
two pairs abreast, one pair well ahead and the other well astern of 
the passenger quarters. 

The designers hoped that each engine would develop 700 b.h.p. at. 
I,000 r.p.m., but the Beardmore Tornado engines now available were 
able to develop 585 b.h.p. continuously, with a maximum, of 650 b.h.p. | 

These engines were of the eight-cylinder-in-line type, 81 in. bore 
by 12 in. stroke, with the Beardmore solid fuel injection gear, giving 
a consumption of fuel of 0.385 lbs. per b.h.p.-hour at continuous full 
power and a slightly better consumption at lower power. The fuel 
itself had such a high flash-point that it had to be heated to the 
boiling temperature of water before it gave off any inflammable vapour. 

The eight-cylinder-in-line arrangement, with its long crankshaft, was 
subject to torsional resonance at relatively low speeds. ‘This trouble 
had been the most serious encountered in the development of the 
engine. On airscrew test at Farnborough torque variations twenty 
times the normal had been measured as the result of resonance at 
a speed of 950 r.p.m. 

Without a complete redesign of the engine it was possible only to 
increase certain crankshaft dimensions. New shafts were so much 
stiffer than the old ones that they put the major critical speed beyond 
the normal speed-range. But there were still minor critical speeds 
within the working range, and the designers had therefore fitted 
a damper fly-wheel at the rear end of the crankshaft. 

These engines weighed 8 lbs. per h.p., but there was no reason- 
able doubt that this figure would be halved when the design had been 
further refined. Against this excessive dead weight was to be set 
an economy of 30 per cent. in the weight of fuel compared to the 
petrol engine. 

Starting of the main engines was by means of an auxiliary petrol 
engine of 4o h.p. which drove the main engine through a 20-to-1 
reduction gear and a Bendix pinion. One inlet valve in each cylinder 
was lifted and the engine was timed at about 100 r.p.m. until fuel was 
being steadily delivered to each oil sprayer. The speed was slightly 
increased, the inlet valves were allowed to function and the engine 
started at once. 

Variable and reversible pitch airscrews had been designed for the 
airship. Originally hollow steel blades were to have been used. 
These, however, failed under the abnormal torsional resonance of 
the crankshaft during a test, and as the roots of this type of blade 
were difficult to strengthen they had decided to use solid light-alloy 
blades. 

As a temporary precaution against delay in developing these blades, 
wooden airscrews of fixed pitch were being built. One of these 
was designed solely to give thrust astern, to retard the airship when 
approaching the mooring mast. : 

The engines were evaporatively cooled. The jackets were kept filled 
with water, which was converted to steam, which was then condensed. 
The condensers, they hoped, would eventually be fabric ducts formed 
in the outer cover of the ship, producing no increase of drag. Pre- 
liminary tests with such ducts had proved satisfactory, but pending 
actual tests triangular honeycomb condensers had been provided. 

Fuel was carried in tanks, each of a capacity of 224 gallons, to a total 
amount of 29 tons. From the storage tanks the oil flowed under 
gravity to a transfer tank, whence it could be blown by compressed 
air either to the supply tanks over each engine unit, or to other 
storage tanks for trimming ship. 

Water ballast was also moved by compressed air to trim ship. 

To allow the dropping of oil fuel in emergency, certain of the fuel 
tanks were fitted with jettison valves. These consisted of a dise of 
iz inches diameter of 28 gauge aluminium sheet in the bottom of 
each such tank, with, beneath it, a cutter-ring carrying seven knives 
which could be raised and rotated to cut out the disc. A 224 gallon 
tank could be emptied in this way in eleven seconds. : 

The auxiliary engines not only started the main engines but 
three of them drove electric generators and the other two drove air 
compressors for the fuel and water-ballast system. Fuel for these 
engines was carried only in the engine-cars, and the tanks were 
arranged so that they might be dropped in emergency. 

A fourth generator driven by a constant speed windmill was able 
to supply all the electric auxiliaries in the ship whenever the air 
speed was 4o m.p.h. or more. 3 

To supply high-temperature steam for cooking purposes an eXPéfl- 
mental exhaust-heated boiler was designed and tested with satisfactory 
results. As it had been decided to do all cooking electrically this 
would not be used. . 

In the design of the main engine installation accessibility for minor 
repairs in the air had been carefully studied. The engineer on duty 
in each car could pass along each side of the engine and could reach 
all pipes or joints on the engine He could even remove a cylinder- 
head, piston and connecting-rod in the air. eer 

The complete paper will appear in due course in the Journal of The 
Royal Aeronautical Society. 
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Let Others Testify! 


ENGINE 


“CIRRUS” ACHIEVEMENTS. 


LONDON—AUSTRALIA. 


The continuous reliability and smooth running of my CIRRUS 
engine during the whole of the flight almost became monotonous, no 
replacements, and inspection at Darwin showed engine to be in 
excellent condition —HINKI,ER.” 


‘Mr. Hinkler’s great flight adds to a long and impressive series 
of triumphs of this engine (CIRRUS), which undoubtedly is one of 


England—Australia in 154 days, 
the finest in the world.”—Tur DatLy TreLeGrapH, 23rd February, 1928. 


“The regularity of Mr. Hinkler’s progress speaks volumes for the England—Australia with passenger, 


efficiency of his equipment and his own skill.’—THEe Times, 23rd 


February, 1928 London—Capetown—London. 
ry, 1928. 


London—India, 2 machines, both solo. 


Round South Africa, 2,400 miles in 
28 hrs. 


London—Capetown (Lady Pilot). 


“Engine has behaved magnificently throughout. _ Flew with 
seventeen hundred and eighty pounds total weight to Darwin in terrible 
weather heavy rains.—L ANCASTER.” 


LONDON—CAPETOWN. 


_ “Engine ran fautlessly throughout flight. Healthy exhaust note 
inspired peace of mind over sea and forest. Returned Pretoria via 
East Coast, making total mileage 9,000 approximately.—BENTLEY.” 


Capetown — London (Lady Pilot). 
London— Capetown in 13 days. 
1st King’s Cup Air Race, 1926, 
1st King’s Cup Air Race, 1927. 
Britannia Trophy, 1927. 
Siddeley Trophy, 1928. 


“His flight stamps Mr. Bentley as being worthy to rank with 
the world’s great pilots. And once again the little De Havilland 
MOTH with its simple A.D.C. CIRRUS engine has proved worthy to 
tank with the world’s great aeroplanes.”—THE AEROPLANE, 5th October, 
1927. 


“Tt would be difficult to imagine anything more calculated to 
demonstrate the stage of reliability reached by a modern light aero- 
plane, and its relatively low-powered engine, than a flight such as 


eS Pitenr, 6th’ October, 1927. Ist in Reliability and Quality at 


French Light Plane Meeting at Orly. 


‘CAPETOWN—LONDON. 19 28, 


‘During seventy hours’ touring South Africa and carrying first 
light aeroplane from Cape to Cairo time-honoured route, the magnificent 
CIRRUS in my AVIAN never missed a beat or dropped a revolution, 
although in Southern Rhodesia experienced tropical deluge and in 


Sudan thermometer showed hundred twenty Fahrenheit.—HEATH.” CIRRUS Engines are in use in 


The British Royal Air Force, 
50 Light Aeroplane Clubs, and 
26 Different Countries, 


ORLY. LIGHT PLANE COMPETITION. 


“CIRRUS engine performed perfectly throughout competition stop 
only passenger carrying machine to gain full points on reliability 
tour stop also fastest time on tour.—PERCIVAL.” 


U.S.A. TRANSCONTINENTAL AIR RACE. 
“The CIRRUS engine by surviving such a long race with no 


and are fitted in 


mechanical trouble, came in for a lot of admiration. 6% Actan “ ” 
i, eer he Pad entire carried were four, sparking plugs and = spare Avro Avian. D.H. “ Moth, 

valves an valve springs. None of these were required.’—THE oouy: ” ° ‘ ” 
AEROPLANE, roth October, 1928. Westland ‘*Widgeon. Simmonds ‘Spartan. 


Short ‘‘ Mussel.” Blackburn “Bluebird.” 


and 
20 Different Types of Light 


Aeroplanes being manufactured 


“THE TIMES” Engineering Supplement, January 7th, 1928. 


“In most cases the power unit in these aircraft has been the 
CIRRUS air-cooled four-cylinder-in-line engine, and it is no exaggera- 
tion to say that this engine has not only made the Light Aeroplane 
of to-day possible, but has established an unquestioned reputation for 
reliability, low maintenance costs and capacity to run for long periods 
with little more attention than a motorist gives to his car engine.”’ 


abroad in various countries. 


SIR ALAN J..-OBHAM’S OPINION. 


“The all essential to a pilot’s comfort and ease of mind, is abso- 
lute confidence in his engine. 

“I believe that the only light aeroplane engine that is suitable for 
the private owner is one that is perpetually reliable, simple to maintain 
and will give continual long running without overhaul. From my 
experience I think the CIRRUS engine comes up to this standard. 


ETT iif). 


‘it a 


‘CIRRUS” The ProvenAeroEngine © 


A.D.C. AIRCRAFT LTD., 


CIRRUS AERO ENGINES LTD., 
Regent House, 85/95 h.p. “CIRRUS ” Mark III. 


89, KINGSWAY, LONDON, W.C.2. 
Contractors to the BRITISH AIR MYNISTRY and most FOREIGN GOVERNMENTS. 


Telephone— Constructors of “‘ CIRRUS " and “NIMBUS” Aero Engines. Cables— 
Holborn 4076. Constructors of ‘‘MARTINSYDE” Types of Aircraft. Airdisco London, 
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THE ROYAL AIR FORCE. 


The London Gazette. 


ROYAL AIR FORCE. 

GENERAL DUTIES BRANcH.—The following are granted S.S. comns. as 
Plt. Offs. on probation with effect from and with seniority of Nov. 2:— 
A. H. Abbott, F. S. Barron, A. G. M. Cary, C. B. Field, E. G. Granville, 
N. R. G. Hunter, R. I. Johnson (Sec. Lt., 67th Field Bde., R.A., T.A.), 
J. A. Lawson (Lt., A.I.R.O.), H. L. McCulloch, R M. Messiter, G. F. P. 
O’Farrell, O. J. O’Hara, C. EH. W. N. C. Pelly, C. Sarsfield-Sampson, 
W. H. EK. Tew, R. W. Wallace, E. C. A. Wheeler, T..E. Whittome. 

The following are promoted with effect from Nov. 7:— 

Fir. Lis. to BE SQ. Lprs.—L. H. Cockey, J. W. B. Grigson, D.S.O., 
D.F.C., L. O. Brown, D.S.C., A.F.C., R. Jope-Slade, D.S.C., W. Under- 
ispally aanswey 

FLG. Orrs. TO BE FLT. Lrs.—H. ‘T. Herring (Hon. Fit. Lt.), C. H. A. 
Stevens, J. H. C. Wake, E.'S. €: Vaughan, M:C., W. EF. R: Gough 
(Hon. Fit. Lt.), HE. C. Dearth, C. W. McK. Thompson, S. P. George. 

Flg. Off. J. Constable-Roberts is transferred to the Reserve, Class A 
(Nov. 1); Fig. Off. J. F. Young is transferred to the Reserve, Class C 
(Nov. 1); Flg.-Off. F. H. Bailey resigns his S.S.-comn. (Oct. 19); 
Lt. A. M. Kimmins, R.N., Fit. Lt., R.A.F., ceases to be attached to 
the R.A.F. on return to Naval duty (Nov. 5). 

The following Lts., R.N., Flg. Offs., R.A.F., cease to be attached to 
the R.A.F. on return to Naval duty :—G. R. M. Robertson (Sept. 5); 
J. H. F. Burroughs (Oct. 20). 

The S.S. comn. of Plt. Off. on probation W. C. Garrett-Petts is 
terminated on cessation of duty (Nov. 5). 

STORES BRaNcH.—The following Plt. Offs. on probation are confirmed 
in rank and promoted to the rank of Flg. Off.:—B. Allen, Cc. L. 
Thomson, EK. F. Smith, A. Connock, M. EB. O’B. Atkinson (Oct.. 15); 
Ay Ge. E. Rrost.(@ct. 19). 

MEDICAL BRANCH.—Flg. Off. (Quartermaster) P. H. Musgrave is pro- 
moted to the rank of Fit. Lt. (Quartermaster) (Nov. 3). 

RESERVE OF AIR FORCE OFFICERS. 

GENERAL DutIESs BRANCH.—The following officers are transferred from 
Class A to Class C:—FIlt. Lt. W. E. C. B. C. Forsyth (Oct. 24); Fig. 
Off. A. C. Heaven, M.C. (May 12); Flg. Off. H. Rhodes (Oct. 13). 
Flg. Off. J. D. Parkinson is transferred from Class AA to Class C 
(Sept. 22); Flg. Off. H. J. Phillips is transferred from Class C to 
Class AA (Oct. 29); Flg. Off. R. K. Rose resigns his comn. (April 1). 

Pit. Off. on probation J. H. Dixon relinquishes his comn. on account 
of ill-health (Nov. 7). 

Sq. Ldr. M. EK. A. Wright relinquishes his comn. on completion 
of service and is permitted to retain his rank (Aug. 1). 

SPECIAL RESERVE.—Plt. Off. C. E. W. N. C. Pelly resigns his comn. on 
appointment to a S.S. comn. (Nov. 2). 

AUXILIARY AIR FORCE. 

GENERAL DUTIES BRANCH.—NO. 603 (CITY OF EDINBURGH) (BOMBING) 

SQuaDRON.—The following to be Plt. Off.:—A. M. Mitchell (Sept. 29). 


Appointments. 


Week ending November 12. 


November 6. 


GENERAL DUTIES BRANCH.—Air Vice-Marshal Sir Brooke-Popham, 
K.C.B., C.M.G., D.S.0O., A.F.C., to H.Q., ‘Iraq Command, pending 
taking over command, 1/11. 

Air, Comimodore')'C) R. “Samson, (CuMsG.) D:SiO;, ALEIGS).to. H@), 


Fighting Area, Uxbridge, for Air Staff Duties, 1/10. 
Group Captain W. R. Freeman, D.S.O., M.C., to R.A.F. Training 
Base, Leuchars, pending taking over command, 27/10. 
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Wing Commanders F. E. T. Hewlett, D.S.O., O.B.E., to HM 
Furious, for duty as Senior Air Force Officer, B/ x0. C. W. H. Pulfo 
O.B.E., A.F.C, to R.A.F. Depot, Uxbridge, pending commencement | 
next course at Imperial Defence College, 16/10. V. Gaskell- “Blackbur 
IDS. Cy eas Cr, toy OSA Depots Uxbridge, 1/2: 


Squadron Leaders G. D. Nelson, D.S.C., A.F.C., to R.A.F. 4a 
Uxbridge, 6/10. R. H. Kershaw, to RAF. Base, Malta, 30/10. N. | 
Bottomley, A.F.C., to No. 4 Sadn., S. Farnborough, 15/10. V. Gre 
wood, to H.Q., Fighting Area, Uxbridge, 2/10. J. C. Slessor, M.C. 
Air Ministry (D.O.1.), 15/10. 


Flight Lieutenants R. V. Goddard, to Air Ministry (D.O.S.D.), 22/ 
G. Martyn, to No. 1 Air Defence Group H.Q., 1/10. I. W. Jarvis, 
No. 504 Sqdn., Hucknall, 1/12. _W. J. Daddo-Langlois and R, - 
Horniman, to No. 482 Flight, Cattewater, 7/11. W. E. G. Mar 
D.F.C., to R.A.F. Station, Northolt, 11/1) Co Chapman, = Dices | 
R.A.F. Station, Upavon, 18/12. A. P. Revington, to No. 482 Flig] 
Cattewater, 14/10. G. I. Omerod, to H.Q., Wessex Bombing Are 
Andover, 17/9. O. E. Worsley, to No. 503 sadn. Waddington, 3/: 


Flying Officers J. W. M. Nancarrow, to R.A.F. Depot, Uxbridg 
12/10. H. D. Gunton, to R.A.F. Depot, Uxbridge, 2/11. R. F. Shent 
and H. F. G. Southey, to No. 482 Flight, Cattewater, 14/10. ¢ | 
Lucas, to R.A.F. Depot, Uxbridge, 12/10. W. G. Abrams, to No. 4 
Flight, Cattewater, 10/10. G. L. G. Richmond, to No. 10 Sqdn., Upp 
Heyford, 5/11. N. A. P. Pritchett, to R.A.F. Training Base, Leuchai 
72}/ 37. 

Pilot Officers.—The undermentioned Pilot Officers are posted to t! 
R.A.F. Depot, Uxbridge, on appointment to S.S. Comns. (on probatio: 
with effect from 2/11: A. H. Abbott, F. S. Barron, A. G. M. Car 
Cc. B. Field, EK. G. Granville, N. R. G. Hunter, R. I. Johnson, H. 
McCulloch,, R. M. Messiter, G..F. P. O’Farrell, O. J. O’Har 
Cc. E. W. N. C.. Pelly, C. Sarsfield-Sampson, R. W. Wallace at 
T. E. Whittome. ; 

MEDICAL BRANCH.—Squadron Leader A. F. Rock, M.R.C.P., D.P.H., | 
R.A.F. Pathological Laboratory, Halton, 1/12. 

SToRES BrRaNCH.—Flight ese Pp. J. Murphy, to Supply ar 
Stores Depot, Aden, 2/11. 

Flying Officers W. H. Bowden, to R.A.F. Station, Northolt, 7/1 
Cc. P. Marshall, ‘to R.A.F. Station, Tangmere, 7/11. R. N. Hesket' 
to No. 4 Stores Depot, Ickenham, 12/11. B. G. Pool, to No. 1 School : 
T.T. (Apprentices), Halton, 12/11. 


Pilot Officers G. Matthews, to No. 3 F.T.S., Grantham, 12/11. L. } 


a 


Oldridge, to No. 1 .§.D., Kidbrooke, 12/11. J. S. French, to Scho 
of Balloon Training, Larkhill, 12/11. E. J. H. Starling, to No. 
School of T.T. (Apprentices), Halton, 12/11. J. W. Hunt, to No. 


BYE-S;, Digby, 12/1. 
J. KE. Reynolds, to R.A.F. Depot, Uxbridge, 12/11. 
F.T.S., Netheravon, 12/11. 

ACCOUNTANT BRANCH.—Flight Lieutenant K. R. Money, 
M.A.E.K., Felixstowe, 27/10. 

CHAPLAINS BRANCH.—The Rev. G. H. Collier, M.A., 
Calshot, 26/11. 


The Armistice Day Ceremonies. 


A detachment of the Royal Air Force formed part < 
the Guard of Honour at the Armistice Day Ceremony at th 
Cenotaph in Whitehall on Nov. 11. 

Buglers of the Royal Air Force sounded the 


Pp. V. Edwards, to No. 5 F.T.S., Sealand, 12/1 
F. G. Lee, to No. 


O.B.E., | 


to R.A.F. Bas 


Wasteeos 


ARMISTICE DAY, 1928.—The R.A.F. Guard of Honour at the Cenntenh during the Armistice Day ceremonies. 
On the left are the R.A.F. Buglers who sounded the Last Post and the Reveillé. 
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sm” [There are 
Bre people 
learning to fly 

on MOTHS than on 
any one other 
training type 
in the World 


THE DE HAVILLAND. AIRGRAFT COMPANY LTD. THE DE HAVILLAND AIRCRAFT PTY. LTD. 


Stag Lane Aerodrome, Edgware, Middlesex. Whiteman Street, South Melbourne, Australia 
Telegrams : Havilland, ’Phone, London. clase ip Colindale 6160-6163 Telegrams : Moth, Melbourne. 


THE DE HAVILLAND AIRCRAFT OF CANADA LTD. 
Bay-Richmond Building, 372 Bay Street, Toronto 2, Canada. 
Telegrams : Moth, Toronto, 
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at the end of the Two Minutes’ Silence and the Reveillé 
at the end of the Service. 

The bearing and march discipline of the R.A.F. compared 
well with that of the Guards and other representative detach- 
ments on parade. 

Marshal of the Royal Air Force Sir Hugh Trenchard laid 
a wreath on the Cenotaph on behalf of the Royal Air Force. 

Among the representatives of the Ex-Service Organisa- 
tions present at the ceremony were 45 members of the Old 
Comrades’ Association of the Women’s Royal Air Force. A 
wreath was laid on the Cenotaph on their behalf by a mem- 
ber of the Association. 

A short ceremony was held at 11.30 hours at the R.A.F. 
Memorial on the Embankment. Marshal of the Royal Air 
Force Sir Hugh Trenchard laid a wreath on the Memorial 
on behalf of the R.A.F. Memorial Fund. Wing Cdr. W. H. 
Anderson, D.F.C., Australian Liaison Officer, laid) a wreath 
on the Memorial on behalf of the people and the Common- 
wealth of Australia. Sq. Ldr. A. L. Cuffe, Canadian Ljidison 
Officer, laid a wreath on the Memorial on behalf of the Royal 
Canadian Air Force. 

A representative of the Women’s Royal Air Force Old 
Comrades’ Association also laid a wreath on the Memorial, 
contributions for which had been received from members of 
the Association all over the World. By mid-day the R.A.F. 
Memorial was surrounded by flowers sent from Squadrons, 
from former members of Squadrons, and from relatives of 
the fallen. 

An Award for Gallantry. 

The London Gazette for Nov. 9 announces that His 
Majesty the King has approved the award of the Medal of 
the Military Division of the Order of the British Empire to 
No. 363339 L-AC. Walter Arnold, Royal Air. Force, for 
conspicuous gallantry displayed at Digby Aerodrome on 
June 20, 1928. 

Arnold was a passenger in a machine which was wrecked on land- 
ing and immediately caught fire. Arnold extricated himself from the 
burning wreckage, and, although fully aware of the grave risk he 
was taking, re-entered the flames and succeeded in dragging the pilot, 
who was unconscious and very severely injured, to a position of safety. 
Arnold suffered burns to his face, neck, and hands, and his prompt 
and courageous action undoubtedly saved the pilot’s life, since the 
burning petrol spread rapidly and rendered any subsequent approach 
to the wreckage impossible. 

An Award to a Steam Trawler’s Crew. 

The Air Ministry announces that the Air Council have 

awarded a piece of plate to Mr. Harry Reeve, Skipper of the 


eas 


AUSTRALIA.—Air Marshal Sir 


BEES: 


John Salmond at Parafield aerodrome, Adelaide, on Sept. 1, 1928, at the end of 


—<$—— 


| 


AUSTRALIAN AIR DEFENCE.—Air Marshal Sir John 
Salmond talking to Mr. West of the Shell Co. of 
Australia Ltd. during Sir John Salmond’s Australian 
tour. In addition to his 3,000 miles in a Quantas D.H.50, 
Sir John Salmond flew from Melbourne to Point Cook, 
Sydney, Brisbane and Darwin in an R.A.A.F. Super: 
marine Southampton piloted by Fig. Off. Briggs, R.A.A.F. 


steam trawler Kittiwake of Lowestoft, and a sum of money 
to the Mate, Chief Engineer, and six other members of the 
crew, in recognition of their services in effecting the rescue 
of the officers and airmen of Southampton Flying Boat No. 
1125 which came down in Cardigan Bay on June 30, 1928. 

The Board of Trade have been requested by the Air Ministry, 
to present these awards on behalf of the Air Council. | 


The Far East Flight. | 

The Far East Flight, R.A:F., which left Singapore on 

Nov. 1 on a six-weeks’ cruise, arrived at Manila on Novy. 9. 

They were received by representatives of the United States 

Air Services. Some of the personnel were the guests of the 

U.S. Aeroplane Tender Jason and some of them were the 
guests of the Army and Navy Club. 


a 3,000-mile tour from Hughenden, Central Queensland, to Adelaide, via Cloncurry, Brunette Downs, Newcastle | 
Waters, Port Darwin, Alice Springs, Hermansburg, Codnadetta and Port Pyrie, in a Jupiter-engined D.H.50a . 


constructed by Quantas Ltd., Longreach, Queensland. 


From left to right: G. Nutson, Ground Engineer; Fit. Lt. A. P. Ledger, R.A.F.; Sq. Ldr. P. Drummond, 
C. W. A. Scott (Pilot), Quantas Ltd.; Air Marshal Sir John Salmond, and Mr. 
A. B. West, The Shell Co. of Australia Ltd., Adelaide. 


D.S.0., O.B.E., M.C., R.A-F.; 
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“Better than anything in the World”’ 


This is how the “Evening News” of 
Oct. 13, 1928, described the new “ Bristol ” 
Bulldog Single-Seater Fighter. “The Air 
Ministry,” announced this journal, “recently 
held a competition to find a single-seater 
fighter which had a speed and climb far and 
away above that of current craft. Eleven 
different typeswere presented and eventually 
the ‘Bristol’ Bulldog was selected. This 
machine has now been put into production.” 


The ‘‘Bristol” Bulldog is a high performance single-seater 
fighter constructed from steel according to the proved 
‘“ Bristol” methods ; a machine of remarkable performance, 


strong in construction and easy of upkeep and repair. 


|” Bute BULLDOG #2 FIGHTER 


THE BRISTOL AEROPLANE CO., LTD., FILTON, BRISTOL 


KINDLY MENTION “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 


816 


The Aeroplane 


_ NOVEMBER 14, 1928 


Sir Philip Sassoon’s Cruise. 
Sir Philip Sassoon, Under-Secretary of State for Air, who 
is visiting the R.A.F. Units in India, ‘Iraq and the Middle 
East, flew to Malta from Bengazi on Noy. 8. 


Fatal Accidents. 

The Air Ministry regrets to announce that as the result 
of an accident at Preston Moor, Yorkshire, to an Atlas 
machine of No. 26 (Army Co-operation) Sqdn., Catterick, 
on Nov. 6, Pit. Off. Charles Lilburn Myers, the pilot of the 
aircraft, and 359460 AC.2. Henry Chadwick were killed. 


At the inquest at Redmire on Noy. 8 evidence was given that they 
left Catterick Aerodrome on Nov. 6 for a short flight, but failed 


to return. After a search lasting 30 hours the wreckage was found. 
Flt. Lt. Hebbert said that he detailed the men for this flight 
on duty. In his opinion, it was quite a good morning for flying. 


The object of the flight was to train pilots to pick out ceftain points 
and take pin-point photographs. 

A verdict of accidental death was returned. 

The Air Ministry regrets to announce that as the result 
of an accident near Boothby Graffoe, Lincolnshire, to an 
Avro machme vot No: 2 ELS: Digby, ‘om INowe7,. elite Ort. 
Richard Harold Coupe, the pilot and sole occupant of the 
aircraft, was- killed. 

The Air Ministry regrets to announce that as the result of 
an accident near Buckingham to a Hawker Horsley machine 
of No. too (Bombing) Sqdn., Bicester, on Nov. 8, 351106 
Sjt. Herbert Edward Lockwood, the pilot of the aircraft, 
was killed, and 365544 AC.2. Charles Robert Thane was 
seriously injured. 


The Lord Mayor’s Show. 


The Lord Mayor’s Show procession on Noy. 9 included the 
Band of the Royal Air Force, a detachment of the Royal 
Air Force, and the fuselage of a D.H.ga, escorted by a 
contingent of No. 600 (City of London) Bombing Squadron, 
Auxiliary Air Force. 

If the R.A.F. must take part in this fantastic parade in 
future, surely the representative Squadron of the Auxiliary 
Air Force could do-something more worthy of a highly 
efficient Unit than tow a dismantled Nine-ack through the 
streets. 


The North Persian Forces Memorial Medal. 


A Fleet Order states that Medical Officers who wish to 
compete for the 1928 award of the North Persian Forces 
Memorial Medal should forward copies of their articles to 
the Medical Director-General of the Navy through the usual 
Service channels before Jan. 1, 19209, 

This medal is awarded annually for the best paper on 
tropical medicine and hygiene published in any journal by 
medical officers of under 12 years’ service of the R.N., 
R.A.M.C., R.A.F., I.M.S., and the Colonial Medical Service. 


Special Assessments. 

The following officers and airmen have been awarded 
special assessments as shown on completion of a course of 
ab initio flying training at No. x F.T.S. :— 

Distinguished Pass.—Plit. Off. D. J. TI. Haynes, Plt. Off. P. C. Fair, 
No. 352207 Cpl. Scott, A.,. No. 363737 I,-AC. Salterly, H. V.; No. 363771 
I-AC. Sheen, W. C. 

Notations have been made in the official records of these 
officers and airmen. 


Air Commodore Samson. 

Air .Commodore °C. RS ‘SamsoniC-tUG 5 8.0. - ALEC, 
who was restored to full-pay from half-pay on Oct. 1, and 
appointed to Headquarters, Fighting Area, for Air Staff 
Duties on the same date, was born at Cheetham, Lancashire, 
in 1883 and educated at Hemel Hempstead, Greenwich, and 
in H.M.S. Britannia. He entered the Royal Navy in 1898 
and was promoted Lieutenant in 1904. He served in H.M.S. 
Pomone in the Somaliland operations of 1903-4 and in H.M.S. 
Philomel during the operations in the Persian Gulf in 
1909-10. 

He was one of the first four officers appointed by the 
Admiralty to learn to fly, at Eastchurch, early in ro1z, and 
his Royal Aero Club certificate, No. 71, is dated April 25, 
1gir. In October 1911 he persuaded the Admiralty to buy 
two Short biplanes and to send twelve Naval ratings to 
Eastchurch to form the basis of a Naval flying school. He 
designed, and got leave to build in Chatham Dockyard, a 
platform with a double trackway from which to start aero- 
planes from the decks of ships. This platform was erected 
on board H.M.S. Africa and he made a successful flight 
from it in December torr. ‘Thereafter, in collaboration with 
Mr. Horace Short, he helped in the design of a seaplane. 
The machine was completed in March 1912. He eventually 
flew 150 hours on this machine without breaking a strut 
or a float. 

Towards the end of 1911 and the beginning of 1912 he was 
a member of the technical sub-committee which: prepared a 
detailed scheme for the formation of a British Aeronautical 
Service to be known as the Royal Flying Corps. When this 
report was completed in February 1921 he was put in charge 
of the newly formed Naval Flying School at Eastchurch 


-planes fitted with wireless and experiments in bomb-dropping 


pending the establishment of the Central Flying School. 
While he was at Eastchurch he made experiments with sea- 


from the air. 
At the King’s Naval Review at Spithead on July 20, 1914, 
he was in command of a Flight of aeroplanes, and after the 
Review he took the Flight on a tour to Dorchester and) 
Upavon before returning to Eastchurch. On Aug. 10, 1914, 
he was ordered to establish a base at Skegness and to take’ 
charge of a patrol of the coast from the Humber to Cromer. 
He was in command of the first Naval Air Unit to be sent. 
abroad; the Eastchurch Squadron which flew to Ostend on | 
Aug. 27, 1914. This Unit made daily reconnaissance flights | 
in the area between Bruges, Ghent and Ypres and also took | 
part in various raids in armoured cars in support of the 
Naval Division. The Unit was withdrawn from Dunkirk in | 
February 1915 and flew back to Dover. An Admiralty Order, | 
dated 11/9/14, states that his promotion to Commander was | 
accelerated in view of enterprise and shrewdness shown by 
him in re-capturing the City of Lille. For his services while | 
in command of this Unit he was made a Companion of the | 
Distinguished Service Order. | 
In March i1g15 he was ordered to the Mediterranean and 
took an active and distinguished part in the Dardanelles | 
operations in command of No. 3 Wing. After the eyacna- | 
tion of Gallipoli he was transferred to the aircraft-carrier 
Raven II and took part in operations in the Indian Ocean. | 
He commanded H.M. Aircraft-Carrier Ben-my-Chree in the’ 
Eastern Mediterranean from April 1916 till Jume 1917. He 
was awarded a Bar to the D.S.O. in January 1917 in recogni- 
tion of his continued gallantry and distinguished services as | 
a flying officer. 
On Noy. 5, 1917, he was appointed to command the Naval 
Air Station at Great Yarmouth, a command which he held | 
until he was appointed to command the Group at Felix-. 
stowe in October 1918. He was awarded the Air Force Cross. 
in January 1919. ; 
On the formation of the R.A.F. he was appointed to a. 
permanent commission with the rank of Wing Commander. | 
He was promoted Group Captain in August r9r9 arid Air 
Commodore in January 1921. 


He was made a Companion 
of the Order of St. Michael and St. George in June 19109. | 
In 1919 and 1920 he was Chief Staff Officer at Headquarters, 
Coastal Area, R.A.F., and in August 1921, after attending - 
the Senior Officers’ War Course at the R.N. College, Green-. 
wich, he was appointed to command the R.A.F. in the | 
Mediterranean. 

In 1922 he won the 2nd prize for the Gordon Shepherd | 
Memorial Essay. He was posted to No. 6 Group, Kenley, 
to command in May 1924 and in June 1926 he was appointed | 
Chief Staff Officer, Headquarters Middle East. | 

In September 1926 he was in command of the Service 
Flight of Vickers Victorias which made a cruise from | 
Heliopolis to Aden and back. In March-May 1927 he | 
manded the Service Flight of four Fairey III.Fs. which flew’ 
from Cairo to Cape Town and back. ; | 

In August 1927 he was placed on the half-pay list. 


\ 
{ 
| 


Group Captain W. R. Freeman. ( 


Group Captain W. R. Freeman, D.S.O., M.C., whose ap 
pointment to command the R.A.F. Training Base, Leuchars, 
is dated Oct. 27, 1928, was born in 1888 at St. John, Padding- | 
ton, and was educated at Rugby and the R.M.C., Sandhurst. 
He entered The Manchester Regiment as a 2nd Lieut. m 
1908 and was promoted Lieut. in 1912. He learned to fly | 
in France on a Maurice Farman biplane and his certificate | 
issued by the Aero Club de France, is dated July 21, 1013. 
On July 28, 1913, he was seconded to the R.F.C. for a course | 
at the Central Flying School and in April, 1914, he was ap-) 
pointed Flying Officer, R.F.C., and to remain seconded. 

On Aug. 13, 1914, he flew to France with No. 2 Squadron, | 
R.F.C. The following account of an early adventure of the | 
R.F.C. in which he took part, is taken from The War in the 
Air, Volume 1 :— x | 

On the r2th of September Iieutenant I,. Dawes and Lieutenant W. R. 
Freeman, of No. 2 Squadron, had a notable adventure. They left in| 
the morning to carry out an aerial reconnaissance to St. Quentin. 
A little south of Anizy-le-Chateau, between Soissons and Laon, their 
machine began to rock and vibrate in the air, as if the tail were! 
loose. They planed down at once and landed in a small field, finishing 
up in a wood where they damaged their undercarriage, wings and 
airscrew. Large German columns were or the roads on both sides. 
of them, within about 200 yards. Taking only a biscuit and some 
tubes of beef extract with them, they hid in another wood close by. 
Some German cavalry came up to the machine, and then went 
round the first wood, but found nothing, and after an hour < 

an 


went away. ‘The two officers lay hid until the evening, ; 

started in the direction of the Aisne, some eight miles’ distant. During 
the night they passed several German pickets, but the war was youms, 
the spirit of exhilaration still prevailed in the German Army and 
the pickets were making so much noise that they passed unobserved. 
At 3.0 in the, morning they reached the Aisne, where they lay down 
and slept. At 6.0 they were wakened by the firing of a gun close by). 
and realised that they were in front of the German position. German 
cavalry patrolled the road in front of them, and they were under 
heavy shell-fire from the British. They swam the Aisne, dried their 
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clothes in a house close by the canal, and then walked to the British 
guns, which were still in action. They were given food by the Third 
Cavalry Brigade, and were taken back on a supply column to rejoin 
their squadron after an absence of more than two days. It might be 
supposed that their troubles were now at an end, but they had yet 
to face their squadron commander, Major Burke, who sternly rebuked 
them for violating the order that no two pilots should fly together 
in the same machine. 

In March, 1915, Mr. Freeman was appointed Flight Com- 
mander with the temporary rank of Captain and a few days 
later he was awarded the Military Cross. The London 
Gazette of Mar. 27, 1915, states :— 

For gallantry, ability and very valuable work performed. He located 
the position of German batteries on the 15th inst. and conveyed the 
information by wireless messages from his aeroplane to our Artillery, 
and although his propellor and planes were pierced by the enemy’s 
bullets, he remained aloft for more than five hours during the day. 

He returned to England in May, rors, and was posted to 
Egypt in January, 1916 as a Squadron Commander and tem- 
porary Major. In June, 1916, he returned from Egypt, and 
in November, 1916, he was made a companion of the Dis- 
tinguished Service Order for distinguished services in the 
Field. In December, 1916, he returned to France as a Wing 
Commander. He was awarded a Brevet Majority in January, 
1917. In April, 1918, he was promoted Lieutenant-Colonel, 
and in August, 1919, he resigned his Army Commission on 
appointment to a permanent commission in the R.A.F. with 
the rank of Wing Comander. In August, 1918, he was ap- 
pointed Chevalier of the Legion of Honour (France) for dis- 
tinguished service. He was three times mentioned in De- 
spatches. 

After the Armistice he joined the R.N. College, Green- 
wich, for the War Staff Course and in 1920 he was appointed 
to command No. 2 Flying Training School, Royston. On 
the formation of the R.A.F. Staff College at Andover in 
April, 1922, he was appointed to the Staff and became en- 
titled to the symbol p.s.a. after his name in the Air Force 
List. He was promoted Group Captain in January, 1923. In 
April, 1925, he took over the command of the Central Flying 
School and in January, 1927, he was posted to the Air Ministry 
as Deputy Director of Operations and Intelligence. 


Sir Samuel Hoare at the Guildhall. 


The Secretary of State for Air, Sir Samuel Hoare, replied 
to the Toast of the Imperial Forces at the Guildhall Banquet 
on Nov. 9g. 

In the course of his speech, Sir Samuel Hoare said that 
year by year a closer understanding was growing up between 
the three fighting Services and thanks to the personality 
and ability of their three distinguished Chiefs-of-Staff, a 
common programme was being completed stage by stage 
for the defence of the British Empire. 

Sir Samuel Hoare referred to Flt. Lt. Greig’s attempt on 
the World’s Speed Record, which he described as evidence 
of the skill and dash of Air Force pilots, the excellence of 
British construction and the progress that was being made 
in increasing the programme and at the same _ time 
diminishing the weight of engine and machine. 

Describing the development of Civil Aviation, he said 
that he was able to make the first official announcement 
that the regular service between England and India would 
start in the early spring. He added that the co-operation 
of Italy had been obtained for the European section of the 
route and an agreement had been reached between ourselves 
and Persia. 

Speaking of the air defence of London, he said that most 
satisfactory results had been obtained in the Air Exercises 
held last August to test the efficiency of the Units engaged 
in them. In particular the two London Auxiliary Squadrons 
had -more than justified the high hopes placed in them. 
Altogether 25,000 hours had been flown during the Exercises 
both by day and night, with an almost complete lack of 
engine failures, no injury to a pilot, and a serviceability of 
machines of practically a hundred per cent. 

Sir Samuel Hoare concluded by saying that, urgent though 
he believed the defence of London to be, he was none the 
less certain that the forces of peace, and not the forces of 
war, were gaining strength in the world. We were not 
making these defence preparations because we believed a 
war to be likely, but because a great country like ours 
could not live on sufferance and must insure against risks 
We did not want a competition of armaments in the air. 
In his view there should be an agreement between the great 
Powers of Europe on the basis of air equality, and without 
an agreement of that kind there were greater risks of a 
struggle for supremacy that would beggar the taxpayer, and 
might, eventually, destroy European civilisation. 


The Secretary of State on the R.A.F. 


In the course of an address by the Secretary of State for 
Air, Sir Samuel Hoare, to the Royal Scottish Geographical 
Society at Edinburgh on Oct. 25, the following statements 


of exceptional interest were made :— 
The only way that the liability that the aeroplane has created by 


its destructive powers can be counter-balanced is to make the fullest 
possible use of its unique power of mobility for effecting economies jn 
the field of Imperial defence and for developing the communications 
and resources of a scattered Empire. I say, then, first let us use, 
wherever it be possible, air power for making economies in Imperial 
Defence. As long as the Air Force is regarded as an appendage to the! 
Army and the Navy it can be nothing more than a third source of 
expense over and above the cost of the two older services. For the 
last five years those of us who have been connected with the Air 
Force have been trying to show that there are certain fields of Imperial 
defence where the Air Force wing-by reason of its great mobility can’ 
be economically used as a substitute for the older forms of defence 
rather than as a supplement to them. The conspicuous instance of this, 
policy is the case of ‘Iraq where we have created an Air Command and’ 
been able to reduce the garrison which in 1921 comprised 33 Imperial 
battalions costing over £20 million a year to 5 squadrons of the 
Royal Air Force, without a single Imperial battalion in support, cost-' 
ing less than £2 millions. A second instance may be found in wha 
has recently been happening in the Aden Protectorate. 


There, the 
Imam of the Yemen had for years encroached upon the British Pro. 
tectorate and had in recent times kidnapped two of our friendly 


Sheiks. During the spring his attitude towards us became intolerable 
and it was necessary to take action against him. The matter came to 
a head at the very moment when the command of Aden was being 
transferred from the Army to the Air Force and substantial reductions 
were being made in the expenditure upon defence. The new garrison 
of this great Protectorate was a single squadron of the Air Force, 
The squadron began its campaign, when, as I say, other units were 
being retrenched, carried out for many weeks difficult and intensive 
operations, compelled the return of the Sheiks, practically forced the 
Imam out of the Protectorate without a single casualty in action and. 
at a cost to the British taxpayer of less than ten thousand pounds. | 

Here is manifestly a case where the Air Force has proved a source 
both of strength and economy to Great Britain and the Empire. 

If I had time I could give you further instances from ‘Iraq, where 
last year for many months on end we held a desert frontier of 700 
miles against raiding bands; from Somaliland, where in a few weeks 
and at little expense we removed the constant danger of the Mullah’s: 
risings; from the North-West Frontier of India, where with prac. 
tically no casualties on either side we have time after time imposed | 
peace upon the unruly tribes. I hope, however, that I have given you 
enough instances to show you that where air power is properly used 
and where fult advantage is taken of its chief characteristic, speed, 
the aeroplane can be made an instrument of economy instead of being | 
a source of additional expense. If the policy that I am outlining is) 
fully developed, I can foresee the time when air power, like sea 
power, will be concentrated upon two or three strategic points of | 
the Empire and when units, instead of being uneconomically tied 
down to local defence will be freely moved from one threatened point | 
to. another. Such a policy pre-supposes the closest possible liaison 
between the Air Forces of the Empire. 

In this fight with distance we have been advancing along four 
lines. We have been carrying out a series of pioneer Empire flights 
by the Royal Air Force for the purpose of creating and organising 
long-distance air routes. Secondly, we are attempting to prove that 
commercial air services can be flown safely and punctually, and can) 
eventually become self-supporting and independent of cor 
subsidies. Thirdly, we have been engaged upon the protracted and 
difficult enterprise of designing new types of airship for long-distance 
and non-stop flying services. Fourthly, we have been trying to 
stimulate an interest in the possibility of flying and to encourage 
wherever we can the use of the aeroplane for civilising and not 
destructive purposes. 1 | 

To-night I can only say a few words about each of these objectives. | 
Let me begin with the pioneer flights of the Royal Air Force. The 
fact to remember about these flights is that they are not stunt flights. 
They are carried out by the ordinary personnel of the squadrons as a 
part of their regular training. The units fly in formation and to a 
regular programme and time table. We have now had a number of 
flights from one end of» Africa to the other, and at the moment four 
all-metal flying-boats, having flown 24,000 miles across sea and land— | 
they traversed the desert from Alexandretta to Basra—are now spending 
a year and a-half in the Far East to gain experience of tropical con- 
ditions and possible flying-boat routes of the future. These flights, 
apart from their obvious service and technical uses, have been of 
inestimable value in showing the flag to remote parts of the Empire. 


R.A.F. SPORTS AND PASTIMES. 


Rugby Football. 


R.A.F. Cadet College, Cranwell, versus R.M. College, Sand- | 
hurst :—Cranwell beat Sandhurst at Cranwell on Nov. 10 by a 
goal and two dropped goals (13 points) to a goal and a tty | 
(8 points). The game was played in bad weather and on | 
treacherous turf. Sandhurst were the heavier side and forced | 
the pace in the beginning and scored an unconverted try 
eatly in the game. Cranwell, however, controlled the scrums — 
and, following some clever work, Bader and Coote each 
dropped a goal. Before half time Letchworth scored a tty | 
which Charles converted. 

Sandhurst pressed hard in the second half and Horne 
scored a try which Sinclair converted. Cranwell played a 
fast and clever game in the loose. 

A spectator writes as follows :— 

Sandhurst, who were without one of their team, lost the toss and 
began against the wind. There had been a frost overnight, so that 
despite the rain. there seemed every prospect of some open work 
behind the scrum; and Sandhurst relying on their superior weight 
began to sling the ball about and soon scored through their left wing, 
Wilson, after some pretty passing. But as the game wore on handling 
became very difficult. Besides, any offensive on the part of Sandhurst 
was smothered by the close tackling of the Cranwell threes and the 
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“Those who saw the beautiful 
‘Wizard’ Monoplane fitted with 
this (Rolls-Royce) Engine leap 
skyward when the pilot opened 
his throttle gained some idea of 
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intelligent breaking of the Cranwell pack. The latter were faster 
than their opponents and clever in the loose, with the result that 
after being in the Sandhurst ‘25’ for four minutes Bader was able 
to open the score for Cranweil with a beautiful drop kick; which was 
quickly followed by another from Coote. Spurred by this success, 
Cranwell attacked vigorously, though in vain, particularly through 
Coote and Bader. Apart from these and Elsmie who worked hard 
behind the scrum the Cranwell outsides were not effective in attack 
and but for efforts by Murray and McKechnie the game became a 
duel between the two packs as a result of which Letchworth, the 
Cranwell captain, scored a try which was converted. 

After half time the wind and rain abated, and Sandhurst at once 
raided Cranwell territory and scored cleverly under the posts through 
their threequarter on the right (Horne). 

The score now stood at its final figure and it was any one’s game. 
The ball moved up and down the field at the feet of the forwards. At 
one time Sandhurst looked as if they were going to score again. 
At another Cranwell penned their opponents for several minutes on 
their goal line and but for a stout defence should have scored twice 
more 

Against a heavier team Cranwell won by 
less tackling. At forward Letchworth, McKechnie and Eayrs were 
conspicuous; Elsmie worked well behind the scrum; and Coote and 
Bader were always in the forefront of attack and defence. 

This hard and sporting game was well refereed by Mr, A. M. 
Smallwood, the old international and Cambridge ‘“ blue.” 

Cranw ell is to be heartily congratulated on defeating Sand- 
hurst for the second time since the match was instituted in 
1920. (In 1925 the fixture was cancelled owing to frost.) 

The previous results of this match have been, 1920 Sand- 
hurst beat Cranwell 36—3; 1921 Sandhurst beat Cranwell 
25—6; 1922 Sandhurst beat Cranwell 9—o; 1923 Sandhurst 
beat Cranwell 42—o; 1924 Cranwell beat Sandhurst 25—3; 
1926 Sandhurst beat Cranwell 16—4; 1927 Sandhurst beat 
Cranwell 47—3. 

Cranwell will play Woolwich at Woolwich on Novy. 17. 


greater speed and relent- 


Association Football. 


versus London University :—The R.A.F. beat the 
London University at Uxbridge on Nov. 7 by six goals to 
none. The R.A.F. side was heavier, faster, and more ex- 
perienced and scored four goals within half an hour of the 
start. London University saw more of the game in the second 
half but two more goals were scored against them. ‘The 
R.A.F. team were :— 

AC. Chaston (Uxbridge), goal; AC. Blenkinsop (Uxbridge) and L-AC. 
James (Upavon), backs; Sit. Evans (Ruislip), Cpl. Baldwin (Uxbridge), 
and F-S. Lockhart (Flowerdown), half-backs; AC. Hutchinson (Flower- 
down), Sjt. Acquaroff (Worthydown), AC. Knight (Duxford), L-AC. 
Warwick (Uxbridge), and AC. Ward (Wittering), forwards. 


REAR 


. Cricket in ‘Iraq. 
Two Cricket Competitions are fought annually in ‘Iraq, namely, the 
Open Cricket Cup and the R.A.F. Cup. They are strongly contested 
by teams from each Unit, of which No. 55 (Bombing) Squadron have 


CRICKET IN ‘IRAQ.—Sq. Ldr. Thomson’s 
Nihill, 


The Aeroplane 


Team andthe Casuals : 
Hedges, Sq. Ldr. P. V. Williams, G. H. Herridge, Fit. Lt. Perkins, P. Lawrie, Group Capt. Bowen. 
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proved themselves the “cock” cricketing Squadron in winning bot} 
Cups this season, with an extremely well balanced side, and throng} 
their wonderful keenness in the field. 


Following these Finals the Service Cricket Season closes with a four 
afternoon match, the R.A.F. v. the Army in ‘Iraq. For the secon 
year in succession the R.A.F. under Sq. Ldr. T. C. Thomson has wo) 
the laurels. The game this year was keenly contested before a larg, 
crowd ‘of spectators who, although all of them cricketing enthusiasts! 
are not often seen on the Cricket ground during the season. Durin; 
the hotter weather it is almost more tiring and irksome to th, 
spectators to follow the game through the terrible glare whils 
perspiring in a shade temperature of 110° than it is for the bowle 
or fielder who creates a breeze as he moves. 


Maj. K. E. Cooper, Commanding the 3/5 Mahratta Light Infantry 
won the toss for the Army and elected to bat. The early batsme1 
showed good form and with only two wickets down with 133 on th 
score board it looked like being a high scoring match. Cant. Teaguc 
was still in, happily hitting sixes in his usual forcible style. 
I.dr. Wambeek, however, was the undoing of the side for a A ml) 
were all out for 200, he having taken 7 for 61. 

The R.A.F. never settled down to the wily bowling of Mai. 
and they were all out three-quarters of an hour before the close 0} 
play on the second day for 113. Peyrise <s: 

On taking the field in the Army’s second innings, I,-AC. “Powaaebr 
and J.-AC. Trotter, who bore the brunt of the bowling in the Inter. 
Service match of 1927, opened in their best form and took 5 of the 
Army wickets for 30 before stumps were drawn. 

On the last day the: Army fared no better and were soon! 
for 63, leaving the Airmen 150 to get. Thompson and Trotte 
bowled unchanged, taking 3 for 19 and 6 for 24 respectively. The 
excitement ran high for at no time was victory sure for the .F, 
Maj. Fink, ably supported by Lt.-Col. Eadie, kept them guessin 
and it was not until 7 wickets had fallen that the Airmen ee 
Army score. ¥ 

The teams were:— ARMY: 


Brig-Gen- a .G. Browne, Tike Col. 
Majors K. EK. Cooper (Captain), R. H. I. Fink, Capt R. J. D. Teague 
Lieuts. P.V. “Williams, J. A. Worth, CsA Ne ie te N. Mcl.co! 
Signalman MacKinlay arid Gopinath Chawn. 


R.A.F.: “Sq. Ldr C. Bi Ee “Medics yescreee me r Cc Theme 
(Captain), Sq. I.dr. W. G. L. Wambeek, Flg. Offs. F. S. Hoddér 
Parkin, I-AC.s Holmshaw, Thompson, Patterson, Creedon, | 


and ‘Trotter. j 
The closing match of the season was between Sq. I.dr. ‘Thomeon’s 
east and os Casuals. The members of the Casuals are drawn fr 


of the season ae a feat Ge Cricket Lunch. wd 
excitement to the ‘*bitter’’ end. The Casuais won with 211 to ft 
opponents 172. Their score was mainly due to the terrific driving 
of Robin Teague, who scored 141, including 6 sixes out of the ground. 

Cricket in ‘Iraq is played on matting stretched over concrete or 
mutti (prepared mud) wickets, and the bowling opens in a shade 
temperature sometimes as high as 114°. Owing to the short time 
available for play matches extend over 2 or 3 days and in the Cus Ties, 
when two innings per side are played to a finish, the time has been 
extended to 7 days. ‘The high temperature and the long drawn out 
games call for the utmost enthusiasm from cricketers in ‘Iraq io play 
regularly, but there is no doubt that the keenness is there and it is 
noticeable what a high standard Unit Cricket reaches in this country 


The game was’ 


(Standing) Maj. K. E. Cooper, J. N. B. 


(Sitting on seat) Capt. R. J. D. Teague, Sq. Ldr. Thomson (Capt.), Sq. Ldr. W. G. L. Wambeek, Maj. R. H. L. 


Fink, W. L. Addyman, W. L. Kennard, Lt.-Col. J. I. Eadie, 
ground) Fig. Off. Smith, Fig. Off. Walker, L-AC.s Mewitt, 


Major 
Trotter, 


H. H. Wheatley 
Creedon, Sq. Ldr. 


(Capt.). (Sitting on 
C. E. H. Medhurst, | 


L-AC. Thompson. i 
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WHEELS 


STANDARD SIZES. 


Hub 


| No. | Length| Bore 
} —4 


ar 
* rag mw - 
u 


vid 


m/m m/m 
185. | 60.32 
220. | 80. 
185, | 55. 
220. | 66.67 
185. | 55. 
185. | 55, 
1853. |Loo; 
220. | 66.67 
250. | 80. 
185. 80. 
185. | 60.32 
220. | 66.67 
250. | 80. 
185. | 60.32 
185. | 55. 
250. 80. 
304.8 
304.8 
304.8 | 
400. | 152.4 


Tyre heel Hub Track Tyre ‘Wheel { Boe Track Tyre !Wheel 
Size Me. Length Bore Line Size No. | Length] Bore Line Size 
m/m m/m m/m | mm | mim m/m | 
375X55 168 | 111.12 | 25.4 | Central] 700x100 1112 | 150. | 38.09| Central] 1000 x 150 :210 
300 x 176 178. | 44.45 | Central 
a e f 111.12 | 25.4 | Central 4 179 | (78. | 55. 132/46 | 1000 x 180 vs | 
x 89, 75 | | | | 
Belize! iso. | sh dol Gectan| 650X125 |l19 | 178. [58 | 13246] |. [158 
: 4 1147 | 178. | 55. | Central i. 166 
575 x 60 a 169, 28. Central $ 188 | 120. | 34.92/ Central | 
” 1 50. ; ] | 900 X 250 }1 | 
86 88.09) 104/46 | 759x125 | 77 1.178. | 44.45| 132/46 | 00 * 2° ras 
: i 120, 34.92 Central 92 | 185. | 5 138 ¢ 108 
»  |90| 150, | 38.09/Central] © £4 55: 35,50 ° 128 
~ 95 | 185. | 55. | Central 137 
650X65 78 | 178. | 44.45 132 46 i 99 178. | 38,89 132/46 y 157 
»  }-79 |) 178, | 44.45/Central] |, ‘112 | 150. 38.09/Central] " —faoo 
» {100 | 178. | 38.09| 132/46 Si 176 | 178. | 44.45| Central Pe | 
» 101 | 178. | 31.75| 132/46 a (79 | 178 | 55, | 132/46 100x220 1134 
600X75 | 21 | 160. 28. | Central] goox iso |161*] 185. | 55, | 135/50] | » 1136 
»  |180 | 150. | 38.09| 104/46 ; 162*| 185. | 55. | Central | 
» [186 | 120. | 34.92/Central| 163*| 185. 66.67| 135/50 | 979 * 225 |!92 
»  |190 | 150. | 38.09| Central % 69+] 185. 55. | 135/50 " 94 
700X75 | 78| 178. | 44.45) 132/46 » «L727; : 185. | 55. |: 135/50 #1250 x 250 |133 
" | 79 | 178. 44.45 | Central F 183 | 185. | 55. | Central 4 one 
= 100 | 178. 38.09} 132 46 a 211*| 185. | 60.32; 135/50 
| | | 1500 x 300 |115 
mn 101 | 178. | 31.75| 132/46 | 1990x150 |167 | 185. | 55. | 125/60] 26 
700X100 | 77 | 178. | 44.45) 132/46 % 174) 250. | 80. | Central loo; 309 126 
‘. 92 | 185, 55. | 135/50 182 | 185. | 55. | Central {’“? 191 
" 95 | 185, 55. | Central ; \187 | 220. | 66.67 | Central * | 
. 99 | 178. | 38.89) 132 46 . 201 185. | 60.32} 125 60 1720 3£0/193 
| 


"Wheels Nos. 


Telegrams :— 
ayFicord, Cannon, London.” 


THE+«PALMER TYRE LIMITED, 


161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. 


350. | 150.3 | Central 


400. 


| 


| 125. 


101.6 | Central 


101,6; Central 
152.4 Central 


J 


Central 


| Central 
Central 
Central 
125/60 


| Central 
| 125/60 
Central 
Central 
|Central 
Central 


Central 
Central 


Central 
125/60 


| Central 


| Central 


| Central 


| tWheel No. 169 ts fitted with Bull Bearings. 
Grease gun equipment is n_w a standard fitting on all wheels. 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


100-106, CANNON STREET, LONDON, E.C.4. 


PARIS: 


31, Rue la Boétie. 


Telephone :— 
City 1477 (Two Lines). 
(365) 
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AUSTRALIA—ENGLAND. 

On Oct. 30 Capt. Frank Hurley and Messrs. Moir and 
Owen left Richmond, N.S.W., in a Ryan monoplane (220 h.p. 
Wright Whirlwind engine), the Spirit. of Australia, on the 
preliminary stage of an attempt to fly to England, and 
reached Broken Hill later the same day. 

On Oct. 31 they flew from Broken Hill to Oodnadatta. 
On the following day they proceeded.to Daly Waters, and 
on Noy. 2 they reached Wyndham, in the N.W. of Western 
Australia, the real starting-place for their flight to England. 

At 03.41 hrs. on Nov. 5 they left Wyndham on the first 
stage of their flight and reached Surabaya, Java, at 14.30 hrs. 

On Noy. 6 they flew from Sourabaya to Batavia. 

On Nov. 7 they left Batavia for Victoria Point, Burma, 
but off the coast of Sumatra they met heavy head winds and 
were forced to alter their course to Singapore. On landing 
at Singapore they mistook a smoke signal, landed at a 
wrong point and ran into a golf bunker, but the machine 
was undamaged. 

On Nov. 8 they flew from Singapore to Victoria Point and 
on the following day continued to Rangoon. 

On Novy. 10 they flew from Rangoon to Calcutta and left 
on the following day for Jodhpore. 

Capt. Hurley, the organiser of the flight, will make a 
cinematographic record and collect material for a lecture on 
the airway between England and Australia. He is an ex- 
plorer who, like his compatriot Sir Hubert Wilkins, has 
almost throughout his life ventured to the lesser known parts 
of the world in quest of adventure. He will be remembered 
as the producer of a fascinating film called ‘‘ Pearls and 
Savages,’’ which he took in the centre of New Guinea with 
_ the aid of a decrepit Curtiss flying-boat and a Short Shrimp 


seaplane. 
THE “GRAF ZEPPELIN.” 

The Times correspondent in Berlin reports that Dr. 
Eckener has issued a statement concerning the airworthiness 
of the Graf Zeppelin intended to correct misapprehensions 
which have arisen as a result of the decision not to attempt 
to use this ship for regular Transatlantic services. 

The gist of this statement is that the design of the Graf 
Zeppelin was dictated by the limited shed accommodation 
available at Friedrichshafen, consequently it was not possible 
to build a ship of as high a speed as was at first intended, 
and the experience on the recent Atlantic journeys has shown 
that a higher speed is necessary to cope with the very heavy 
weather which must be faced in the North Atlantic. 

The behaviour of the Graf Zeppelin under the extraordi- 
nary strain imposed on her off Newfoundland has convinced 
him that her construction is sound enough to withstand the 
worst strains likely to be imposed on an airship. 

The ship will be used for several further Atlantic flights 
as soon as the problems of the new gas fuel have been solved. 

Future ships however will not be limited in their propor- 
tions by shed dimensions, and will be of a fuller form than 
the present ship, making both for higher speed and greater 
strength. 

[The statement that future Zeppelins will be of fuller 
form is particularly interesting in this country, as the de- 
signers of both R.100 and R.1o1 have been severely criticised 
in certain quarters for adopting forms considerably fuller 
than those hitherto’ used by the Zeppelin designers.— 

MiG Ist 5] 
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AMERICAN AIR MAIL SUBSIDIES. 


Mr. Harry Guggenheim, President of the Daniel Guggen. 
heim Fund for the Promotion of Aeronautics, writes as fol- 
lows :— = | 

‘In your editorial in THr AEROPLANE for Sept. I9, in re- 
ferring to systems of aviation subsidy, there are I thins 
some errors which are no doubt due to misinformation that 
you have received about the United States Air Mail. When I 
read your editorial several weeks ago I determined that upon 
the first opportunity I should write you in regard to this 
question. Before pointing out specifically what I believe to 
be some errors in your statement, let me quote from a recent 
statement of my own in which I have tried to summarise the 
matter of subsidy and the United States Air Mail, as fol- 
lows :— 

‘“Most Kuropeans, and in fact many Americans, are 
under the erroneous impression that the United States’ 
air mail is subsidising aviation. As a matter of fact, this 
is far from the case. Individual users of the air mail are 
paying for their service and are getting value received 
for every air mail stamp that they buy. | 


‘* Congress authorised the Post Office Department to con- 
tract with the private companies to carry air mail at a 
rate not to exceed $3.00 per pound up to 1,000 miles. For 
each pound of mail which travels by air, the Government 
received from the sale of stamps until recently, at least 

720); . 

s It was intended that the difference of 20c. should go 
to the Post Office Department to help to defray expenses 
in the handling of the air mail. As a matter of fact, due 
to keen competition in bidding for air mail contracts, the 
average rate paid to air mail contractors throughout the 
country is less than $2 per pound per 1,000 miles. © Thus 
the United States Government is paying far less for flying 
the mail than was contemplated by Congress. 

“Recently the air mail postal rate was cut in halves, 
and resulted immediately in an almost zoo per cent. in- 
crease in the use of air mail by the public. This reduction 
in the air mail rate has greatly increased the financial re- 
turns to air mail contractors and on account of the increased 
volume of business has proved no less advantageous to 
the Government.’’ 

“In your editorial you say,— but as one firm carries a 
letter over one section of a route and another firm carries it 
over another section, and yet another firm carries it over 
another section, the Government actually pays three times 
over for carrying one letter which covers the whole ronte 


‘This is true in some cases, but the Government only pays 
three times over for the percentage of mail that happens 
to be sent over the three routes and makes up for this loss 
in other ways. 

“Later you say “‘ the standard supplement for air mails is 
5c. per ounce.’? At the present time the rate is 5c. for the 
first ounce and ioc. for each additional ounce. However, 
this new rate only went into effect last August. Before that 
time it was roc. per half ounce, and so the Government fe- 
ceived at least $3.20 for each pound of mail flown. 

“As a matter of fact, many letters weigh less than a half 
ounce, and I have been informed that the Government actu- 


ARRIVED.—The ‘‘ Graf Zeppelin’ coming down to the U.S. Navy’s shed at Lakehurst,—photographed by 4 


correspondent of ‘‘ The Aeroplane ’’ in America. 
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ally receives, in some instances, as much as $4 and $5 per 
pound of mail carried, due to the number of letters included 
in a pound that weigh less than a half ounce. The real 
point -of the whole matter is that the United States Post 
Office has not lost money on account of the air. mail since 
the period of private contractors, and there is some question 
whether the Post Office has not actually made a profit on the 
air mail since that period. 

‘I point this out to you because I think it of real im- 
portance to aviation development throughout the World that 
the fundamental facts of the economics of air transport’ be 
accurately presented, so that all of us in different parts of the 
World keenly interested in working towards aviation pro- 
gress may have correct knowledge on which to plan for the 
future.’ 

[One is greatly indebted to Mr. Harry Guggenheim -for 
so clear an exposition of the air mail situation. This is, one 
believes, the first time that such a statement has been pub- 
lished in this country. The fact that Mr. Guggenheim should 
take the trouble to correct, and to explain in detail, the loose 
general statement published in Tum AEROPLANE shows how 
thoroughly he handles the work of his father’s Fund. ‘The 
said Fund is generally regarded as a purely American affair, 
and it is, quite naturally, devoting more attention to Ameri- 
can Aviation than to Kuropean,—but Mr. Harry Guggenheim, 
and those who are working with him in the Councils of the 
Fund, have a truly International outlock, as this letter indi- 
cates, and we shall all, in due course, have cause to be grate- 
ful to Mr. Daniel Guggenheim for his gifts to Aviation.— 


C5676.) 
MR. HOPE’S AFRICAN TRIP. 


Though many people have already read of the journey in 
The Daily Mirror, there are so many readers of ‘HE AERO- 
PLANE Outside the British Isles, and some others, who do not 
read that enterprising picture paper, that there is justifica- 
tion even at this date for referring to the excellent work 
done by Mr. W. Lawrence Hope of: Air Taxis Ltd. in Sep- 
tember and October last when he flew to Kenya and back 
in a Gipsy-Moth. Mr. Hope will be remembered as the 
winner of the King’s Cup in 1927 and 1928. 

He left England on Sept. rz for Kenya Colony in a Gipsy 
Moth to bring back pictures taken there by “Mr. Gie V. 
Grundy, The Daily Mirror’s staff photographer, of the visit 
to our Central African Colonies of H.R.H. the Prince of 
Wales and his brother, H.R.H. the Duke of Gloucester. 

Mr. Hope arrived at Cairo on Sept. 16 and, flying thence 
to Wadi Halfa in the middle of the day, he was smitten by 
sunstroke. He just retained enough consciousness to land 
at Halfa and after that he was in bed for fourteen days, for 
two of which he was unconscious. 

He left Halfa on Oct. 2, and landed at Khartum the same 
day. He went on to Malakal on Oct. 4 and reached Kisumu 
on Oct. 6. At Kisumu he had to give his engine a top over- 
haul without help. There he was met by Mr. Grundy who 
delivered the pictures of the Prince of Wales which appeared 
in The Daily Mirror on Oct. 18. 

According to Mr. Hope the Nuer tribes in the South of the 
Sudan, who, most of us understood, had been reduced to 
peace if not to pieces by the R.A.F. early this year, were 
still on the war-path, so that he would have been in con- 
siderable danger if forced to land in their territory. 

On the return journey to Cairo he was flying for eleven 
hours a day for four days in succession, and thoroughly de- 
served the rest which he got by shipping his Moth from 
Alexandria to Brindisi instead of flying round the Mediter- 
ranean. 

Having long-distance tanks in the machine he decided to 
fly in the day from Brindis: te London. But unfortunately 
when he reached the West coast of Italy he found a mistral 
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blowing which resulted in his taking 133 hours for tl 
journey from Brindisi to Marseille, when he had reckone 
on about 173 hours from Brindisi to London. - | 
He told one after his return that when flying over son 
of the Riviera towns small boys on scooters were overtakir 
him underneath. This, though perhaps pilot’s poetic licenc 
may not be far from exact, for the mistral often reaches 
speed of 60 or 70 m.p.h. : | 
He left Marseilles in the dark on the morning of Oct, : 
and about seventy miles outside Paris, flying very low ; 
heavy mist, he hit a bird which broke his airscrew. FE 
made a safe landing, managed to get hold of an antiqr 
car to take him to a village, where he got a more powerf 
car to take him to Paris. There he hired a special aeroplar 
and reached London the same evening, in time for tt 
photographs to appear in The Daily Mirror on Oct. 18. 
Such in these days is newspaper enterprise. Surely the 
can be no finer testimony to the confidence which the bi 
newspaper people have in air transport than is shown } 
The Daily Mirror in calmly sending off a solitary pilot wit 
a light aeroplane of roo h.p. all the way to Central Afric 
to bring back photographs which, if lost on the journey 
could never be replaced. 
Certainly no finer choice could be made for such a jo 
than Mr. Lawrence Hope-and the Gipsy-Moth. One ca 
only regret that the daily papers do not handle news abou 
aviators withthe same trustworthiness as that with whic 
newspaper business is handled by aviators. 


BERLIN—KARACHI. | 

On Nov. 6 Baron Koenig arrived at Karachi on a Klem: 
light monoplane (20 h.p. Mercédes-Benz _ engine), afte 
having flown- from Berlin by way of Russia, Turkey an 
Persia. He intends to proceed to the Far East. His onl 
trouble on the Berlin—Karachi flight was a forced landin, 
in the Persian mountains owing to head winds. | 


THE COWLING OF AIR-COOLED ENGINES 

According to reports from New York, the United State 
National Advisory Committee for Aeronautics have success 
fully developed a type of cowling for air-cooled radial engine 
which though totally enclosing the engine and greatly re 
duces its resistance, still secures adequate cooling. ; 

In one test the speed of a machine with a 200 h.p. engin 
of this type was increased from 118 m.p.h. to 137 mip.h 
as a result of this cowling. : ; 

[The change in resistance required to account for thi 
change in speed is a reduction of about one-third of the tota 
resistance of the uncowled aeroplane. This is considerabl 
more, for the conditions specified, than the figure given 1 
a recent N.A.C.A. report for the added drag caused by ai 
uncowled Wright Whirlwind engine when attached to a fuse 
lage. The fuselage in question was of large area, and thi 
effect of the engine on a body of smaller section is probabl 
more serious. But the figures quoted should be received wit! 
caution.—Ww. H. S.] 


ADVERTISING AT THE AERO SHOW, 1929 

Firms who are thinking of showing at Olympia durin; 
the Aero Show in July next and want to catch the eye 0 
visitors before they get into the Show may like to know 
something about display-advertising outside Olympia, as fo! 
example by displaying banners across the road and poster: 
on neighbouring hoardings and-so forth. 

Information on this matter can be had from Frank Masot 
and Co. Ltd., 3 and 4 Clements Inn, Strand. ‘This particulai 
affair is being handled by Mr. D. lL. Forestier Walker, wh¢ 
will be remembered by a good many war-time aviators as al 
R.F.C. pilot of some note. Mr. Forestier Walker retains 4 


lively interest in aviation and wants to do all he can for th¢ 
benefit of the Aircraft ‘rade. 


¢ ~ 
. 
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THE WESTLAND 
WIDGEON 


Cirrus III or Genet Engines. 
(Photo No. 3), 


An ideal light ‘plane for the 
Private owner, club use, etc. 
Robustly constructed to exceed- 
ingly high standards. An ex- 
cellent machine which will be 
appreciated by the most exreri- 
enced as well as the new pilot. 
Possesses exceptional controll- 
ability, even when installed flight 
Folding wings—no rigging to 
tequire adjustment; excellent 
view fir pilot and passenger. 
Low running costs. 

Bnquiries solicited for alk 
types of Civil and Military 
Asrcrafs. 


The Aeroplane 


THE 
WESTLAND 
' WAPITI 


with Jupiter VI Engine 

(Photos Nos. 1 & 2). 
A "general purposes "’ 
aircraft as supplied to 
the Royal Air Force. 
Landplane or seaplane; 
suitable for recon- 
naissance, bombing, 
wireless, photography, 
etce.; fitted with 
Handley-Page Auto- 
matic Slot Gear, Wood 
or all-metal construc- 
tion. 


WESTLAND AIRCRAFT WORKS 
CONTRACTORS TO THE AIR MINISTRY, 


YEOVIL, ENGLAND. 


(Branch of Petters Limited), 


Telepbone—Yeovil 141. 
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THE FLIGHT TO PORTUGUESE EAST AFRICA. 

Capt. Pais de Ramos and Lt. Oliviera Viegas, whose flight 
from Lisbon and arrival at Beira was recorded in THE 
AEROPLANE of Oct. 24, reached Lourenco Marques on of 
about Oct. 26. 

The two Vickers Valparaiso biplanes (Napier Lion engines) 
kept company over the whole route until Oct. 19, when the 
machine piloted by Lt. Viegas suffered a forced larding at 
Chemba (Zambesia) as the result of engine trouble. Capt. 
Pais de Ramos carried on to Beira, which was reached on 
that same day, and his colleague was able to proceed the 
next day. 

After reaching Beira the two machines paid a visit to 
Quilimane and returned to Beira on Oct. 25 with the in- 
tention of proceeding from Beira to Lourenco Marques on 
the following day. 


AN AMERICAN MERGER. 


The Loening Aeronautical Engineering Corpn. of New 
York City and the Keystone Aircraft Corpn. of Bristol, Pa., 
have formed a merger by an exchange of all the outstanding 
shares of the two companies. The firms will still operate. as 
two independent units, and as their products have at no 
time been competitive the combination should be very 
strong. 

The Loening company is one of the oldest in the United 
States and specialises at the moment on the Loening Am- 
phibian, a very distinct type of aircraft that has been 
successfully operated in both military and commercial work. 
The Keystone. Corpn. was formerly Huff-Daland Airplanes 
Inc., and has produced a long series of successful heavy 
bombing and light training’ aircraft, besides crop-dusters. 
They have recently entered the commercial field. 


AN AMERICAN ACCIDENT. 


On Nov. 3-Mr. C. B.- D2 Collyer and Mr. Harry -Tucker 
were killed by crashing into the side wall of Crook Canyon, 
Arizona, in blinding rain and fog, when attempting to beat 
the Kast to West non-stop record across the United States 
in a Lockheed Vega monoplane. 

The same two individuals had on Oct. 24 beaten the West- 
to-East non-stop record, and they were attempting to lower 
Mr. Arthur Goebel’s East-to-West record made on the same 
machine, which was the property of Mr. Harry ‘Tucker, 
when the accident happened. 

Mr. C. B. D. Collyer first achieved international fame this 
summer, when he piloted a Fairchild monoplane, carrying 


THE R.A.F. STAFF COLLEGE 


The following books are among those recom- 
mended to be studied by candidates for the R.A.F. 
Staff College. 


They may :be obtained from THE AERO- 
PLANE BOOK DEPARTMENT. 


THE SCIENCE OF WAR. Henderson. 21/- 
A SHOT HISTORY OF THE BRITISH ~ 30/- 
COMMONWEALTH. 
Ramsay Muir. Vol. I and Vol. II. 
THE DIRECTION OF WAR. Bird. 21/- 
IMPERIAL MILITARY GEOGRAPHY. 
Cole. 10/- 
SOME PRINCIPLES OF MARITIME 
STRATEGY. Corbett. 12/6 
THE NATION IN ARMS, 
Von der Goltz. 10/6 
THE INFLUENCE OF SEA POWER 
UPON HISTORY. Mahan. 30/- 


THE AEROPLANE BOOK DEPT., 
“Cannon House, Pilgrim Street, E.C.4. 


(Catalogue of Modern Aeronautical Books post free 
on application.) 
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Mr. J. H. Mears as passenger, from Paris to Tokyo and fror 
Vancouver to New York on the land stages of a cireummnay: 
gation of the World in record time. Before this he had bee 
one of the prominent American sky-writing pilots and 
well-known test pilot. 


TRAVELLERS’ TALES. ae | 

[“ European Skyways.’? By Lowell Thomas. 368 pp. 5 in.y 
83 in. Illustrated. London, William Heinemann Lid 
THE AEROPLANE Book Department. Price 15s. net.] . 

This book is the result of a seven-months’ trip to Europ: 
by Mr. and Mrs. Lowell Thomas’, during which the two trayel 
lers flew over 25,000 miles of organised air routes. Accord 
ing to the map printed on the cover and fly leaf this tou. 
took in all the main European air-lines and extended inti 
North Africa. 

The account of the authors’ own experiences of flying i, 
padded out by a resumé of the history of flying—by 1 
means uniformly accurate—and by many tales of flying ex 
ploits both in peace and war which were apparently relate 
to them by the flying personnel with whom they came int 
contact. Most of these tales are of the “ tall ” type. 

Mr. Lowell Thomas apparently is a convinced “ fan” o 
civil flying and his book is meant to encourage its teader: 
to acquire an enthusiasm for air travel equal to his own 
Possibly there are those to whom the florid style of hiv 
writing, and the cinema type of inscription which he hag 
tacked onto the many otherwise excellent illustrations, wil 
appeal. But one may doubt whether these readers are 
likely to. bring much revenue to the air-line companies. | 

SCIENCE, 

[The Science of Flight. Vol. II. Aeroplanes, Seaplanes anc 
Acro-Engines. By Capt. P. H. Sumner. pp. 5382 in 
288 pp.+index (4 pp.). 249 illustrations. Crosby, Lock. 
wood and Son. ‘THE ARROPLANE Book Department. Prici 
25s. nets| | 

There is much difficulty in discovering what reasons thi: 
volume, or its predecessor, dealing with Airships and Kite 
Balloons, have for existence. It is not a popular introduc. 
tion to the principles of heavier than air flight, and it s 
still less a scientific text book. 

It is so badly written that one is at a loss to discove: 
whether its many defects are the result of inadequate know. 
ledge on the part of the author, or whether his incapacity tc 
write clearly obscures totally what he may have to say. Bui 
In any case the value of the work is small. | 


DE HAVILLAND AIRCRAFT OF CANADA LTD. 
On and from Novy. 1, 1928, the executive offices of De 
Havilland Aircraft of Canada Id. will be in the Bay-Rich 
mond Building, 372, Bay Street, Toronto 2, Canada. 
The firm asks that all communications of whatever nature 
shall be sent to the above address and not to the aerodrome, 


THE FLYING CLUBS. 


The London Aeroplane Club. 
[Sec.: Harold E. Perrin, 3, Clifford Street, London, W.1.] 
Aerodrome: Stag Lane, Edgware, Middlesex. 
Report for week ending Nov. 11. 
Instructors: V. H. Baker and F. R. Matthews. 
C. Humphreys. Aircraft: 3 (NY, MP and XS). 
Flying Time: 26 hr. 10 min.; Instruction: 25. (15 Gates min.) ; 
Soloists: 16 (10 hr. 55 min.). | 
Notes.—Christmas Raffle—It has been decided to raffle one of the 
Club D.H. Moths (Cirrus Mark I), complete with C. of A. Tickets, 
tos. each. We shall be glad to supply any Club or R.A.F. Mess with 
tickets for sale amongst its members. ‘Tickets will be issued in books 
of 10. The draw will take place during the second week in January, 
1929, or earlier, if the tickets are sold. | 
Shed Accommodation._The new shed for the Club aircraft is now 
nearly built and should be ready within the next fortnight. 
Members’ Rooms.—The Club rooms for members will be built just in 
front of the shed with all windows facing the aerodrome. These should 
be ready before Christmas. ; | 
The Newcastle-upon-Tyne Aero Club. 
[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland. ] 
Report for week ending Nov. 11. | 
Instructor: G. M. S. Kemp. Ground. Engineer: K. C. Brown. 
Asst.:. G. E: J. Tait: - Aircraft: 3 (PT; OV =andipsen | 
Flying Time: 16 hr.; Instruction: 12 (9 hr. 30 min.); “A” Pilots: 
8 (5 hr. 25 min.); Passengers: 5 (50 min.); Tests: 1 (15 min.). | 
Notes.—We were pleased to have QV on service again after a com 
plete overhaul, but during the last week the weather has again let 
us down, especially this week-end, when it was only possible to do 
six hours’ flying in three days. | 
Our new Instructor, who comes from the South, has had quite a lot 
to say about our North-country weather, but we are hoping for 4 
improvement to enable some of our members-to go for their A” 
tests. | 
The Club is holding its fifth Annual Dance in Newcastle on Friday, 
Nov. 16, and offers a welcome to any Flying Club members who 
happen to be in this district on this occasion. | 
The Yorkshire Aeroplane Club. a 
[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet.] | 
Report for week ending Nov. 10, = a 
Instructor: G. R. Beck. Ground Engineer: R Morris. Airerast: 


Ground Engineer: 


3 (RE, SV, TB). 
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HE “CALCUTTA” IS THE 

first all-metal commercial 
flying-boat to be operated by the 
British air lines. It accommodates 
15 passengers besides a crew of 
three, with all necessary equip- 
ment and stores. 


A repeat order This machine has demonstrated its 
for a third ability to take off from the water 
z ee fully laden on two engines only— 
lS  acanan time 42 seconds; headwind 10 
from Imperial ! 

Airways, Ltd. . miles per hour. 


tee eweee 


Bristol 
** Jupiter” 
Engines. 


SJ ALL METAL FLYING BOAT 
/HORT BROS. (ROCHESTER & BEDFORD) LTD. ROCHESTER 


Oa 0 os 9 0 ag 6 9 a 6 PS PS 9 6 9 6 9 6s 9 6 9 6 9 Sd 9S 6 9s PS SPS a SS Be PS 9S BS 9 9S 9S 9S PS PS PS PS 9S PONS PS 


(442441442 
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Flying Time: 7 hr. 5 min.; Instruction: 3 (40 min.); “A” Pilots: 
5 (4 br. 55 min.); Passengers: 5 (55 min.); Tests: 5 (35 min.). 

Notes.—We regret to announce that Mr. 7. Houghton, our Assistant 
Ground Engineer for the past eighteen months, has had to leave the 
Club owing to the reduction of Staff for the Winter. He has got a 
job with the Blackburn Co. at Brough, and we all wish him every 
success, 

We congratulate Mr. Ivo Thomson on getting his “B” Licence. 
Mr. Thomson is the first ab initio “B” Licence pilot of the Club, 
and since he joined in May, 1927, has put in 17o hours. 

We have had two visits this week from Capt. T. A. Gladstone, who 
called, in his Bluebird, on his way to London. 

One of our members, Mr. Geoffrey Clapham, is bound for Bolivia 
to fly for the Bolivian Government. We all wish him the best of 


luck. 
The Norfolk and Norwich Aero Club. 
[Sec.: G. McEwen, Mousehold Aerodrome, Sprowston, Norwich. ] 
Report for week ending Nov. to. 
Instructor: B. Young. Ground Engineer: A. Kirkby. Aircraft: 


2 (QX,.ZwW). 


Flying Time: 3 hr. 10 min.; “A” Pilots: 4 (1 hr. 15 min.); Soloists : 
2 (1 hr. 30 min.); Instruction: x (15 min.); Passengers: x (10 min.). 
Notes.—For two days this week Norwich was enshrouded in fog and 


flying impossible. 

On Friday the Annual Ball was held in the Arlington Rooms and 
they were packed with 300 people. Over 200 applications for tickets 
were reluctantly turned down owing to restricted space, and all the 
available tickets were sold a week before the time. ‘The Aero Club 
Ball is the most up-to-date and popular show .of the City. 

Mr. Young collected XE from Manchester this week and now we 
have once more a full establishment of three machines. 

The Club was closed on Sunday, Armistice Day. 


The Suffolk and Eastern Counties Aeroplane Club, 

([Sec.: Major P. I. Holmes, D.S.C., The Aerodrome, Hadleigh, 
Suffolk. ] ; 

Aerodrome: 2 miles E. from Hadleigh, Suffolk. 

Report for week ending Nov. io. 

Instructor: G.. E. Lowdell, A.F.M. 
E. Mayhew, and ‘ A,” G. Keeley. 

Flying Time: 14 br. 55 min.; Instruction: 9 (9 hr. ao min.); 
Soloists (under instruction) : 3 (2 hr. 5 min.); “B” Pilot: x (35 min.) ; 
“A” Pilots: 3 (45 min.); Passengers: 12 (1 hr.); Tests: x (50 min.). 

Notes.—Mrs. Young made a successful first solo during the week. 
Mr H. Billinton and Mr. Lowdell flew to Brooklands on Friday in 
UH to represent the Club at the At Home of the Household Brigade 
Flying Club. The Secretary of the latter Club is one of our members 
and may be remembered as the entrant of one of our Bluebirds 
in the Race for the King’s Cup this year. 

We offer our sympathy to the Household Brigade Club on the death 
of Mr. Madocks, A 

There is little to report this week except rain and fog. 

We had a visit from Mr. Overbury, a member of the Hampshire 
Club, who has just returned from Canada, where he has been doing 
forest fire patrols on a Moth seaplane. He joined the Ciub as a 
temporary member and performed on the Bluebird. Fortunately our 
member was away that day as we are sure he would have been much 
annoyed to see his machines being used by someone else. 


The Bristol and Wessex Aeroplane Club. 


Ground Engineers: 
Aircraft: 2 (RE and UB). 


ce exes 


[Sec.: Major G. S. Cooper, D.S.O., Filton Aerodrome, Bristol.] 

Report for week ending Nov. io. 

Instructor: KE. B. W. Bartlett. Ground Engineer: A. W. Webb. 
AUT EKOS tea YHeand 2bV). 

Flying Time: 8 hr. 5 min.; Instruction: 6 (4 hr. 35 min.); Soloist 
(under instruction): x (5 min.); “A”? Pilots: Anais elite 556 ait) 
Passengers : 3 (45 min.); Tests: 6 (45 min.). 

Notes.—There is very little of interest to report. Members have 


taken full advantage of the few bright intervals. 
Rogers’ first solo, which he did well. He shows promise of an early 
“A” Licence. Miss Massingham and Mr. Pratten did their first 
flights. The Hon. C. Dutton, with Mr. Bartlett, did a 2-hour flight 
to Sherborne and back. 
Liverpool and District Aero Club. 
[Sec.: J. Ellis, Hooton Park Aerodrome, Wirral. ] 
Report for week ending Nov. to. 


We record -Mr. 


Instructor: Fit. Lt. J. B. Allen. Ground Engineer: H. Pixton 
AUCTOSt=2 43, (XOX, XeV, WAS). 

Flying Time: 10 hr. 35 min.; Instruction: 13 (8 hr. iy osayeate) he 
Soloists: 4 (35 min.); “A” Pilots: 2 (40 min.); Passenger: 1 (15 min.); 


Tests : 10 (50 min.). 

Notes.—Bad weather this week—but Capt. Marstrand found a fine 
interval on Thursday, and put up a very creditable first solo. When 
Mr. Greenhalgh was flying XX the rocker-arm_ bracket- -seating frac- 
tured and parted company with the cylinder-head. Mr. Greenhalgh 
made a clever forced landing on the aerodrome. On Wednesday, Mr. 
Thornton ‘did an arrival’? and Mr. Pixton had the machine flying 
next day. 

A blue-tit which has been living rent free in our hangar has 
taken a sudden dislike to XX and pecks holes in the wings industri- 
ously, the big bully One realises that this sounds a bit tall, but 
‘there it is, and teetotal members have also seen the bird at woue 
[Better look at the internal wood-work. It may have become infected 
with worms of some kind, which the intelligent bird is trying to 
extract for the good of the Club’s pilots. But why hasn’t the bird 
become doped? Perhaps, on second thoughts, that is what it is after. 
The true explanation probably is that birds of this kind find their 
food by tapping trees till they find a hollow spot, which is obviously 
worm-eaten. Having bumped into the plane by accident and heard 
it drum, the poor mutt thinks that he has struck a whole hollow 


tree, and under cover.—c. G. G.] 
The Nottingham Aero Club. 
[Sec.: Cecil R. Sands, A.C.A., Imperial Buildings, Victoria Street, 


, Nottingham. ] 
Report for week ending Nov. 2. 


Instructor: Bernard Martin. Engineer: A. J. Harris. Machines 


2. 


~and declared it could be Wade to be one of the finest in Canada 


Flying Time: 14 hr. ig min.; Instruction: 4 Mikes “A” Pio » 
hr. 35 min.; Soloists (under instruction): 50 min.; Passengers: 45 


min.; Tests: x1 hr. 3 min. Instruction (with Mr. Martin) : Messrs, 
Thorpe, Kay, Hutchinson, Cudlip, Granger, Dr. Lyons. Solo 2” 
licence: -Messrs. Bradley, Selvey, Whitby, Pilgrim, Taylor, Ball. 
Soloists (under instruction) : Messrs. Hall, Winn. 


Notes.—A party we nave missed during this week are our friends 
the “ sky-writers ” who have had to give up owing to the bad weather, 
A blue broke in the sky and they flew like birds to Hendon. 

We would like to announce that there is a distinct increase to our 
membership in spite of the very bad weather. 

Mr. C. Ball, one of our original members, flew to Cambridge and 
back on Friday, Nov. 2. 

The Scottish Flying Club. 

[Sec. : "George Baldwin, 101, St. Vincent Street, Glasgow.] 

Aerodrome: Renfrew. 

News of the Scottish Flying Club has been scarce during the past 
Summer. The reason is that the Club has been very busy about 
its own affairs and has had neither the time nor the inclination 
to compete in the various inter-Club events. Nevertheless it has 
been doing very good work. 2 : 

It claims to have the best staff of any of the Clubs, and the claim 
is supported by the cold fact. that out of 360 members the Club has 
acquired 36 “A” licences and 6 ‘*B” licences. Its flying stock 
consists of 2 X-Moths (Mark II Cirrus), 1 Avian (Mark II Cirrus) 
and one spare Mark II Cirrus. It has £2,500 invested in plant, Club 
Room, etc., and a goodly balance of cash in the bank. oes top of 
which, it ew es no man anything. 

Though the Club. does not take an active parts in the Associated 
Club scheme, as it does not believe in pooling its cash resources, 
nor in making money out of displays only to share that money with. 
other less efficient Clubs, it is all in favour of co-operative effort 
in technical and other matters. One hopes to see the Scottish Club 
more prominent in what one must call International Events (in: view 
of the Scottish Club’s Home Rule policy) in- future —c..6.°G._ 

The Household Brigade Flying: Club. a 

The first entertainment given by the MHouséhold Brigade Flying 
Club was unhappily overcast by the death of Mr. G. H. B. Madocks 
of the 2nd Battalion, Coldstream. Guards, who was one of the m0 
active organisers of the Club. 

Just before the flying was to begin officially Mr. Madocks - ‘ 
the air in his own S.E.5a, with a 90 h.p. Raf engine. loing 
climbing turn he fell into a spin and after about three tu 
the ground at such an angle that the machine was completely w 
though it did not actually turn over. He was so badly | 
that he died before an ambulance could reach him. 

His death was truly a tragedy in that his father and foehen came 
to see him fly, and arrived at the aerodrome shortly after he was 
killed. They lost another son, Mr. Kenneth Madocks, last April in 
that motor accident in France in which Lord Trematon was killed. 
Mr. Madocks was the son of Brigadier-General W. R. N. Madocks, 
C.B., C.M.G., D.S.0., R.F.A., of Glanywern Hall, Denbigh | 

The cause of the accidents was simply that a pilot on a machine 
which was known to be tail-heavy was trying to do more with xt 
than his lack of experience enabled him to do. 

After his death there was some discussion as to whether the meet- 
ing should be cancelled or not. The question was difficult to decide. 
We are long past those days in which if an aviator was killed other 
aviators on the ground believed that their duty was to fly at once 
so as to demonstrate their faith in aviation. And, as the meeting was 
a purely private affair of the Club’s, the reason that flying must 
continue so as not to disappoint the public was also lacking. So 
there was rather a feeling that flying should be stopped purely as a 
mark of respect. But those responsible for the meeting decided, wisely, 
one believes, that flying should continue,—equally as a mark of 


respcct.  . 
There were no competitions but quite an amount of very pretty 
exhibition flying was done. The remarkable thing about the meet- 
ing was the number of visiting aeroplanes. Altogether one eet 
twenty-six on the ground at once. 
These were as_ follows :—Moths :—EBUR, McClure; EBTIT, Burt; 
EBXT, Rose (Midland Club); EBXS, Matthew (London Club); AAAV,- 


Cooper; AAAI, Miss Spooner; EBZF, England; EBYJ; EBWT, Muntz; 
EBQH, Butler; EBZI; EBUW, Irvin; EBVD, Yeatman; EBYK, Mal- 
coln; EBSA: EBWY, Norman; AABH; and EBRT. Avians :—EBBYR 
Percival; and EBZD, Gordon Sprigg (Airways). Bluebird :—EBUH, 

Lowdell "(Suffolk Club). Spartan :—EBYU, Banting. D-.H.53s : EBXN, 
de Burgh; and EDXM. Avro:—EBJE, Miles (Shoreham). 

There were also three Armstrong-Whitworth Atlases and a Lynx- 
Avro belonging to the R.A.F:., besides all the Avros of the Hendersou. 
Flying School and Mr. Dudley Watt’s modified S.E.5a, EBOG, known. 
as D.W.1, with a Hispano-Suiza engine. 

But for the lamentable accident at the start the meeting woutd 
have been thoroughly enjoyable.—c. Gc. c. =: 
The Auckland Aero Club. 

To commemorate the first crossing of the Tasman Sea by air by Capt. 
Kingsford Smith and Mr. Ulm, and to foster the interest in aviation 
which the flight has created in New Zealand, the Proprietors of the 
New Zealand Herald and Auckland Weekly News have presented the 
newly-formed Auckland Aero Club with its first machine, a slott 
Gipsy-Moth. Delivery of the machine is being. expedited by Mr. 
F. D. Mill, the De Havilland agent in New Zealand. : 

The Saskatoon Aero Club. : 

[Sec : Bert Masecar, Room 2, Royal Bank Building, Saskatoon] 

Report for week ending OGh 75 

Instructors : Bythell and Mayson. - a 

Flying Time: 31 hr. 20 min.; Instruction: 18 hr. 10 min.; Soloists+ — 
10 hr. 55 min.; Observer Member Flights: 6. Bs 

Notes.—There were no new soloists this week, but lots of time was : 
put in by those who did solo work. f 

The. big event of the week was a visit. by one of the Inspectors el 
Civil Aviation, Mr. Abbott, from Ottawa. He inspected the aer s 


a flying point of view. ‘The aerodrome is a full quarter section, 
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said before, ALL 


THE WORLD FLIES A 


MOTH 


Streets 
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PEP AIRCRAFT TUBE WORK 


THIS TUBE IS 234".0.D. x 176 AND 
HAS A BEND AND A CRANK IN 
A FINISHED LENGTH OF I44 
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level, with no obstructions from any direction leading to the aero- several occasions handicapped by mist in the early mornings making| 
drome, and the country round about is very level. dual instruction somewhat difficult. 


Mr. Abbott’s visit was primarily to examine pupils who are ready 
to be tested for a licence. Bob Randall and Bob Sigsworth were 
examined and successfully passed some of the tests leading up to a 
‘< Private Pilot’s Licence.’”? Further tests will be necessary before they 
can consider themselves. fully qualified. 

Mr. S. McClelland continued his good work by taking up passengers 

Report for week ending Oct. 14. 

Flying Time: 16'hr. 4o min.; error 
2 hr. 45 min.; Observer Member Flights: 9. 

Notes.—Wednesday’s snow-storm held things up badly. During tke 
first two days of the week the Club got in 10 hours’ flying. S:uce 
Wednesday landing and taking-off has been somewhat of a hazardous 
affair. When frozen the ground was good, but as soon as it began 
to thaw it reminded one of nothing so much as Bunyan’s “ Sloazh of 
Despond.” Altogether a dismal week. However, our genial chief 
instructor was able to get away on his first solo another budding 
aviator, Mr. Yule. 


Report for week ending Oct. 21. 

Instructors: Blythell and Mayson. 

Flying Time: 34 hr. 10 min. Instruction: 
) hr. 10 min.; Observer Member Flights: 8. 
Notes.—A fairly good week on the whole. High winds during the 
day somewhat cut the hours down, afternoon instruction’ being 
hampered nearly every day. Major C. R. McCullough went solo 
last Tuesday, doing ‘‘ Very nicely, thank you.” We would like to 
see more of the officers of the Militia following his example, and we 
are sure the ability to fly would help them in understanding better 
the mysteries of promotion exams, and staff rides. In them, as in 
everything to-day, it is the “ Air” that counts. Mr. McClelland con- 
tinued his good work of taking up observer members. 

Last Sunday K.O., our second Moth, took it upon itself to snap 
a connecting rod, and push a large hole in both halves of the crank 
case. This happened at the height of 2,100 and Dick Mayson achieved 
a perfect forced landing. 

Flying times will suffer accordingly, and coming at this period 
when pupils are daily going solo, and those already solo are prac- 
tising for tests, it hits us very hard. 


The Singapore Flying Club. 

{Sec.: H. S. Chapman. ] 

Report for week ending Sept. 22. 

Instructor: Fit. Lt. S. H. Gaskell. 

Flying Time: 17 hr. 12 min.; Instruction: 11 hr. 48 min.; 
45 min.; Passengers: 4 hr. 2x min.; Tests: 18 min. 

Notes.—Although the Club was officially opened on April 28, and 
a certain amount of flying was put in between that date and May 1o, 
owing to the kindness of Sq. Ldr. G. E. Livock, D.F.C., Flt. Lt. D. V. 
Carnegie, A.F.C., and Fit. Lt. Nicholetts, of the Far East Flight, it 
was not until Sept. 13 that regular flying began. 

Fit. Lt. S. H. Gaskell, Chief Instructor to the Club, arrived from 
England on Sept. 10, and the report covers the period Sept. 13 to 22. 

tne Club membership is now 116. 

Successful solo flights to date have been made by R. Johnstone, 
P. W. F. Mills and W. I. L. Legg—all old war-time pilots. 

Oa Sept. 15 the Far East Flight arrived back from Australia, and 
the Chief Instructor and Club Captain (Capt. H. S. Chapman) flew 
to the Air Base at Seletar to welcome them. 

Flying times on week-days are from 06.00 hrfl to 08.00 hr., 16.30 hr. 
to 18.00 hr., and during week-ends almost continuously from 14.30 hr. 
on Saturday to Sunday evening. 

Weather has been good but with occasional Sumatras. 

Report for week ending Sept. 29. 

Flying Time: 24 hr. 53 min.; Soloists: 6 hr. 
42 min.; Passengers: 1 hr. 45 min.; Tests: ,11 min. 

Notes—On Sept. 26, Mr. W. H. Blagden, who already holds an 
“A” Ticence on land planes, obtained with the Lancashire Aero 
Club, successfully accomplished his first seaplane solo. During the 
week under review, W. I. L. Legg passed his figures of eight and 
altitude tests for “A” Licence. 

The weather on the whole was favourable, though 
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BRUOKLANDS REDIVIVUS.—The scene from the Byfleet Bridge at the inaugural meeting of the 
Brigade Flying Club.— 


Valuable help has been rendered by Fit. Lt. D. V. Carnegie and! 
Flg. Off. C. E. Nicholetts, who have been giving dual instruction to’ 
several members. 

G-EBUJ sank at its moorings on the night of Oct. 3-4 but was salved 
with no damage other than sea water. It is being completely dis.' 
mantled and overhauled and should be ready for flight in the course! 
of the next ten days. [Something ought to be done about mooring. 
out light aeroplanes. Only the other day a friend in Rio de Janeiro! 
wrote that a Moth belonging to the Aircraft Operating Co. Ltd. had! 
turned a somersault at its moorings in the early hours of the 
morning.—c. G. G.] 


FLYING SCHOOLS. 
The De Havilland Flying School. 


Report for week ending Nov. Il. 

Flying Time: 71 br. 55 min.; Instruction, Dual: 
Solo: 21 hr. 35 min.; Other flying: 36 hr. 30 min. 

Notes.—Amongst new pupils we welcome Mr. J. Scott-Taggart, the 
well-known wireless authority and Mr. G. E. T. Eyston, the famous 
racing motorist. Our congratulations are extended to Mr. PP. M. 
Kabali, who despite many difficulties put up a fine show on his first 
solo flight. : | 

Stag Lane Aerodrome is becoming more cosmopolitan than eyer. 
On Friday, Danish, Belgian and Spanish Gipsy-Moths left in forma- 
tion to clear the Customs at Lympne. And machines belonging to 
the American, Czecho-Slovakian and Chilean pilots are housed in the 
“Stag Lane Aircraft Garage.” | 

Fifteen new Gipsy-Moths were tested and despatched during the 
week. 


13 hr. 50 min,; 


The Henderson Flying School. 

[Sec.: H. S. Hamilton, Brooklands Aerodrome, Byfleet.] 

Report for week ending Oct. 25. 

Instructors: Lieut.-Col. G. L. P. Henderson and H. D. Davis. | 

Ground Engineers: A. A. Anderson, W. A. Watts and W. Baker. 
Aircraft: 3 (G-AACA, VE and WJ). 

Flying Time: 18 hr. 45 min.; Instruction 29 (10 hr. 5 min.); Soloists: 
ir (7 hr. 40 min.); “ A” Pilots: 3 (xz hr. 45 min.); Tests (r hr.). 4 

Notes.—Mr. Glenny made his first solo successfully. 

Report for.week ending Nov. 1. * oe 

Instructors: J.t.-Col. Henderson and H. D. Davis. Ground 
Engineers: A. A. Anderson, W. Watts and W. Baker. Aircraft? 2 
(CA and VE). : a | 

Flying Time: 10 hr. so min.; Instruction: 19 (§ hr. 20 min); 
Soloists: 11 (5 hr. 30 min.); “A” Pilots: 3 (1 hr. 45 min.); Engine, 
Tests : 30 min. 

Notes.—Messrs. Glenny and Guinness have now completed all their 
tests for their ‘‘ A’ Licences. 

The occasion of Mr. S. S. Daniel’s night flying was marked by an 
exceptionally good performance by Mr. A. A. Anderson, who flew) 
the machine from Brooklands Aerodrome to Croydon in the dark to, 
help Mr. Daniel do his tests for his “B’’ Licence These’ were satis- 
factorily completed and the Henderson Flying School has now turned 
out six ‘*B” Licence pilots this year. 


The Brooklands School of Flying, Ltd. 
[Sec.: H. S. Hamilton, Brooklands School of Flying Ltd., Brook- 
lands Aerodrome, Byfleet.] 
Report for week ending Nov, il. 
Instructors: Capt. H. D. Davis, A.F.C., Major Pickthorn. Ground 
Engineers: W. A. Watts, W. B. Baker, W. H. Hellon. Machines in 
Commission: G-EBVE, G-EBWJ. 


Flying Time: 4 hr. 20 min.; Instruction: 7; Soloists; 2; “A” 
Pilots: 2. 
This is the first week since the change-over from the 


Henderson Flying School and flying was stopped from last Monday 
to Friday to get the machines reconditioned and painted with new 
colours. The machines were wheeled out of their sheds on Friday tor 
the first time during the week—hence the small number of hours 
flown. 
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William Beardmore & Co., Ltd., 
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HANDLEY PAGE 
AUTOMATIC SLOT CONTROL 


‘‘———When the engine was throttled back suddenly 
during a climbing turn, and the machine was stalled 
on the turn, it was still possible to raise the lower 
wing by normal use of the ‘stick.’ It is this 

: | kind of climbing turn that, in conjunction with 

engine failure or loss of power, has killed so many 

pilots in the past, and it can be said definitely that 
the automatic slots have reduced its dangers almost 


| 

to vanishing point.” 

: -“MORNING POST,” 
8th May, 1928. 
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COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK 


Trips per Day.—Sunday, 12; Monday, 17; tuesday, 9; Wednesday, 18; 

Thursday, 17; Friday, 18; Saturday, 16. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich; I,ondon—Ostend—Brussels—Cologne and re- 
turn: Machines 42, passengers 301, freight 17 tons. 

AIR UNION: 

Paris—London and return: Machines 24, passengers 67, freight 12 
tons. 

K.L.M. : 

Amsterdam—Rotterdam—london and return: Machines 13, passengers 
52, freight 5 tons. 

SABENA : 

Brussels—London and return: 
2 tons. 

DEUTSCHE LUFTHANSA A.G.: : 
Amsterdam—lLondon and return: Machines 10, passengers 27, freight 
2 tons. 

MISCELLANEOUS : 

British machines 9, passengers I. 

Foreign machines I, passengers 3. 

Total number of trips by British Machines, 51, carrying 302 pas- 
sengers. Foreign Machines, 56, carrying 165 passengers. 


COMPARATIVE FIGURKHS. 


Week ending Nov. 10: 
Machines, 107; Passengers, 467; Crews, 206; Total personnel, 673. 


Machines 8, passengers 16, freight 


Corresponding week, 1927: 
Machines, 94; Passengers, 344; Crews, 167; Total personnel, 511. 
Corresponding week, 1926: 


Machines, 74; Passengers, 156; Crews, 86; Total personnel, 242. 


Corresponding week, 1925: 


Machines, 62; Passengers, 157; Crews, 75; Total personnel, 232. 
Corresponding week, 1924: 
Machines, 40; Passengers, 153; Crews, 52; Total personnel, 205. 


Corresponding week, 1923: 
Machines, 80; Passengers, 
Corresponding week, 1922: 


157; Crews, 129; Total personnel, 286. 


Machines, 22; Passengers, 55; Crews, 48; Total personnel, 103. 
Corresponding week, 1921: 
Machines, 63; Passengers, 121; Crews, 92; Total personnel, 213. 


Corresponding week, 1920: 
Machines, 51; Passengers, 86; Crews, 64; Total personnel, 150. 


Croydon Notes. 


The fog of last Tuesday completely disorganised Croydon 
trafic. None of the outgoing machines was able to leave be- 
fore 11.00 hrs., and no incoming machine succeeded in getting 
to Croydon. ‘T'wo Imperial Airways machines—one from Paris 
and one from Cologne, and one Luft Hansa machine, landed 
at Penshurst. Thence they departed outward bound the next 
morning, passengers being sent down by road to that place. 

One Sabena machine discharged its load of goods and mails 
at Lympne and returned. All the other incoming machines— 
five in number—reached Croydon next afternoon. 

The conditions on this day apparently led to a certain 
amount of inter-air-line bickering as to order of precedence 
in taking off. When the outgoing machines were at last able 
to leave the weather was still so thick that there would have 
been danger if more than one machine had to be above the 
aerodrome at the same time, and the Authorities considered 
that at least ten minutes’ interval between departures should 
be allowed. 

But as there was no certainty how long the interval of rela- 
tive clearness would last, each line was anxious to be first 
away and let the others do the waiting. One machine seems 
to have taken off whilst the argument as to precedence was 
in full swing, and the remainder thereafter followed as and 
when they were able and inclined thereto. 


In accordance with a recent decision of the International 
Convention for Air Navigation, the first two letters of the 
Dutch registration marks are in future to be PH instead of 
HN. All K.I).M. machines are accordingly changing their 
markings, and the first to bear the new marking—PH-AKF— 
was seen at Croydon on Wednesday. 

Surrey Flying Services school work—referred to some few 
weeks ago—is flourishing exceedingly. In the past ten weeks 
they have put six pupils through their ‘‘ A ’’ license tests 
at an average cost to each pupil which was if anything rather 
less than the cost of obtaining a license through a. subsi- 
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USED BY THE LEADING AIRCRAFT MANUFACTURERS 


Telephone: THROUGHOUT THE WORLD. edie 
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dized flying club. Those to whom the cost of learning 
fly is a serious question would do well to look into the p 
sibilities available at Croydon. 


BRIGHTON AS AN AIR PARK. 


The Brighton Herald of Nov. ro states that Sir Willie 
Horwood, who recently retired from the post of Commission 
of the Metropolitan Police, has joined the board of directg 
of the firm which is organising the proposed motor-tra 
and aerodrome in the Downs behind Portslade. One hop 
that his experience as a policeman will assure proper la 
abiding behaviour on the part of the pilots who use t 
aerodrome. ‘ : 

The Brighton Herald further states that there is a like 
hood that the aerodrome will be made the headquarters 
a new squadron of the Auxiliary Air Force, and that Bright 
has been mentioned as a likely place for the raising of 
squadron of volunteer airmen. 

As a cheery spot for Saturday night amusements durii 
week-end training, Brighton may have something to reco1 
mend it, but one cannot see the indigenes of Brighton formit 
the personnel of a squadron themselves. Despite the fa 
that about the first public seaplane flying in England w 
done from Mr. Herman Volk’s home-made shed on Bright 
beach, Brighton has probably shown less interest in aviati 
than any town of its size in the British Isles. 


ROHRBACH TEST FLIGHTS. 


Preliminary test flights of the Rohrbach ‘“‘ Romar ” flyin 
boat were made at Travemiinde in September. After the 
first flights the machine was fully equipped, and at the sar 
time certain modifications to the control system were mai 
—the most important being an increase of the size of t 
vertical fin. : 

A further series of test flights were then made by # 
Rohrbach firm starting on Oct. 3 and continuing up 
Oct. 16, before handing the machine over for official accey 
ance tests. These flights show that the machine is easi 
handled, and can be held straight with one wing engine o 
of action, or even turned against the running engine in th 
condition. . 

At a loaded weight of 13,500 kg. (29,700 lbs.) the machi 
took off in 19 seconds, and with a weight of 15,300 k 
(33,660 Ibs.) in 29 seconds with a wind of 3 metres/se 
(63 m.p.h.). These tests were continued up to a total lo: 
of 18,500 kg. (40,700 lbs.). At this load the take off is sa 
to be so good that the Rohrbach firm are confident that 
20,000 kg. (44,000 lbs.) the machine would be able to lea’ 
the water. Loaded to 12,600 kg. (27,720 lbs.) the Romar toc 
off on two engines in a 2—3 metre/sec. wind. 

Accurate performance figures for the machine will not | 
available till the official acceptance trials are completed. T! 
machine has reached 1,000 m. (3,280 ft.) in 5 mins., load 
to 15,000 kg. (33,000 lbs.) and has reached a speed of 1 
km-h. (118 m.p.h.), but considerably better results are e 
pected. 

Consumption trials show that at an air speed of 171 km. 
(106 m.p.h.) the machine consumes 284 kg. of fuel p 
hour, which gives her a range with full load of 4,000 kr 
(2,480 miles). 

Prelimnary tests on the Rohrbach ‘‘ Rostra ’’—a small! 
flying-boat of similar general design fitted with two Jupit 
engines, were thade at Travemiinde on Oct. 30 and Nov. 
These showed the machine to have excellent stability at 
control. : 

Loaded to 6,800 kg. (14,960 lbs.) the machine showed a t 
speed of 205 km.h. (127 m.p.h.). 


MORE JUNKERS RECORDS. 

Two more World’s records are likely to go to the credit ‘ 
the Junkers firm. On: Nov. 7 Herr Harder on a Junkei 
W.34w seaplane (Bristol Jupiter engine) carrying 500 kg 
(x,100 lbs.) of useful load, reached a height of 7,300 metré 
(23,950 feet). 3 

On Nov. 8, Herr Kneer on the same machine but with 
useful load of 1,000 kgs. (2,250 Ibs.) reached a height < 
6,330 metres (20,770 feet). 

The Deutscher Luftrat will put these figures before tk 
Fédération Aéronautique Internationale for homologation. 
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: SIR ALAN COBHAM’S FILM. 
jn Thursday, Nov. 8, the Cinema Trade and certain privi- 
ed persons concerned with Aviation were invited to the 
oria Theatre to see a trade show of the film produced by 
Alan Cobham as a result of his recent survey tour round 
ica, which he has dedicated to its chief patron, Sir Charles 
kefield. Whatever may have been thought of it by the 
yling vulgarians who mis-direct the vast majority of our 
ema theatres, there is no doubt that 99 per cent. of the 
1 would be thoroughly appreciated by audiences of all 
sses all over the British Empire, and in most other 
ntries. And one heartily recommends all readers of THE 
LOPLANE to go and see it if, and when, ever it may be put 
show in their neighbourhood. 
fter the show Sir Alan told one that the gallant Mr. 
imett, a professional cinematographer, who showed him- 
to be not merely a Jack,—but a Master,—of-all-trades 
ing the expedition, took something like 20,000 feet of film 
that this had been cut to 6,000 feet in the version shown. 
ging by what one saw, one imagines that the said 20,000 
: could, in fact, be cut into three films each of 6,000 feet. 
nme would appeal particularly to aviators,—that is to say, 
section showing the getting-off and alighting of the 
mt Singapore, and jobs being done on board, and the 
dling of the boat at the various halting places, and especi- 
the doings at Malta when only the pluck and perse- 
ance of the crew, and of the R.A.F. crew ashore, saved 
ship from a complete wreck. There were not nearly 
ugh of these purely aeronautical incidents to satisfy the 
itors who were present, though what they saw pleased 
m immensely. 
' second film could be made out of the purely ‘ travel ”’ 
ts of the original film. Looking at it from that point of 
vy one did not see nearly enough of much of the extra- 
(marily beautiful scenery over and along which the Singa- 
2 flew. And a good deal more might have been shown 
1 of the historical cities and of the quaint native habita- 
$ along the route. 
third film, probably shorter than the others, might per- 
s be composed for those cinema fans who, if they cannot 
e heart interest in the film, most have fleshly interest. 
ning the Singapore into a bathing machine at Cape Town 
the benefit of a kind of bathing beauty chorus, obviously 
sted for the purpose, had nothing to do, good, bad or in- 
erent, with the Sir Charles Wakefield Air Survey flight. 


/ excuse for putting it in is that something had to be 
| Re mer ee eet ns ar oe 


done to attract one particular class of cinema-goer, and the 
kind of person whe caters for his or ker debased taste. That 
is why at the beginning of these notes one said that 99 per 
cent. of the film will appeal to everybody. The bathing inci- 
dent, which probably does not occupy more than 1 per cent. 
of the film simply gives a touch of vulgarity to what is other- 
wise a truly magnificent piece of work. 

Everything else about the film is sincere. This bit is pure 
fake. So perhaps it, together with some of the sordid domes- 
tic details of nigger life which happened into the film, might 
be cut out and made into a third film for those who like such 
things. 

Still, even that touch of vulgarity need not keep people 
away from one of the most interesting films one has ever 
seen.—C.\G. G. 


A BRISTOL JUPITER FILM. 


The Bristol Aeroplane Co. Ltd. gave on Nov. 8 a private 
exhibition of a film depicting the processes of manufacture 
of their famous Jupiter aero-engine which has been prepared 
and used for the instruction of R.A.F. personnel at service 
stations, and is shortly to become visible to the general 
public. 

This film shows Jupiter components being made at the 
Bristol works at Filton, the engine in process of assembly 
and dismantling, and running both on the test bed and in 
the air. Short of actual acquaintance with the Bristol engine 
shops it gives the best possible idea of the care taken to 
secure perfection in material and workmanship observed in 
these works, and the section dealing with assembly demon- 
strates in most convincing fashion. the accessibilitv of this 
design 

The film is to be exhibited at the Imperial Institute, South 
Kensington, and very probably at other easily accessible 
places. All those who take any interest either in aero- 
engines—or more generally in the technique of modern high 
class engineering production methods will do well to see 
this film at the first possible opportunity. 


READING COVERS FOR “ THE AEROPLANE.” 


Reading covers for THE AEROPLANE suitable for use in 
Clubs, Libraries, Messes etc. are now available. 

The covers are black with gilt lettering and are intended 
to contain and preserve the current issue of THE AEROPLANE. 
They may be obtained at 3s. 6d. each, post free from THE 
AEROPLANE Book Department, Cannon House, Pilgrim Street, 
E.C.4 | 
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A LONDON—PRAGUE AIR SERVICE. 


Speaking at a dinner given by the Czech Society of Great 
Britain, to celebrate the tenth anniversary of the Republic, 
Sir Samuel Hoare said that continued effort had been made 
to establish a regular air line between London and Prague, 
but there had been difficulties of money, of international rela- 
tions with other countries and of contracts. 

He was glad to announce however that thanks to the great 
help given him by Dr. Benes and by Mr. John Masaryk, the 
Czechoslovak Minister in London, these difficulties had been 

-removed and a regular service would, subject to the final 
arrangement of certain minor details, start in the spring 
between London and Prague. 


AN IMPROVEMENT IN COMPASSES. 


The magnetic compasses for aircraft made by the Pioneer 
Instrument Co. of New York are now fitted with the Titter- 
ington micrometer compensator, an arrangement which 
greatly simplifies the correcting of compasses. 

The essence of this compensator lies in the use of two sets 
of permanent magnetos, each having North poles at both 
ends and a South pole in the middle. Such a magnet has no 
external field and produces no effect on a compass in its 
vicinity. 

Each of these magnets has mounted around it a soft iron shield, of 
about half the length of the compound magnet, which can be moved 
along the magnet. When the shield is central over one magnet 
that magnet still has no external field. If it be moved towards one 
end it shields that end more completely than the other, and an 
external field is at once produced. This field can be varied in strength 
by moving the shield more or less from the central position, and 
reversed in sign by moving to one or other side. 

By arranging two such variable magnets, one fixed fore and aft and 
the other athwartships, the usual process of compensating a compass 
in an aeroplane becomes a simple process. 

The shields for the two magnets are movable by turning two slotted 
heads projecting from the compass case with a small non-magnetic 
screwdriver—a coin will serve. ‘The aeroplane is headed due North 
magnetic and the slotted head marked N.S. is turned till the com- 
pass reads N. The aeroplane is then headed West, and the head 
marked E.W. is turned till the compass reads W. The machine is 
headed South and if any error is then found, the first head is moved 
until the error is halved, and the same process of halving the error 
on an East heading is performed with the E.W. head. 

All that now remains is to make out a compass correction card in 
the usual manner. 


A HANDLEY PAGE BULLETIN. 


The first number of a monthly publication known as The 
Handley Page Bulletin has just been issued. Officially it i> 
priced at 6d., but one gathers that a copy will be sent to any- 
body interested in aviation who sends a request, together with 
his, or her, name and address, to Handley Page, Ltd., at 
Cricklewood, London, N.W.2. Questions about the wing-slot or 
any other Handley Page inventions will gladly be answered. 

The Bulletin is published in English, French and Spanish. 
The first issue contains a trenchant article on air accidents 
and wing slots, which says boldly that a bad air accident is 
aviation’s sincerest friend and that the criticism implicit in 
every air accident should be listened to with the keenest at- 
tention. One quite agrees with the statement that those who 
ignore that criticism are guilty of criminal folly. 


PERSONAL NOTICES. 


DEATHS. 

CHADWICK.—On Nov. 6, at Preston Moor, Yorkshire, as the result 
of a flying accident, AC.z. Henry Chadwick, R.A.F. 

COUPE.—On Noy. 7, near Boothby Graffoe, Lincolnshire, as the 
result of a flying accident, Richard Harold Coupe, Plt. Off., R.A.F. 

Mr. Coupe entered the R.A.F. with a short service commission in 
July, 1928, and was under instruction at No. 2 F.T.S. 

CRUTCH.—On Nov. 8, at Clifton, Beds, the result of motoring 
accident, John Henry Crutch, late R/A.F., aged 31. 
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FINDLAY.—On Noy. 5, at 44, Priory Road, Hampstead, Capt. Robe 
Morton Findlay, late R.A.F., aged 30. 

GORDON.—On Nov. 8, at St. Andrew’s Hospital, Fife, as the resy 
of a motor accident, Capt. R. W. Gordon, Royal Marines, Flg. Of 
R.A.F. 

LOCKWOOD.—On Nov. 8, near Buckingham, as the result of a flyir 
accident, Sjt. Herbert Edward Lockwood, R.A.F. : 

MADOCKS.—On Nov. 9, at Brooklands Aerodrome, in a flying aq 
dent, Lieut. Gwynn Henry Buller Madocks, Coldstream Guards, elde 
and only surviving son of Brigadier-General W. R. N. Madocks, C.J) 
C.M.G., D.S.0., and Mrs. Madocks, of Glanywern Hall, Denbig 
aged 25. 

MYERS.—On Nov. 6, at Preston Moor, Yorkshire, as the result of | 
flying accident, Charles Lilburn Myers, Plt. Off., R.A.F. 

Mr. Myers entered the R.A.F. in September, 1927, and after a cour: 
of flying instruction at No. 5 F.I.S., Sealand, he was posted to No. ; 
(Army Co-operation) Squadron. / 

FORTHCOMING MARRIAGE. 

THOMPSON—HULTON.—The engagement is announced betwee) 
John H. Thompson, late King’s African Rifles and R.A.F., and Lad) 
Hulton, widow of Sir Edward Hulton. 


BIRTHS. | 
ACLAND.—On Nov. 9, 1928, at Oakenshaw, Northwood, Middlese:| 
to Mary, wife of Sq. Ldr. W. R. D. Acland, D.F.C., A.F.C., RAF.) 
a daughter. 
LOCKWOOD MARSH.—On Nov. 7, at Woking, to Diana an} 
W. Lockwood Marsh—a son. 
WHELLOCK.—On Nov. 1, at Bicester Nursing Home, to Fig. Of 
Cc. S. Whellock, R.A.F., and Mrs. Whellock—a daughter. 


Six Weeks to Christmas. 
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MENT will despatch books abroad to reach 

their destination for Christmas if the orders 
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ALL THE WORLD’S AIRCRAFT - 2 2a 
(1928 Edition ready for New Y ar.) 
THE OLD FLYING DAYS - - 1: 5a 
THE STORY OF A NORTH SEA | 
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including books on Aeronautical Engineering, Aero 
Engines, Lighter-than-Air Craft, Air War, Practical 
Flying, Aerial Navigstion, Air Surveying, Instruments 
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THE GOD OF WATERS :—A Canadian Vickers Varuna at The Pas, Manitoba. In Hindoo mythology Varuna is the 


god of waters. This type of machine is largely used for forest patrol against fires and for transport of officials. 
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ON RESEARCH. 


Next year, 1929, ought to be one of the most remarkable in 
e history of Aviation all over the World. So far as this 
untry is concerned, the Air Force Display having been 
stponed, through the good will and foresight of the Air 
mistry, so as to make it an inspiring prelude to the Aero 
ow, we ought to have an enormous influx of visitors from 
eign countries. Our manufacturers will, no doubt, do 
sir best to put into the air at that period, for demonstra- 
mn purposes at the various aerodromes round London, 
amples of their very best machines so as to impress 
itors from overseas. The holding of the Schneider Trophy 
ntest in this country in August or thereabout will again 
us the attention of the World not only on our aircraft 
t on our methods of doing things aeronautical, whether 
‘ial or scientific. 

{part from this, the rapid growth of interest in aviation 
ong all classes of people will cause a corresponding 
owth in the amount of flying, whether by flying-schools, 
joy-riding concerns, by flying clubs or by private owners. 
n the United States, though the population is barely 
ice that of the British Isles, the distances are so great 
1 the trains are so bad that practical flying is far more 
vanced than it is here. One of the leading authorities in 
1erica told one the other day that they reckon that five 
yusand Civil aeroplanes will have been built and put into 
: by the end of this year, and that the American aircraft 
ns will turn out ten thousand Civil aircraft next year. 
n Canada and Australia similar advances on a similar 
le are recorded, allowing for the smaller populations. 
lia is beginning to take an interest in aviation. At least 
) Indian transport firms are being formed with capital 
wided by native Indians. 

mm the Continent of Europe flying is also becoming rapidly 
re popular. In Germany people travel by air-line as 
dily as by rail,—and as cheaply, thanks to the subsidies 
ich the Government can afford, thanks to having no Air 
‘ce to maintain. 

n fact, everything points to the beginning next year of a 
m in aviation. Therefore we shall all do weil to re- 
mber that there is a vast difference between a commercial 
m and real progress. 


ete nit 


A FLYING YACHT. 


The Supermarine Solent (three 425 h.p. Armstrong Siddeley Jaguar engines), which was 
chartered as a private yacht by the Hon. Ernest Guinness. Piloted by Mr. H. C. Biard, he flew from Cowes 


PROFITS AND IMPROVEMENT. 

When there is a boom demand for a given product manu- 
facturers of that product are rather apt to be content with 
producing it without improving it, except in so far as they 
improve methods of production so as to improve their 
profits. And if our ideas of aircraft design and construction 
remain more or less where they are simply because people 
have ceased to regard being killed in an aeroplane accident 
as anything unusual, and therefore accept flying as a popular 
method of transport, the result will be truly lamentable. 

Fortunately there are always a certain number of enthusi- 
astic souls who are keener on their work for that work’s sake 
than they are on the money which it brings them, and so 
there will always be a number of people filled with a divine 
discontent and a desire for true progress. 

Nobody is going to deny that our aircraft to-day, especially 
British aircraft, are wonderful transport vehicles and are 
wonderfully safe. But nobody who knows anything about 
aeroplanes will deny that there is plenty of room for im- 
provement in aeroplanes and engines, in that they can be 
made very much safer and very much cheaper to buy and 
to run. Therefore there is obvious need for pressing for- 
ward research if we are to get the best possible value out of 
air transport. 

Unfortunately research costs money. And though some 
firms which made money out of aircraft during the War 
1314-18 have done a large amount of research work, and 
though the Air Ministry spends something like half a million 
pounds per annum on research on its own account, without 
counting what it spends on ordering experimental aircraft 
and engines from the Aircraft Industry, there is still need, 
not merely for more research, but for much quicker research. 


AN OUTSIDE OPINION. 

In this connection the following letter from a successful 
business man whose success is largely the result of adequate 
research will be found of considerable interest :— 

Sir,—After the lessons of the war, in regard to the volume 
of scientific experiment, it was said that this country was to 
turn over a fresh leaf, and encourage systematically those 
who came forward with new ideas. We are afraid, however, 


to Kingstown in 4 hrs. 20 min. and thereafter went for a pleasure cruise in Ireland. 
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that in many cases it is little more than lip service we are 
still paying in this country, to invention and research. 

_ Take aeronautics.—Daily we are brought into touch with 
inventors. Many, we find, are devoting their ingenuity to- 
wards solving problems in aviation. Many, too, ask our 
advice as to having their inventions tested without delay in 
an independent and technically conclusive way. What can 
one say? 

The Air Ministry has too small a grant for purely experi- 
mental work. It is unable, for lack of funds, to explore 
many avenues which its experts seek urgently to traverse. 
It cannot be expected to have time, or funds, for investi- 
gating promptly, on an experimental basis, a large number 
of outside ideas. 

As for the Aircraft Industry,—it has as much as it can do, 
generally speaking, to keep its head above water, and cer- 
tainly cannot devote the time it would like to experiment. 

Inventors are between the devil and the deep sea. Offi- 
cially we starve aeronautical research, while our firms, with 
a few exceptions, are unable to bear the burden of experi- 
mental work. 

In Germany, where they lead the world in air research, 
atrangements are made officially whereby laboratories all 
over that country—chiefly those connected with Universities 
—are in a position to investigate any and every idea of 
private origin which seems worthy of being tested. 

It is agreed that aviation is vital to the Empire. That 
being so we suggest that it is essential that there should be 
in this country some central, completely-equipped, laboratory 
and experimental station staffed by experts whose sole task 
it would be to probe thoroughly, and immediately, every 
new air idea submitted by inventors for its consideration. 
It should be in a position, also, to conduct full-scale trials in 
cases where these were justified. 

One realises that many schemes submitted would be un- 
workable. But we are perfectly certain that it would repay 
a thousandfold to foster, rather than neglect, the clever 
brains outside official or trade circles which are now seeking 
so ardently to improve the speed, safety, and practicability 
of aerial travel. 

Barimar Ltd. (Signed) C. W. Bretr (Managing Director). 

AS THINGS ARE. 

The official reply to Mr. Brett’s suggestion, if a Question 
were asked about it in the House of Commons, would be 
that any inventor who has an idea, whether patented or not, 
for the improvement of anything aeronautical, has only to 
take it to the Air Ministry, and that if the official experts 
judge it to be of any value it will be tested impartially on 
behalf of the Air Ministry either at the Royal Aircraft 
Establishment at Farnborough or at the National Physical 
Uaboratory at Teddington. 

But the trouble is, as Mr. Brett suggests, that the Air 
Ministry grant for purely experimental work is in fact too 
small,—in spite of the half million or so pounds per annum 
spent by the R.A.E. at Farnborough. And so an undue 
amount of time passes before experiments can be made. 

The N.P.L. at Teddington is always far behind in its 
experimental work, owing to pressure of work and likewise 
lack of money. Moreover it is not primarily interested in 


SPEED AND COMFORT.—The new De Havilland Coupé Moth (Gipsy) 


aeronautics. And so aeronautical experiments have to tak 
their turn with all other branches of engineering. | 


As for the R.A.E., there is always the suspicion that j 
an inventor submits a really good idea his invention may b’ 
held up for months, and even for years, while the brigh 
brains at Farnborough, who are in fact paid for producin; 
new ideas themselves, try to invent some better way o 
doing the same thing as the inventor has done. Even whe: 
there is no suspicion of that sort the R.A.E. is so bus: 
experimenting with its own inventions that it does take ; 
long time to test anybody else’s. For example, the Pobjo 
engine, which recently passed its type-test successfully, wa; 
actually sent to Farnborough last March, and was only pu 
through its tests a few weeks ago. 

The really wily inventor can, certainly, get his invention; 
tested in other ways. If he happens to have a friend or 
the spot he may have tests made at South Kensington or a 
Cambridge, provided that his invention comes within th 
scope of the experts at those places. Or if he is a goo 
enough salesman (which few inventors are) he may induce 
one or two manufacturers to test his invention in their owr 
experimental shops, or on their machines. 

All these methods have their objections, and at the finist 
the inventor who manages to get his invention properly 
tested within a reasonable time must be something of « 
specialist in the gentle art of wangling,—without which 
in peace as in war, achievement of a desired end is diffienlt 

Therefore there is a great deal to be said for Mr. Brett’: 

suggestion that a central and completely equipped laboratory 
and experimental station which exists entirely by with and 
from aviation is desirable. The only question is, who is 
going to pay for it? 
' The Aircraft Industry certainly has not the money. And 
if it had-the money, individual members of the Industry 
would certainly not co-operate in anything which might 
help general progress and so help their rivals. The British 
Taxpayer obviously could not be asked to fork out money 
for the purpose so long as there are doles and pensions tc 
be paid. 

There remains then only the dim hope that some British 
millionaire, possibly of extraneous origin, such as Sir Basil 
Zaharoff, who has already founded the Chair of Aviation at 
the London University, might be induced to put his hand 
in his pocket for the purpose much in the same way as that 
good hundred-per-cent. American, Mr. Daniel Guggenheim, 
has done in establishing the Daniel Guggenheim Fund fot 
Aeronautics. 

A FURTHER SUGGESTION. 

The foregoing comments were communicated more or less 
in that form to Mr. Brett, who replied thus-wise :— 

I should like to make it clear that I am well aware of the 
official research and experimental work of the National Physt- 
cal Laboratory and of the Royal Aircraft Establishment; also 
of the fact that the Department of Scientific and Industrial 
Research subsidises a certain amount of work in the labora- 
_tories of various universities. 

What I have in mind, however, as a very definite need, 
is something quite different from anything that is proyided 
at present. 


which Capt. Geoffrey de Havilland has 


been fiving recently. —(“ Aeroplane” photograph.) 
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pp HE latest type Napier engine—Series XI—at 2,585 1.p.m. 
develops 570 H.P. 

It has a weight per H.P. of under rib. 

It has successfully passed the British Air Ministry 100 hours 

type test. 

‘It gives the same remarkable reliability as is obtained with its 

famous prototype, the Series V Napier Lion. 


: Latest Napier Achievements: 
| OUR Royal Air Force Supermarine-Napier “‘ Southampton” flying boats, 
q each fitted with two Napier engines, have recently completed a cruise from 
England to Australia, round Australia and back to Singapore. During this 
journey the flight have :— | 
FLOWN 184,000 ENGINE MILES WITHOUT THE SLIGHTEST MISHAP 
KEPT TO A PREARRANGED TIME-TABLE THROUGHOUT 
FLOWN IN FORMATION DURING THE WHOLE CRUISE 
MADE THE FIRST FLIGHT ROUND INDIA 
MADE THE LONGEST RELIABILITY FLIGHT OF THIS KIND 


| q Or Novy. 4th, 1928, Flight-Lieut. D. D’Arcy Greig, D.F.C.,A.F.C.,R.A.F.,, 


flying a British-built Supermarine-Napier seaplane, fitted with Napier aero 
_ engine, achieved an officially timed speed of 319.57 m.p.h. Never before has 
any human being travelled at such a high rate of speed. 


| 
*Grams: : *Phone: 
i: “ Moneyer, Chiswick 


oe” The finest aero engine in the World or 
PeeioPinn sc SON LITD., ACTON, LONDON, W.3 
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Apart altogether from official research and experiment I 
want to see aeronautical problems and inventions tackled 
under the best auspices by brains in the air world which 
are outside the official machine. 

The pkan which commends itself to me, in broad outline, 
is that a completely-equipped laboratory and full-scale ex- 
perimental station might be controlled jointly by the Royal 
Aeronautical Society, Royal Aero Club, and the Air League 
of the British Empire. As I envisage it, the work of this 
laboratory would not only be inspired and guided by expert 
representatives of the bodies I have mentioned but on its 
committee also would be well-known aeronautical writers. 

My conception of its purpose, in a word, is that it would 
be alive to every new possibility presenting itself, and that 
it would be absolutely free from the official red tape which 
is often so stultifying to research. 

Apart from its more obvious work of dealing promptly and 
thoroughly with private inventions, the laboratory would be 
in a position to undertake, and complete without delay, 
experiments in general fields not covered adequately by any- 
thing done in the official establishments. Its work ought, in 
fact, to be welcomed by the authorities, because it could 
probe questions which our very restricted official expenditure 
on research makes it difficult to deal with adequately. 

Granted that, either by co-operative action on the part 
of the air world or by the generosity of some private indi- 
vidual, such an institution as I have in mind could be estab- 
lished, I am certain that it would prove of extreme value 
in the development of British aeronautics. Certainlys= it 
operated on the lines I contemplate, it would not overlap 
upon anything already in existence. 

I feel most strongly that vigorous, broad-minded, well- 
guided private research, carried on in a central establishment 
which could complete any inquiry by means of full-scale 
trials, and would be unfettered by any form of Government 
control, would produce results of the greatest assistance to 
British aeronautical progress, the very life-blood of which 
should, of course, be constant experiment along new lines.— 

(Signed) C. W. Brett. 
POSSIBILITIES AND OTHERWISE. 

Here one is very much in agreement with Mr. Brett. But 
though in theory joint control by the Royal Aeronautical 
Society, the Royal Aero Club and the Air League of the 
British Empire would be ideal, one hardly thinks it would 
work out in practice. 

The Royal Aeronautical Society is a most respectable body, 
but its collective mentality is too much like that of the 
type of female who would ordinarily be described as ‘‘a 
respectable body.’’ The Royal Aero Club, though it has cer- 
tainly waked up during the past year and has taken quite 
an active part in organising flying meetings, has hardly 
enough practical knowledge of engineering among those who 
take an active part in its doing to be trusted with the under- 
taking of serious research work. And the Air League is very 
much too busy attacking the Air Ministry and the Royal Air 
Force to give thought to research work, even if those who 
are responsible for its policy knew anything much about 
aviation and its needs. 

The more one thinks over this subject the more one envies 
America the possession of Mr. Daniel Guggenheim and Mr. 
Harry Guggenheim and the very sound practical council 
which initiates the various phases of the work of the Guggen- 
heim Fund. 
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WHAT RESEARCH MEANS. 

Research is of two kinds, that which is known as basic 
research, and that which is known as ad hoc research. In 
the former kind seekers after truth dig around blindly, work- 
ing on more or less established scientific facts, in the hope 
that something may turn up. In the latter kind deliberate 
research is made to discover a certain thing,—ad hoc meaning 
“to this,’”? the word ‘ object’ or “ énd”’ bein® ime 
stood. 

Occasionally in ad hoc research for one thing quite a differ- 
ent thing, or a different application’ of the same thing, may 
be discovered accidentally,—as, for example, the usefulness 
of the Handley Page slot in assuring control below stalling 
point, when in fact search was being made for a method of 
improving lift and slowing landing-speeds. Basic research 
may, by sheer luck, discover something which revolutionises 
the whole industry, or science, with which it is concerned. 
But, on the whole, the cheapest and quickest way of making 
progress 1s by means of ad hoc research. i 

That is just where the Americans have scored over us so 
far. Over and over again their practical aeronautical en- 
gineers have started out with one definite end in view, and 
they have pursued that end until they have got it. 

The present improved performances of aircraft practically 
all over the World is due primarily to the search for the 
proper stream-line shape of fuselages and engine housings 
for high-speed racing machines in the Curtiss Compaty’s 
wind tunnel. The Curtiss designs were brought to this 
country by Mr. C. R. Fairey five years ago, and those lines 
doninate the design of the machines with the highest per- 
formances all over the World. 

I'urther search for improved performance, and consequent 
economy of running, caused the invention of the high-pressure 
wind-tunnel (300 lbs. to the square inch) by a German en- 
gineer who was imported to the States just after the War. 
And the high-speed wind-tunnel with its air-stream of 110 
miles an hour, and 20 feet diameter, which the American 
National Advisory Committee for Aeronautics have at Langley 
Field was built because the N.A.C.A. wanted to experiment 
with engines and airscrews on fuselages under flying con- 
ditions. m 

The N.A.C.A. has had its high-pressure wind-tunnel for 
five years or so, and it has discovered all kinds of things 
about interference effects as between fuselages and planes and 
struts and undercarriages and tail units, of which we in this 
country know but little. We are just beginning to build 
a high-pressure wind-tunnel. 

If only we had a completely equipped laboratory and full- 
scale experimental station, such as Mr. Brett has suggested, 
and if we only had the money to run it, regardless of ex- 
pense, and if we only had the man at the top and a staff 
to spend that money efficiently and to get results from it, 
we certainly could make as much progress in the next five 
years as we are likely to make in the next twenty-five. — 

This is said without belittling in any way the splendid 
work which is being done by the Department of Supply and 
Research at the Air Ministry. There everything possible 
is done, even to the point of being unconsfitutional, to 
hasten experiments and to urge research. But there are 
limits to what any Government Official can do. And private 


enterprise has no limits except those imposed by finance. 
Nor are there any limits to the things to be discovered, 
if Aviation is to progress as it should. Next week we will 


consider some of these.—c. G. G. 
(To Be 


Continued.) 


Gipsy-Moths. 


THE COUPE MOTH.—Right and left views of the coupé top, which can be fitted with little trouble to existing 
The little wind-deflectors on the sides of the aft compartment are noteworthy. 


i) a eile) DANE Le DMEEIE (“Aeroplane ” photographs) 
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FLYCATCHER 


PART from the many experimental 
aircraft now in course of develop- 
ment, the production types of Fairey 
Aircraft illustrated have been adopted by 
the British Air Ministry as standard, and 
large numbers are now in use by units of 
the Royal Air Force both at home and 
Overseas. 


In addition, Fairey Aircraft have 
been chosen for use with the Air Forces 
of the Colonies and also of many foreign 
countries. 


FAIREY 


AIRCRAFT 
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THE GOVERNMENT AND THE AERO SHOW 


On Nov. 15 the Society of British Aircraft Constructors 
and the Society of Motor Manufacturers and Traders, as 
promoters of the Aero Show which is to take place at 
Olympia in July next, gave a lunch to the Press, including 
representatives of foreign newspapers in London, in the 
Abraham Lincoln Room at the Savoy, so that Sir Samuel 
Hoare, Secretary of State for Air, might explain to the 
World through the Press precisely the Air Ministry’s attitude 
towards the Show. 

Carr. P. D. AcianD, Chairman of the S.B.A.C., opening the 
proceedings, remarked that there was no need to dilate on 
the public services done by the Secretary of State for Air. 
He emphasised the fact that the Air Council had altered the 
whole training programme of the R.A.F. so as to bring the 
date of the annual R.A.F. Display close to the date of the 
Exhibition. An Industry which had such collaboration from 
its biggest and most cherished customer was indeed for- 
See and it was fitting that such action should be recog- 
nised. 

SIR SAMUEL Hoare said that, speaking on behalf of the Air 
Council past and present, and including his successor on the 
left of the Chairman (Lord Thomson), he was glad to support 
such an important project. The time was overdue for us to 
show the World at large the progress which had been made 
in the last ten years. We had a habit of disparaging our- 
selves. This was good as a sign of national humility, but 
reading some of our critics we might believe that we had 
no Air Force and no British Aviation and that the only 
progress had been made on the Continent and in America. 
He looked to the Show to give us a proper focus for our 
vision. It would provide evidence of progress since 1920 
and it would show a fine record. 


Without being self-complacent, we would compare Flt. Lt. 
Greig’s recent high-speed flight with the speeds which were 
good enough to win the Schneider Trophy two years ago. 
The flight of 17,000 miles made by the Under-Secretary of 
State for Air, Sir Philip Sassoon, since the beginning of 
October, was significant for the way it had been received. 
A few years ago it would have seemed miraculous. ‘To-day 
it was regarded as a matter of course. The series of long 
distance formation flights which had been made of late by 
the R.A.F. were part of the ordinary routine training of the 
Air Force, but no other country had done anything like 
them. 

Further instances of progress were seen in technical 
development. Our engines were half as heavy and twice 
as powerful as they were a few years ago. Our machines 
were of cleaner design. 

Similar progress was seen in material. In the substitution 

of metal for wood we were ahead of all other countries. The 
Far East Flight by four all-metal Southampton flying-boats 
proved it in practice. The new airships now approaching 
completion showed another great advance. We really would 
have something to show the public. 
_ The Exhibition had the full support of the Government 
and of the Air Ministry,—but without a subsidy. Someone 
had remarked ‘‘ Shame.’’ On the contrary, this also was a 
mark of progress. It was the first Aero Show in the World 
not to be subsidised financially. It would be all the better 
on its own foundation. The public would be the more 
impressed. 

But in other ways the Government would give it the fullest 
support. The R.A.F. Display had been arranged to take 
place two days before the opening of the Show. This had 
been very difficult to arrange and that fact showed the 
sympathy of the Air Ministry. As fine an Exhibit as 
possible would be arranged by the Air Ministry as an out- 
ward and visible sign of progress. 

With the Press rested the task of making the Show a 
success. They would then find that the Show would be 
of the greatest interest to the young men and women of 
to-day. He hoped that the Show would mark the beginning 
of a new period in British Aviation. 

Capt. ACLAND, proposing the Toast of the Secretary of 
State, said that the close co-operation of the Government 
was welcome. He felt that the general public had not seen 
what we and aviation people abroad had been doing. Be- 
sides manufacturers of aircraft and engines other interests 
were involved. We must not forget the help given by that 
great man Sir Charles Wakefield in the many great flights 
which were helping to weld the Empire together. Only re- 
cently had progress in that direction enabled us to achieve 
demonstrations of the possibilities of seaplanes and flying- 
boats. He was sorry that Sir Philip Sassoon was not able to 
be present. 

Our friends in the aircraft industries abroad had been very 
active in recent years. We had had very cordial invitations 
to their Shows, so we hoped that we should have repre- 
sentative exhibits from foreign nations at Olympia. The 
Show would be arranged to educate the public in their 
inquiries about progress. =) 

He remarked that on hearing that the Air Ministry would 


show at Olympia, the organisers had placed space at their 
disposal on ‘‘ most favoured nation ’’ terms. He hoped that 
the Air Ministry would show how safety was being secured 
by the official system of inspection. : 

The Royal Aeronautical Society would arrange a historical] 
section in which special attractions would be offered for 
young people at schools. Good foreign support had been 
promised, and the Show would provide a comprehensive 
picture of international life assisted by air communication. 

Mr. HANDLEY PAGE, proposing the Press, said that like the 
Aircraft Trade the Press were unsubsidised (Hear, hear.— 
Ep.). Aviation was deeply indebted to the Press for its 
support from the earliest days, especially in the matter of 
the prizes offered by the late Lord Northcliffe. He referred 
to Mr. Bert Hinkler’s flight as a subject of pride for the 
whole Empire. He looked to the Press to enlighten the 
public. The Government had recently admitted to the fran- 
chise a large body of new voters who needed enlightenment. 
He gathered that this large body was particularly interested 
in materials. the Press alone could educate them. 

SIR RODERICK JONES, replying for the Press, said that they 
endeavoured to turn an honest penny and would certainly 
support the Show. 

LORD THOMSON, proposing the health of the Chairman, 
said that July next seemed to him to be a remote and un- 
imaginable period. (The General Election is expected in 
June.—Ep.) He said that the R.A.F. was not only the best 
customer of the British Aircraft Industry but it was also its 
best advertiser. (A well-made point.—Ep.) He was not 
going to say much about the Chairman. Capt. Acland had 
proposed his (Lord Thomson’s) health on two occasions and 
had made dark references to his past in the Middle and 
East of Europe. Both of them were old soldiers. The Chair- 
man had chosen commerce and he himself had chosen 
politics. He hoped that the Chairman’s business was less 
difficult and tortuous than his own.—c. G. G. 


THE ROYAL AERONAUTICAL SOCIETY. 

On Thursday, Nov. 22, Major T. M. Barlow, F.R.AeS., 
Chief Engineer of the Fairey Aviation Co. Ltd., will lecture 
before the Royal Aeronautical Society at the Royal Society 
of Arts, at 18.30 hrs., on The Weight of Aircraft. ~ 

From the earliest days of aviation aircraft designers have 
been engaged in a constant struggle to reduce the weight 
of aircraft consistent with strength and safety. In the course 
of his lecture, which will be fully illustrated, Major Barlow 
will point out how weight has been saved during the past 
ten years, and how further reductions in weight can be 
foreshadowed. Major Barlow deals with all aspects of the 
problem, from the effect of weight and size on performanice, 
to the possibilities of reducing engine weight, chassis 
weight, airscrew weights, etc., and shows that with present 
materials, engines and construction there is a definite limit 
for the aeroplane, and a definite limit to the range which 
can be expected from it. The whole problem is considered 
in close detail, and the results given are of the greatest 
importance to every designer. 


AIR ROUTE CONGESTION. > 

A conference has been held at the Air Ministry at which 
the firms now operating the air services between London and 
the Continent were represented to consider how to reduce 
the risks of air collisions due to the increase in the mum- 
ber of private owners of aircraft. : 

During the past year a considerable number of private 
owners flying light aeroplanes have gone to the Continent 
and back along the recognised air routes, very often with- 
out reporting their movements to the terminal aerodromes. 
With the approach of winter and bad weather the risk of 
collision is intensified as long as private aircraft comtimue 
to use the regular routes. : . 

A suggestion has been made that all such aircraft be com- 
pelled to land at Croydon or Lympne, before proceeding abroad, 
to report their intentions. A similar arrangement in France 
would then enable the authorities at either end of the route 
to estimate the amount of traffic on the route and, if meces- 
sary, warn the regular air-line aircraft by wireless. 

A SYRIAN SURVEY. 

Officials of Air Union are it is reported now engaged on 4 
reconnaissance of the northern coast of Syria to discover 4 
suitable site for a seaplane depot to be used on the projected 
mail service between Marseilles and Beirut. : 

Beirut itself will be used for the delivery and loading of 
mails, but the cost of purchasing land for workshops and the 
like is said to be prohibitive, and at the moment the most 
favoured site for the main depot is one in the neighbourhood 
of Latakia, north of Beirut, where a small bay will serve as 
a normal alighting area, while Lake Homs, some 20 miles 
inland, will afford sheltered water in the event of bad weather 
on the coast itself. 

The service will run at ten-day intervals—later to be te 
duced to seven days—via Naples, Corfu and Athens: 
Eventually a connection with Imperial Airways to India 1s 
contemplated. 
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[THE LATEST TYPE OF MACHINE TO 


BE FITTED WITH THE 
“GIRRUS ” ACHIEVEMENTS, 


a CIRRUS ge England—Australia in 154 days, 


England—Australia with passenger. 


AERO ENGINE. Londoa—Capetown—London. 


London—India, 2 machines, both solo. 


Round South Africa, in 28 hrs. 
London—Capetown (Lady Pilot). 


Capetown — London (Lady Pilot). 
London — Capetown in 13 days. 
Ist King’s Cup Air Race, 1926. 
Ist King’s Cup Air Race, 1927. 
Britannia Trophy, 1927. 
Sidleley Trophy, 1928. 


Ist in Reliability and Quality in 
French Light Plane Meeting, Or'y, 
1928, 


oO 


CIRRUS Engines are in use in 
The British Royal Air Force, 
50 Light Aeroplane Clubs, and 

26 Different Countries, 


The NEW LIGHT CIERVA AUTOGIRO ete (5.90 em 
fitted with CIRRUS MARK III engine. 


Avro “ Avian.” D.H. ‘‘ Moth.” 
Westland ‘‘Widgeon.”” Simmonds ‘Spartan.’ 
Short ‘* Mussel.” Blackburn ‘‘Bluebird.” 


and 


‘here are more different types of Light na pe CO 


Aeroplanes being manufac‘ured 


fee Gited with “CIRRUS pbroad i ee ee 


’ 


engines than with any other 


power unit, 


M anufacturers : 


A.D.C. AIRCRAFT LTD., 


CIRRUS AERO ENGINES LTD., Se 
i Regent House, 85/95 h.p. ““CIRRUS ” Mark III. 
| 89, KINGSWAY, LONDON, W.C.2. 


| : Centractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
| Telepho-e— - Constructors of “CIRRUS "and “NIMBUS” Aero Engines. - Cables— 
| Holborn 4076. Constructors of ‘‘MARTINSYDE” Types of Aircraft. Airdisco London. 
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THE RETURN OF SQUADRON-LEADER HERBERT JOHN LOUIS HINKLER, | 


A.F.C., 


Never has there been a more cheery evening than that 
enjoyed by the privileged sixty or so who were able to 
crowd into the room for the first Monthly House Dinner of 
the season at the Royal Aero Club on Nov. 14. The occasion 
was the greeting of Bert Hinkler on his return from 
Australia. And his welcome was of the heartiest. 

To everybody in British Aviation he will never be any- 
thing but Bert Hinkler, except when they refer to him as 
‘Our Bert.’? That is why one has given his full name and 
title at the top of this article. THe AEROPLANE is habitually 
opposed to the use of familiar names and of slang, but 
when a man has become a national hero, even though it 
may be only to one class in the nation, he cannot be called 
by any name other than that by which he is conimonly 
known. 

Bert Hinkler has certain qualities in common with that 
other great aviator, Charles Lindbergh. He has the same 
gentle and quiet manner, and the same simple and direct 
way of speaking. He is as supremely devoid of self-con- 
sciousness, as supremely self-confident, and as delightfully 
free from self-importance. 

He imposes his ideas on nobody, but he is more often 
right than most of us can ever hope to be. And he has a 
brand of humour of his own which, if he had to do much 
public speaking would surely become known as Hinkling. 

The Lord Thomson of Cardington, Chairman of the Royal 
Aero Club, was in the chair, and welcomed Squadron Leader 
Hinkler home from his own home,—emphasising the rank 
of the guest and his two homes, here and in Australia. 
Lord Thomson remarked that Squadron Leader Hinkler’s 
journey cost less than a second-class ticket by boat, and 
only took sixteen days. He said that the flight was an 
example which should be set. 

Bert Hinkler, after the applause had gone down, said 
that his first duty was to say how sensitive he was of the 
great honour done to him that evening.—Most of us thought 
it was the other way round, and that he was honouring the 
Club. He said that he had wanted to go home, and being 
in possession of quite a good aeroplane, he went the 
cheapest way. 

He took off on a thoroughly dud morning from Croydon 
and he never saw France until he got somewhere near 
Lyon. After that he had to fly low down the Rhone Valley 
because of a strong head wind instead of going over the 
Alps as he intended. That meant that he had to go round 
the Gulf of Genoa, and darkness fell some hours before he 
reached Rome. When he got near Rome he saw immense 
flash signals and imagined that under Mussolini the aero- 
jrome at Rome must be more up-to-date than ours at 
Croydon. But he found that the signals were only advertise- 
ments. After that he tried to find the Centocelli aerodrome, 
but could not find it because the lights of the suburbs of 
the city went so far south-east that he thought the aerodrome 
was farther away than it was in fact, and there were no 
lights to show where the aerodrome was. He began to 
think they must have sold the place. 


D.S.M.. 


ON THE WAY OUT.—Bert Hinkler at Karachi, inspecting the Cirrus engine in his Avian, which is seen in the 


R.A.A.F. | 


Finally, relying on his memory of his landing the: 
eight years ago, he zig-zagged towards the city from a lon 
way out and found the place by the moonlight. The warn 
ing light on the wireless mast was about as brilliant as 
tail-light on a car. When he landed the official in chars 
insisted in having everything pulled out of the machine { 
see whether he was carrying photographic apparatus, whic 
is strongly forbidden in Italy. The result of all hj 
officialism was that he got to bed about x a.m. 

fle was up before dawn, and thoroughly enjoyed th 
voyage down the coast of Italy, reaching Malta in six hour 
at about 3 p.m. Here he met for the first time the wonde; 
ful comradeship and help of the R.A.F., which he foun 
just the same wherever he struck the R.A.F. all the way t 
Australia. 

From Malta he did not like the journey across the Med 
terranean, and was glad to reach the first Italian Air Statio 
at Benghazi. Here he found the Colonial Italians the best « 
friends and very helpful, just like our R.A.F., and not 
bit official or officious. 

From Benghazi he wanted to reach Tobruk, but darkne: 
came on before he reached there and he had to land in th 
Desert. It looked all right from above, with little spot 
on it. When he came down he found that the spots wer 
big bunches of camal-thorn or something of that sort. H: 
Avian folding undercarriage stood the landing all right an 
the Fairey-Reed metal airscrew acted as a splendid law: 
mower. ‘There was nothing of human origin in sight, so h 
pulled out his little indiarubber inflatable boat and foun 
that by turning it upside down it made a far more comfor 
able bed than he struck in any hotel on the journey. 

In the morning two Arabs appeared from nowhere anc 
instead of being hostile, helped him to clear a track fro1 
which to take off. He remarked that when he took off the 
were just like schoolboys seeing an aeroplane start for th 
first time, dancing and waving to him,—he found peop 
the same all the World over. 

At Tobruk the Italians were as kind as in Benghazi. 

There he filled his tanks, for having no permit to fly i 
Egypt, and Egyptian officials being famous for their officia 
dom, he had to fly over it. So he landed late that eyenin 
in featureless desert to the east of the Suez Canal, near! 
standing on his nose in soft sand. There he was immed 
ately surrounded by Arabs, who come from nowhere. H 
said they spoke quite good Arabic, and though he did n« 
happen to understand any of it they got along quite we 
with the language of cigarettes. 

He folded his wings and persuaded the Arabs to push th 
machine to a hard spot not far away. There he spent th 
night with the Arabs. They lit a fire, and conversed wit 
him amiably with cigarettes,—his cigarettes. When he wok 
up in the morning he found himself surrounded by heat 
of rags. But when he got up the rags got up too an 
turned out to be the Arabs. Me 

Thence he flew to Ramleh, and as usual was entertaime 
by the R.A.F. Although it was earty in the day he was tc 
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typical kneeling attitude in which it goes to bed. 
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3 fs Committee of the Lessland 
Mids Aero Club....... 


The Squire suddenly became smitten with Air- 
mindedness. Around him, therefore, rallied the lads 
and lasses of the Manor and a Committee was 
appointed to discuss ways and means. 


ided to fall into line.... 


\ zeae 


The question of subs. and a bar having been settled, 
the choice of a training machine was raised. Those 
in favour of the Moth showed in the accepted 
manner. 


with the majority of other clubs 


if 
pi bi They found that it lived up to their expectations. 
LU }~, It was cheap to run, easy to house and maintain, 
simple to understand, and its unfailing reliability 
inspired confidence in the novices. 
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aon &teach its members to learn to fly 


Not surprising, either, when one considers that the 
Moth has nearly 4 years’ experience built into it. 
It has done 1,000% more flying in every part of the 
world than any other light aeroplane. 


on the 


MOTH 


THE DE HAVILLAND AIRCRAFT COMPANY LTD. 
Stag Lanz Aerodrome, Edgware, Middlesex. 


Telegrams: Havilland, Phone, London. Telephone; Colindale 6160-6163. 
THE DE HAVILLAND AIRCRAFT OF CANADA LTD. THE DE HAVILLAND AIRCRAFT PIY, LTD, 
Bay-Richmond Building, 372 Bay Street, Toronto 2, Canada. Whiteman. Street. South Meitourne, Australia. 
Telegrams; Moth. Toronto, Telegran.s: Moth, Melbourne. 
voote 
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late to start his next long hop to Basrah, so the R.A.B. 
took him to see the sights of Jaffa, ‘‘ where,’’ he said 
“they make oranges.” 

He left early next morning and flew non-stop to Basrah. 
He was rather annoyed to find when flying over the marshes 
near Basrah that he had English visibility of about 200 
yards, owing to river mist. There he again stopped with 
the R.A.F. and left next morning for Jask. 

Here he found Mr. James, of the Indo-European Telegraph 
Co., who is a kind of godfather to aviators passing that 
way. He described the aerodrome as being miles in extent 
and apparently made of concrete, it was baked that hard. 
From the aerodrome he was: taken to the village, “ but,” he 
said, ‘‘ there was not that much of it.’? He started the 
journey on a donkey. He soon found he wanted a few more 
hours dual instruction on that class of mount, so he rode 
Mr. James’ bicycle and Mr. James and his family rode the 
donkey. 

The next day he reached Karachi, with a leaking tank. 
He remarked that flat-sided tanks would always spring leaks 
through panting, and we ought to have round tanks. How- 
ever, the R.A.F. people stopped the leak and strengthened 
the tank. Before leaving Karachi he was warned that he 
must wear a solar topee, and unfortunately could not keep 
his ears plugged with the thing on his head. Consequently 
he had to land at Cawnpore with a splitting headache, and 
went straight to bed. His head came right after a few 
hours, and next morning he went on to Calcutta, where he 
was looked after by Messrs. Leete and Vetch, and discovered 
one of the original Avro Baby biplanes. Round Calcutta he 
again found English visibility. 

Thence he went on to Rangoon, where he stopped with Mr. 
Mandelsheim, who kept one particular shirt which he 
always lent to visiting aviators to sleep in. 

The next stop was Victoria Point, where lived a couple 
of rubber planters always ready to receive aviators hos- 
pitably. 

Passing Penang on his way to Singapore, he flew over the 
four R.A.F. Southamptons of the Far East Flight, peacefully 
at anchor, ‘“‘a complete picture of what Sunday morning 
should be.” At Singapore he met Mrs. Millar and Mr. 
Lancaster. 

All the way from Calcutta he had been flying through, 
between and over heavy rainstorms, which were very pretty 
when you were above them in blue sky. Then they looked 
like cotton-wool sitting on the tree-tops, but were not so 
good when you were under them. 

He got off from the aerodrome at Singapore in deep mud 
and flew to Batavia. Here he remarked, ‘‘I was told at 
school that the surface of the earth is made up of three- 
fifths water and two-fifths land. I think that is a darned 
modest estimate. There is too much water,—gallons of it.’ 
At the Batavia aerodrome he found the Dutch Air Force 
using the good old 504K Avro for training. 

His next stopping point was Bima and on the way he 
found that there were more rain-storms over the land than 
over the water. At Bima he had to sleep in a native hut 
on the aerodrome, where there was not even water to be 
got. A friendly Dutchman lent him a mosquito net, but the 
mosquitos got there first. He said that he had never seen 
so many fire-flies. He believed that they worked in alliance 
with the mosquitos and helped them to find their victims. 

His next hop was to Darwin, a thousand miles. He took 
four hours to reach Timor, and the rest of the way was over 
open water, so clear that you could see the bottom nearly 
all the way. He remarked that the water in those parts 
was full of fish such as you could not dream of even after 
the worst of nights. 

At Darwin he realised for the first time that people were 
interested beforehand in his flight. Quite a lot of people 
were on the aerodrome waiting for him. 

Commenting on the flight as a whole, he remarked that a 
job of this sort consisted on sitting in the machine all day 
and going round it all night inspecting it. But he added 
that his Cirrus engine and Avian needed no more than 
inspection. Nothing had to be done to either throughout the 
journey. Not only did the engine arrive as it started, but 
the cargo which he carried also arrived intact, including a 
case of whiskey, which was delivered to the addressees un- 
tampered-with, despite the corkscrews which were also on 
board. 

His flying time to Australia was 120 hours, and while in 


Australia he did another 200 hours’ flying. Altogether the’ 


Avian had covered 35,000 miles, and when he put it away 
in his shed at Bundaberg to come back to England, it and 
its engine and its Fairey airscrew were still as good as new. 
He impressed on his audience that to be successful aircraft 
must be built to avoid the need for small jobs. 

Mr. Handley Page proposed the health of “ Our Bert.” 
Like St. Paul, being all things to all men, and adapting his 
phraseology to his audience, he remarked that the thing 
which struck him most about Bert Hinkler’s story was what 
a hell of a lot of guts he must have. He said how glad he 


was, after all we had heard about great flights by foreign 
aviators, that there was someone English to do a flight of 
this sort and go on day after day. In referring to the lon 
non-stop stages, Mr. Handley Page said that Mr. Hinkler 
had the flea beaten for long hops. 

Mr. Lord, of the Avro Company, and Lt. Col. Darby, of 
A.D.C. Aircraft Ltd., said how pleased they were to see 
Bert back and how proud they were that their products had 
taken part in such a splendid performance. : 

Sir Frank McClean proposed the health of the Chairman, 
Lord Thomson.—c. G. G. 


CELLULOID HISTORY. 

A private view was given at Australia House on Noy. 16 
of the film record of Mr. Bert Hinkler’s tour of Australia 
by air after he had flown from London to Sydney in 15} 
days. This film is an ably arranged and extremely interest- 
ing record of Mr. Hinkler’s flights from one Australian town 
to another and of his official receptions at the various places. 

In many sections Mr. Hinkler’s Avian has been photo- 
graphed from a machine flying alongside, and one particu- 
larly good length of film shows the escort of machines of 
the Royal Australian Air Force, taken from one of them, 
during the journey from Sydney to Canberra. Photographs 
from the air of the landing grounds show the arrangements 
for the control of the crowds and for the landing of the 
machine at Bundaberg, Brisbane, Canberra, Melbonrne, 
Perth and in Tasmania. There are some “‘ close-ups ” of 
Mr. Hinkler taken in his machine in the air and some 
wonderful views of the country over which he flew. 

The film was presented to Mr. Hinkler by the Famous 
Iasky Film Service and was afterwards presented by him 
to the Queensland Government. This Government have 
loaned the film to Mr. Hinkler, who is going to take it for 
a tour of the Flying Clubs of Great Britain, where it will 
undoubtedly be much appreciated, particularly by those who 
have an intimate knowledge of the Avian machine and its 
kindred types.—C. M. MCA. 


THE MEDITERRANEAN AIRWAY. 

On Noy. 15 an Italian Dornier Superwal (four Jupiter en- 
gines) arrived at Alexandria from Rome, thus completing 
the first portion of a preliminary survey for the proposed air- 
mail service between Italy and Egypt where an Italian com- 
pany will operate in conjunction with Imperial Airways. 

The route was by way of Ostia (Rome), Taranto, Corfu, 
Navarino, Suda Bay and Tobruk. The return journey began 
on Noy. 17 during which the flying-boat will visit Argostoli 
in addition to the places already inspected. 

On board the Superwal were Italian representatives under 
Colonel Pelegrini, with Lt.-Col. H. Burchall, Fit. Lt. B. C. H. 
Cross, and Mr. F. J. Bailey, as delegates of Imperial Air- 
ways. 

Two new Italian air routes were opened on Noy. 15, one 
from Rome to Barcelona and the other from Rome to Tripoli. 

The route of the former service is by way of Genoa and 
Marseilles and that of the latter by way of Syracuse. Both 
services use Dornier Wal flying-boats. 


THE WRIGHT ANNIVERSARY DINNER. 

On Dec. 17, 1903, twenty-five years ago, Mr. Orville Wright 
made the first flight in the history of the World in a power- 
driven heavier-than-air machine. On the same day two 
fights were made by Mr. Wilbur Wright. 

The Science Museum at South Kensington has been en- 
trusted with the care of the original Wright Machine on 
which these historic first flights were made, so to mark the 
Anniversary the Council of the Royal Aeronautical Society 
will hold a Dinner on December 17, in the Science Museum. 

The tables for the Dinner will be arranged around the 
Wright Machine. Colonel Sir Henry Lyons, Director of the 
Science Museum, has kindly given his permission for the 
function, and is aiding the Society in every possible way. 

The Chair will be taken by the President, Colonel the 
Master of Sempill, A.F.C., who will also present on this 
occasion the various prizes and awards made by the Council 
during the past year. A short address on the eatly work 
of the Wright Brothers will be given by Mr. Griffith Brewer, 
a Member of Council. : 

Members are specially asked to make early application 
for tickets, price £1 10s. (including wines) each,. as there 
is no possibility of arranging for an overflow, and it 1s 
desirable to provide places for members before including 
members’ friends. No tickets will be forwarded, or places 
reserved, unless and until the money is received by the 
Secretary of the R.Ae.S. at 7, Albemarle Street, W-1- 


FOKKER AIRCRAFT IN CANADA. 
Vhe Fokker Aircraft Corporation of America has negotiated 
a manufacturing contract with Canadian Vickers Ltd. of Mon- 
treal, Canada, for the production of Fokker aircraft in Canada. 
This explains why the arrangement between A. V. Roe an 
Co. Ltd. and the European Fokker company excludes Canada. 
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The best air-cooled engine 


of 450 h.p. in the world. 


he 14 cylinders and gearing give 
complete freedom from vibration. 


The 3 to 2 reduction gear gives greater 
propeller efficiency and the higher 
engine revolutions provide more power. 
For a given power the overall diameter 
is smaller than that of any aircooled 
engine. 

The cylinders are more efficiently 
cooled than on any other engine. 
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MOTORS LIMITED 


COVENTRY, ENGLAND, 
1 


and 
10, Old Bond Street, London, W.1, 
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THE ROYAL AIR FORCE. 


848 The 
The London Gazette. 
November 13. 
Roya, AIR FORCE. 
GENERAL Duties BRaNcH.—The following Plt. Offs. on probation are 


confirmed in rank :—l.. W. Howard (Oct. 5); K. C. T. Marshall (Oct. 18) ; 
N. F. V. Henkel (Oct. 25). The following are transferred to the 
Reserve, Class A (Nov. 10) :—Fie. Orrs.—C. G. C. Sullivan, E. R. H. 
Coombes, J. H. Caulfeild, T. A. Hale-Monro, P. Stainer. 

Fig. Off. V. A. C. Ross is transferred to the Reserve, Class C (Nov. 
10); Flg. Off. A. S. Lewis relinquishes his S.S. comn. on transfer to 
the Indian Army (Noy. 9); Lt.-Cdr. A. G. Elliot, R.N., Fit. Lt., 
R.A.F., ceases to be attached to the R.A.F. on return to Naval duty 
(Nov. 9). 

StorEs BRANCH.—PIlt. Off. on probation M. M. McMullan is confirmed 
in rank and promoted to the rank of Flg. Off. (Oct. 15). 

RESERVE OF AIR FORCE OFFICERS. 

GENERAL DuTIES BRANCH.—J. Paton is granted a comn. in Class B.B. 
as a Plt. Off. on probation (Nov. 13); F. E. S. Groves is granted a 
comn. in the Special Reserve as a Plt. Off. on probation (Oct. 8); Plt. 
Off. F. H. Dight is promoted to the rank of Flg. Off. (Nov. 3)3 
Plt. Off. D. G. Allison is promoted to the rank of Flg. Off. in the 
Special Reserve (Oct. 23); Fit. It. H. V. Stammers, D.F.C., is trans- 
ferred from Class A to Class C (Mar. 10). 

The following Flg. Offs. are transferred from 
W. W. Saunders (Oct. 6); S. H. H. Swanton (Sept. 11); W. Allen 
(Oct. 7); H. C. Norman (Sept. 2); A..E. Ansell (Sept. 16). Flg. Off. 
S. W. I.ummis relinquishes his comn. on completion of service 
(Nov. 11). 

Mepica BRANCH.—FIt. Lt. 
Dit to" Class Di, (DWecera,) 1927)'5 
comn. on completion of service, and is 
(April 1). 


Class B to Class C:— 


J. W. Harper is transferred from Class 
Fit. It. D. I.e Bas relinquishes his 
permitted to retain his rank 


Appointments. 


Week ending Nov. 19. 

GENERAL Dutirs BRANCH.—Flight Lieutenants G. G. Walker, M.C., 
to No. 2 Armoured Car Coy., Middle East, 25/10. V. R. Gibbs, D.S.C., 
to R.A.F. Staff College, Andover, 22/10. 

Flying Officers H. A. S. Byrne, to No. 504 Sqdn., Hucknall, 18/11. 
Vi (@. A. “Hatcher to RAB. Base; Malta,o2/i1r. 7 K. Ks Coupland, to 
R.A.F. Depot, Uxbridge, 12/10. G. M. Beattie, to R.A.F. Depot, Middle 
Bast, 1/1z. J. St. C. Arbuthnott, to No. 100 Sqdn., Bicester, 6/11. 

Pilot Officers K. C. T. Marshall, to No. 26 Sqdn., Catterick, 4/11. 
A. C. R. Mackenzie and E. C. Ridler, to R.A.F. Depot, Uxbridge, on 
appointment to S.S. Comms. (on probation), 9/11. 

Mepical, BRANCH.—Flying Officer G. T. O’Brien, 
Uxbridge, 12/11. 


to R.A.F. Depot, 


The Far East Flight. 


The Far East Flight, R.A.F., under the command of Grp. 
Capt. H. M. Cave-Browne-Cave, D.S.0., D.F.C., which left 
Singapore on Nov. 1 on a six weeks’ cruise, arrived at 
Hong Kong on Noy. 18 from Manila. 


Sir Philip Sassoon’s Journey. 

The Under-Secretary of State for Air, Sir Philip Sassoon, 
described his visit by air to the R.A.F. Units in ‘Iraq, India 
and the Middle East, in an interview with the Press at 
Gwydyr House, Whitehall, on November 14. | 

Sir Philip Sassoon, accompanied by Air Commander Loag- 
more, started on Sept. 29 from Cattewater in a Blackburn 
Iris flying-boat (three Rolls-Royce Condor engines), piloted 
by Sq. Ldr. C. Ly. Scott, D.S.C., and Fit. Lt. L. Martin. “The 
weather, on the morning of the start was so unfavourable 
that the Imperial Airways Southampton-Guernsey flying- 
boat service was not running. With goo gallons of fuel on 
board the Iris took the air at 14 tons. To avoid the fog and 
low clouds they had to fly alternately at about 50 feet above 
the sea, and above the cloud layer, until they reached 
Ushant, where better conditions prevailed. 

The first stop was on Lake Hourtin, the French seaplane 
base near Bordeaux. Here they re-fuelled and, taking off 
again, followed the rivers Garonne and Rhdéne over the 
350 miles of land to Berre, near Marseilles. The last part 
of this stretch was made in fog and cloud and they did not 
alight till after dark. 

On the second day they flew to Naples, where they were 
received by General Balbo, Italian Under-Secretary of State 
for Air and the Marchese de Pinedo, Chief of the Italian 
Air Staff. 

On the third day they left Naples at 10.00 hours and 
atrived at Athens at 16.00 hours, thus, as Sir Philip ex- 
plained, giving him time to see the museums in Naples in 
the morning and the museums in Athens in the afternoon, 
The route took them round part of the coast of Italy and 
through the Gulf of Corinth. 

On the fourth day they flew from Athens to Abukir, pass- 
ing Crete and crossing a wide stretch of the Mediterranean. 

At Abukir Sir Philip Sassoon and Air Commodore Long- 
more left the Iris and flew in a Fairey II.F to Cairo. 
During the two days they stayed in Cairo Sir Philip visited 
No. 4 Flying Training School at Abu Sueir, No. 45 (Bombing) 
Squadron at Helwan and No. 208 (Army Co-operation) Squad- 
ron and No. 216 (Bombing) Squadron at Heliopolis. 

On October 5 and 6 Sir Philip Sassoon, Air Vice-Marshal 
Webb-Bowen, A.O.C., R.A.F., Middle East, and Air Commo- 
dore Longmore flew in three Fairey III.Fs to Khartum, 
stopping for the night at Wady Halfa. This part of the 
journey was made at an average height of 8,o00 ft. owing to 
the bumpy atmosphere lower down. As they approached 
Khartum they were met and escorted by six Fairey II.Fs of 
No. 47 (Bombing) Squadron, stationed at Khartum. On the 
way back to Cairo they spent the night at Asswan. 
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THE LAST LAP.—Sir Philip Sassoon, Under-Secretary of State for Air, inspecting the Guard of Honour at the 
R.A.E. Base, Calshot, after landing from the Blackburn Iris on Nov. 13, at the end of his 17,000 mile tour of the 
R.A.F. Units overseas. 
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PERFORMANCE 


In the modern single-seater fighter 
performance must have _ prime 
consideration—rate of climb, speed, 
and especially performance at altitude. 
Maneceuvrability, facility of control, 
equipment, excellence of design, 
strength of structure and ease of main- 
tenance and repair—all these features, 
too, call for close consideration. 
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combines these qualities to such a 
degree that it has been adopted in 
open competition for the equipment 
of the Royal Air Force. 
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The journey to Baghdad on Oct. 10 was made in two of a 
flight of four Westland Wapiti machines which were being 
delivered to No. 84 (Bombing) Squadron at Shaibah, to re- 
place their present equipment of D.H.gas. A stop was made 
at Amman for breakfast. The flying time for the 900 miles 
from Cairo to Baghdad was eight hours, at an average height 
of 5,000 ft. over the desert part of the route. 


Sir Philip spent one day at Hinaidi visiting the three 
Squadrons, the Aircraft Depot and the other R.A.F. Units 
stationed there, and on Oct. 12 he flew in a Vickers Victoria 
to Basrah, where he re-embarked in the Iris. At Bushire 
they spent the night of Oct. 13 and the machine was re- 
fuelled. 

On Oct. 14 a forced landing was made at Jask to repair 
a fracture in the housing of the cam-shaft ball-race of the 
starboard engine. The naval sloop Crocus was lying at 
Jask and some of her engineers helped in the repair work. 
Unfortunately copper rivets were used instead of steel and 
these gave way immediately after the start on the following 
morning. Another landing was made at Jask and the crew 
of the Iris manufactured some steel rivets and replaced the 
copper ones. 

The Iris alighted in Karachi Harbour in the afternoon of 
Oct. 15 and Sir Philip inspected the R:A.F. Depot at 
Karachi on the following morning. 

From Karachi Sir Philip Sassoon flew in a Handley Page 
Hinaidi to Jodhpur, across the Scind Desert. Sir Philip 
described the Scind desert as extremely bad country for 
forced-landings, but expressed the hope that Jodhpur, a 
picturesque city with an excellent aerodrome, would be one 
of the stopping places on the air route from London to 
Delhi. 

The following day he flew to Delhi for lunch, in the 
Hinaidi, and went on the same afternoon in a D.H.ga to 
Ambala, where he inspected No. 28 (Army Co-operation) 
Squadron and dined in the Mess. 

That night he travelled to Lahore by train, and the 
following morning he motored to Simla where he spent the 
night and the following day with the Viceroy and visited 
Headquarters of the R.A.F., India. He returned to Lahore 
by train during the night of Oct. 21 and visited the Aircraft 
Park the following morning. 

From Lahore he flew to Peshawar in a Bristol Fighter, a 
machine which he described as being particularly comfort- 
able. He stayed two nights at Peshawar and visited the 
Squadrons at Peshawar, Kohat, and Risalpur and flew up the 
Kyber Pass and along the frontier in a Bristol Fighter. On 
the second day he visited the Detached Flight of No. 60 
(Bombing) Squadron at Miranshah, had lunch there and flew 
back to Quetta. 

At Quetta he visited the Staff College and No. 31 (Army 
Co-operation) Squadron. The following day he flew from 
Quetta across the Bolam Pass and arrived at Karachi in the 
afternoon of Oct. 23. In three weeks and two days Sir 
Philip had visited every R.A.F. Unit overseas except those 
at Singapore, Mosul, Malta and the China Station. 

On October 24 the party re-embarked in the Iris for the 
return journey. Again the Persian Gulf proved an unlucky 
spot for aviation. The engine of the Iris which had given 


trouble at Jask on the outward journey developed an oil 
leak and packed up in time for another forced landing to 
be made at Jask. Sir Philip Sassoon said that Jask is 
littered with the corpses of aircraft which had crashed there. 

A new engine was sent out to Jask in a Hinaidi from 
Karachi, and Sir Philip continued his journey to Baghdad in 
From Baghdad he flew to Mosul to visit No. 6 


the Hinaidi. 


(Army Co-operation) Squadron and the other R.A.F. Units 
there. He also flew along the Turkish frontier. ; 

He returned to Cairo by air and rejoined the Iris at 
Abukir. 

The Iris left Abukir on Noy. 7, and after stopping at 
Benghazi for the night, and at Sollum, to re-fuel flew tc 
Malta. Here Sir Philip inspected the aircraft-carriers and 
the seaplane base. The next day they attempted to reach 
Naples, but were driven back to Malta by storms. 

After re-fuelling at Malta they reached Naples in four 
hours, passing Mount Etna in full eruption. Thence they 
flew to Berre. From there to Ushant they met bad weather 
and thick fog and had to fly so low that they had to reel 
in their aerial. From Ushant to Southampton the weather 
was fine, and the Iris alighted at Calshot on Nov. 13. 

Sir Philip Sassoon said that he had found the flying-boat 
an extremely comfortable form of transport. Altogether he 
had spent 240 hours in the air and had flown about 17,000 
miles. He had not found the journey in any way exhausting, 

The R.A.F. Units he had visited were keen, efficient and 
remarkably fit and happy.—cC. M. McA. 


Sir John Salmond in Canada. 

Air Marshal Sir John Salmond, K.C.B:, C.M.G., C.V.0., 
D.S.O., A.D.C., who is temporarily detached from the Air 
Defence of Great Britain for duty with the Commonwealth 
Government.in Australia, arrived in Montreal on Nov. 15, on 
his way home. He also visited Ottawa, where he conferred 
with officials of the Department of National Defence and of 
the Royal Canadian Air Force. He sailed for England on 
Nov. 16. 

Transfers to the Reserve. 

The following officers of the R.A.F., who are serving on 
short-service commissions, are due to transfer to the Reserve 
on the dates indicated on completion of their service on the 
active list :— 

FLIGHT LIEUTENANTS.—Jan. 23, 1929: E. G. Howell. Jan. 28, 1929: CE. 
Morris, O.B.E. Feb. 17, 1929: R. F. Durrant, A.F.C. Feb. 23, 1929: 
P. J. Hederman. Mar. 27, 1929: A. Haines. Mar. 30, 1929: W. EG. 
Beauforte-Greenwood. 3 

FLYING OFFICERS.—Jan. 3, 1929: W. J. Brett, R. W. Holden, H, T. 
Messenger, F. E. North, G. M. Pitts Tucker, J. BE. Preston, F. T. 
Stacey. Jan. 14, 1929: E. C. Boucher, S. E. Bulloch, J. E. Clayton, 
R. K. Coupland, T. H. Finney, E. H. Fielden, P. P. Grey, G. W. P. 
Irwin, J. C. Marey, J. F. Nicholas, P. E. Nicholl, V. W. Soltau, 
F. F. Wilkinson. Jan. 23, 1929: M. J. Du Cray. Jan. 31, 1929: G. R. A. 
Pallin. Feb. 10, 1929: J. Summers. Feb. 17, 1929: G. W. R. Russell. 
Feb. 20, 1929: H. C. Lee. Mar. 15, 1929: W. D. Baxter, Eanes. 
David, B. A. H. Fisher, R. A. Ford, A. N. Francombe, A. L. Macmillan, 
A. D. MacDowall, A. W. G. Martin, W. V. R. Nicholl, C. S. Staniland, 
N..A. West. Mar. 18, 1929: R. L. Bateman. 


The R.A.F. in Parliament. 
THE AIRCRAFT STRENGTH OF THE R.A.F. 

In the House of Commons on Nov. 14, in reply to a question by 
Mr. Beckett, the Secretary of State for Air stated that the number 
of airships and aeroplanes under the control of the Government on 
Nov. 1, 1912, was 4 airships and some 56 other aircraft. On Nov. 1, 
1928, the strength of the R.A.F. was approximately 780 first-line air- 
craft and, in addition, two airships were under construction but were 
not yet in commission. 

FLYING-BOATS. 

In the House of Commons on Nov. 14, in reply to a question by Mr. 
Day, the Secretary of State for Air said that no decision had been 
made regarding the number of floating docks which would be con- 
structed for the accommodation of flying-boats. 

THE SCHNEIDER TROPHY TEAM. 4 

In the House of Commons on Nov. 14, in reply to a question by 
Mr. Day, the Secretary of State for Air said that he was not ready 
to make any announcement on the subject of the appointment of the 
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NIL NOS TREMEFACIT.—No. 5 
(Bombing) Squadron, R.A.F., having ¢ 
summer breakfast during an expeditior 
to inspect landing grounds in th 
southern desert, ‘Iraq. No. 55 (Bomb 
ing) Squadron is stationed at Hinaid 
and commanded by Sq. Ldr. A. H 
Peck, D.S.0., M.C. The names in th 
group are, from left to right, standing | 
Sq. Ldr. Peck, sitting, Fig. Off. G. WwW 
Hayes (late No. 100 Sqdn.), Fit. Lt 
V. S. Parker (late No. 56 Sqdn.), Fig 
Off. A. F. Merritt (late No. 12 Sqdn.) 
Pit. Off. E. V. L’E. Feasey (late No. ° 
F.T.S., Egypt), Fit. Lt. A. Leach, M.C 
(late Martlesham). The machine is ' 
D.H.9a (Bristol Jupiter engine). 
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The Boulton & Paul “Partridge” single 
seater fighter of all-metal construction. 
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Boulton & Paul All-metal “Sidestrand” 
Day Bomber. Chosen recently after exhaus- 


tive tests as a Royal Air Force Service 
Machine. 


BOULTON.& PAUL LT'D 
poate, NORWICH coi ince. 
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responsible executive officer to be in charge of the Schneider Trophy 
team, 1929. With regard to the pilots, selections had not yet been 
completed. Certain pilots had been put under training on high-speed 
machines for the purpose of ascertaining their capabilities. 

FLYING ACCIDENTS. 

In the House of Commons on Nov. 15, in reply to a question by Sir 
R. Thomas, the Secretary of State for Air said that the number of 
accidents, and still more the number of deaths through flying accidents, 
were bound to fluctuate from year to year. The figure for this year, 
while in excess of that for the corresponding period, 1927, was below 
that for the corresponding period of 1926. He added that the size 
of the Force and, consequently the amount of flying done, was still 
increasing year by year. 


No. 55 Squadron, R.F.C. and R.A.F. Reunion. 

fhe tenth annual reunion dinner of No. 55 Squadron, 
R.F.C. and R.A.F., will be held at the Trocadero Restaurant 
One Dec inate 7.30; fOLES pial. 

Several of the original members of the Squadron have 
promised to attend the dinner, including Wing Cdr. J. E. A. 
Baldwin, D.S.O. 

The Committee are anxious to make this tenth reunion 
a special success and to beat the previous record attendance 
Oreo: 

Application for tickets should be made as soon as possible 
to L. B. Goodyear, 2a, Spencer Road, South Croydon, 
Surrey. 


An H.M.S. Engadine Reunion. 


The roth Annual Reunion of the ship’s company of 
H.M.S. Engadine was held on Noy. 10 at the Adelphi Hotel, 
Strand. 

H.M.S. Engadine was the famous aircraft-carrier whose 
exploits at Cuxhavn, at Jutland, and afterwards are matters 
of common history. 

This annual reunion of the Engadine is the only one of 
its kind among the many units of the Navy. At the reunion 
there were present Active Service officers and men of H.M. 
Navy and the R.N.R., as well as Reservists and the old 
‘“temporary ratings.” 

If any readers of THE AEROPLANE served in H.M.S. Enga- 
dine and would like to have details of future teunions they 
should write to Arthur B. Ward, ‘‘ Maplehurst,’” Burbage 
Road, Dulwich Village, London, S.B.21. 


SPORT IN THE R.A.F. 
The Wakefield Boxing Tournament. 
The annual R.A.F. novices’ boxing tournament was held 


at Henlow on Nov. 7 and 8. ‘The team results were as 
follows :— 
OFFICERS. 
Digby (holders), 25; Old Sarum, 23; Sealand, 14; Henlow, 11; 


Worthydown, 7; Farnborough, 6. 
ATRMEN (OPEN). 

Halton ‘‘B,’ 30; Henlow (holders), 29; Manston, 28; Halton 
27; Uxbridge, 16; Netheravon, 13. 

AIRMEN (JUNIOR COMPETITION). 

Eastchurch, 41; Leuchars, 33; Sealand, 32; Grantham, 25; Gosport, 24; 
Calshot, 20; Northolt, 20; Andover, 16; Martlesham Heath, 15; Worthy- 
down, 13; Old Sarum, 9. 

The individual results were as follows :— 

OFFICERS’ COMPETITION. 

Feather-weight._Flg. Off. Vandyke (Digby) beat Plt. 
Higgs (Old Sarum) on points. 

Light-weight.—Plt. Off. Dickson (Old Sarum) beat Plt. Off. Gibson 
(Sealand) on points. 

Welter-weight._Plt. Off. Bainbridge (Digby) beat Plt. Off. Thompson 
in third round. 
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THE NOVICES. 


The winners of the ‘‘ Wakefield ’’ Novices’ Boxing Championships. On the left.is the Halton 


Middle-weight.—Flg. Off. Johnstone (Old Sarum) beat Fle. Off. 
Streatfield (Sealand) in first round. 

Heavy-weight.—Plt. Off. Binley (Digby) w.o., Flg. Off. Porrit (Sea- 
land) unable to box owing to injury. 

AIRMEN’S JUNIOR COMPETITION. 

Fly-weight.—AC. Rook (Leuchars) beat AC. Long (Sealand) on points. 

Bantam-weight.—AC. Davey (Calshot) beat AC. Binns (Sealand) on 
points. 

Feather-weight.—AC. Few 
on points. 

Light-weight.—AC. Johnstone (Eastchurch) beat AC. Welsh (Gosport) 
on points. 

Welter-weight.—AC. Wossell (Leuchars) beat Cpl. Turner (Eastchurch) 
on points. 

Middle-weight.—AC. Collins (Sealand) beat AC. Ridout (Northolt) in 
first round. ; 

Light Heavy-weight.—AC. Bartlett 
(Grantham) in the first round. 

Heavy-weight.—AC. How (Gosport) 
points. 


(Eastchurch) beat AC. Lawson (Calshot) 


(Eastchurch) beat AC. Mather 


beat AC. Kidd (Leuchars) on 
AIRMEN’S OPEN COMPETITION. ‘, 
Fly-weight.—L-AC. Dossett (Henlow) beat AA. Booth (Halton “B”) 
on points. 
Bantam-weight.—AC. Dengle 
<8?) on) points. 
Feather-weight—AC. Matthews 
(Halton “B”’’). 
Light-weight.—AC. Varley 
in second round; 


(Uxbridge) beat AA. Paget (Halton 


(Halton “A’’) beat AA. Simpson 


(Manston) beat AC. Fancy 
referee stopped contest. 


(Netheravon) 


Welter-weight.—AA. Williams (Halton “B’”’) beat AC. Collishaw 
(Manston) on points. 
Middle-weight.—AA. Mustey (Halton ‘*A’’) beat AA. Bradshaw 


(Halton ‘*B’) in second round. é 

Light Heavy-weight.—Cpl: Northwood (Henlow) beat AC. Richardson 
(Manston) on points. 

Heavy-weight.—AA. Wooley (Halton ‘*A”’) beat L-AC. Miller (Hen- 
low) on points. 

SPECIAL SIX-ROUND CONTEST. 

At Bantam-weight.—Drummer Bennett (2nd East Lancashire Regt.) 

beat L-AC. Williamson (R.A.F.) on points. 


Rugby Football. 

CRANWELL VERSUS WooLwicH.—The R.A.F. Cadet College, 
Cranwell, beat the Royal Military Academy at Woolwich on 
Nov. 17 by three goals and three tries (24 points) to three 
goals (15 points). Thus have Cranwell brought off the 
double event of beating Sandhurst and Woolwich in one 
year for the first time in the history of the Cadet College. 

In connection with the account of the Sandhurst match in 
last week’s AQKROPLANE the statement that Sandhurst were 
without one of their team should not be misinterpreted. 
Sandhurst fielded 15: players, but one of them was not one of 
their regular team. 

The Cranwell vistory was a triumph of fitness, keenness, 
hard practice and first-class Rugger tactics. Every man in 
the team shared in the great endeavour. ‘Their staying 
powers were particularly demonstrated in their great re- 
covery in the last ten minutes of the game when, after Wool- 
wich had scored three goals in ten minutes, Cranwell, play- 
ing up the hill, got the game back into their own hand and 
the play into Woolwich territory. 

Cranwell started down the hill but against the wind and sun and 
within two minutes of the kick-off Coote had slipped through and 
scored a try. Charles converted. After ten minutes of brisk play in 
which the Cranwell forwards were conspicuous both for their shoving 
and heeling in the scrums and for their work in the loose McKechnie 
got over far out from a scrum near the Woolwich line. The goal kick, 
from a difficult angle and into a stiff breeze, went wide. 

Cranwell kept up the pressure and were right on the ball all the 


Be 


‘*B’’ team which won the Open Championship (Airmen) with 30 points, and on the right is the Eastchurch 
team which won the Junior Championship (Airmen) with 41 points. 
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time. Their threequarters came into action and Baines, hemmed in, 
sold a dummy and gained 20 yards before passing to Murray, who 
was smothered near the line. From the scrum a reverse pass between 
the Cranwell halves was followed by an attempt to drop a goal by 
Bader. This fell short, blown back by the wind, and the Shop full- 
back cleared with a colossal kick to touch. A bout of good handling 
and straight running from the line-out brought the game onto the 
Woolwich line again and Bader, handing-off three opponents, scored. 
The goal kick fell short. 

A dangerous attack by the Shop broke down with a forward pass. 
Half an hour from the start McKechnie was over again for Cran- 
well’s fourth try. Again the kick against the wind fell short. Two 
minutes later dash, enterprise, and the ability to bring off the un- 
expected, took Bader over near the posts. Coote converted. 

A vigorous attack by Woolwich was thwarted by Henzell, the Cran- 
well full-back, who gathered near the goal and, swerving past the 
attack, gained thirty yards with his run and a fine screw kick into 
touch. Prolonged scrummaging near the Woolwich line ended with 
a long kick to safety by the Shon. 

The wind had fallen in the second half and Cranwell were faced 
with the slope of the ground. Undeterred, however, they took another 
goal off the Shop ten minutes from the re-start. This was scored by 
Elsmie and converted by Charles. 

Then the Shop attacked in earnest and for some time the Cranwell 
defence was tested to its uttermost, only to prove that the team was 
as tough in defence as it was forceful in attack. .Ten minutes’ pressure 
however defeated them and Wilkinson, a powerful wing threequarter, 
broke through and touched down behind the posts. Simpson converted. 

Woolwich attacked again with renewed vigour, each threequarter 
getting the ball away with that fraction of time before the smothering 
tackling of the Cranwell backs brought him down. A beautiful kick 
by Bader held them up once, but they used the short punt ahead and 
scored a second goal in six minutes. Fenton got the try and Godley 
converted. 

Cranwell rallied well and drove the Shop over their line to touch 
down, but another five minutes, the fiercest five minutes of the game, 
got Barff over between the Cranwell posts. Simpson converted. 

There were ten minutes to go and the astonishing fitness and 
stamina of the Cranwell team not only held up the Woolwich team 
but drove them steadily back. Cranwell made one splendid break- 
away, but Coote, with a clear field in front of him, slipped and fell. 
There was no more scoring, but for the last five minutes of that epic 
struggle Cranwell were on top. 

The Cranwell team were: Full back, Flt. Cdt. 
quarters, Flt. Cdts. Murray, Baines, Coote, Walker. Halves, Flt. Cdts. 
Elsmie and Bader. Forwards, Fit. Cdts. Letchworth (Captain), Charles, 
Hood, McKechnie, Cole, Douglas-Hamilton, EKayres and Wallace. 

A pleasing demonstration of the Esprit de Cranwell was 
given by the crowd of Old Cranwellians, some of them last 
year’s team, who had come from their Units all over the 
country to cheer Cranwell from the touch-line.—c. M. Mca. 


Boxing in Palestine. 


A Boxing Tournament was held at the R.A.F. Station, 
Ramleh, on Oct. 9, on the occasion of the visit of H.M.S. 
Royal Oak and Valiant. The three Services were well repre- 
sented in a packed house. 

The boxing was between a team representing the R.A.F. 
Command, Transjordan and Palestine, and a team represent- 
ing H.M. Ships Royal Oak and Valiant. The R.N. won 
by 27 points to 20. 

(1) A.B. Francis, H.M.S. “ Valiant,” v. AC.1. Price, R.A.F.—A lively 
bantam-weight contest. The seaman was the stronger. Price fought 
well, but in spite of his good efforts was laid low in the second round. 

(2) A.B. Dobson, H.M.S. * Royal Oak,” v. L-AC. Reynolds, R.A.F.— 
Reynolds left himself open to some hard free punches. He tired 
early and through weakness received a knock-out before the first two 
minutes were up. 

(3) Tel. Gould, H.M.S. “ Valiant,’ v. Cpl. Cardwell, R.A.F.—Gould 
found himself opposed to a very clever boxer, who, after an interest- 
ing first round, took the opportunity of landing a severe body blow 
which disposed of the Telegraphist. 

(4) A.B. Phillibs, H.M.S. “Royal Oak,?? v. L-AC. Gilmore, R.A.F.— 
An interesting fight between two welters of vastly different style and 
physique. At the end of three rounds an extra round was ordered, 
in which Gilmore seemed to take a new lease of life and easily out- 
classed his opponent and gained the decision. 

(5) L.S. Mitchell, H.M.S. “ Valiant,” v. Sign. Hancock, R.C. of S— 
A good hard fight between two light-weights who were so weil 
matched that it was only after an extra round that Mitchell was 
awarded the verdict. 

(6) O.S. Atkey, H.M.S. “ Valiant,” v. L-AC. Harris, R.A.F.—One of 
the most thrilling contests of the evening. The R.A.F. man first led 
the attack with such a terrific shower of blows that it seemed the 
contest would be over in a few seconds, but the seaman weathered 
the storm and proceeded to mix it also. Then followed three rounds 
of hard hitting and it says much for the physical condition of both 
men that an early knock-out on either side did not materialise. In 
the end it was seen that Atkey was the better man and though much 
severe punishment was taken on both sides, he emerged a winner 
on points. 

(7) A.B. Baldwin, H.M.S. “ Royal Oak,” v. L-AC. Davey, R.A.F.— 
Davey was outclassed by a more experienced boxer. Although knocked 
down for a count of eight three times in one round he showed great 
determination and continued to fight until every ounce of strength was 
taken out of him and he was knocked out. An exemplary effort that 
gained him the best loser’s prize. 

(8) A.B. Harvey, H.M.S. “ Royal Oak,’ v. Emil (Macabee Sporting 
Club).—Harvey was the winner on points. 

(9) A.B. Nicholson, H.M.S. “ Royal Oak,” v. L-AC. Rose, 
Rose fought gamely to the end and lost on points. 

(10) Tel. Gramm, H.M.S. “ Royal Oak,” v. L-AC. Plume, R.A.F.—A 
fast contest which ended in round two. Plume received such severe 
body blows that he took the count of nine. He rose to his feet but 
through pain was unable to continue. 
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(11) Stoker Rose, H.M.S. “ Valiant,’ v. Sign. Harthill, R.C. of §—' 
Two very plucky bantams in a fast three rounds; bes! were well 
matched. The Stoker gained the decision. 

(12) O.S. Warnes, H.M.S. “ Valiant,” v. L/Cpl. Hancock, RC. ofS — | 
On an extra round being ordered Hancock was the more aggressive 
and took the verdict. 

(13) O.S. Percival, H.M.S. “ Royal Oak,” v. Sign. Ellison, R.C. of 
S.—Percival was the quicker and outclassed his opponent, gaining the 
verdict on points. 

(14) O.S. James, H.M.S. “Royal Oak,” v. Sign. Steel, R.C. of S—' 
Two hard hitting welters who fought a very close contest for three 
rounds, with James prevailing in the extra round. 

(15) Marine Allen, H.M.S. “ Valiant,’ v. L-AC. Warner, RAB 
Warner boxed perfectly and outclassed his man for the best part. 
of three rounds, without, however, administering much punishment, 
Warner had made the going but Allen was strong and wary, and 
watching his chance floored his man, when there were only a few 
seconds to go. 

(16) A.B. Parker, H.M.S. “ Royal Oak,” v. Cpl. Cardwell, RAF — 
This was Cardwell’s second fight of the evening. He boxed in his 
usual clever and cool style, knocking out his opponent in the first 
round with a lightning body punch. 

The officials were :— 

Referees and Judges: Cdr. Hammick, R.N.; Maj. 
Harrington, Brit. Sect. Pal. Police; Lt.-Cdr. Reynolds, RN. ; 
ReaD anyiy, | oR ACRE eee lite Lt. H. E. Walker, M.C., 
DFC. oR AGE and sie "Off. Cole, R.A‘F. Timekeeper: 
Mr. Vaughan-Starr. 

The prizes were presented by Rear-Admiral Munro-Kerr, 
who complimented the competitors on the high standard of 
boxing, which prevailed throughout the evenin 

He pointed out that the combined strength ‘of H.MS. 
Valiant and Royal Oak was about 2,500 men in comparison 
with only 350 of the R.A.F. Command and accordingly con- 
gratulated the R.A.F. on the astonishingly good performance, 


Aquatic Sport in Egypt. 


The United Aquatic Sports of No. 4 F.T.S., Abu Sueir, were 
held on Sept. 26 by kind permission of Wing Cdr. F. K. 
Haskins, D.S.C. There was a large crowd of spectators. 

A notable feature was the wonderful swimming of Flg. Off. A. P. K. 
Hattersley, and to see him full out in the open relay convinced one 
that he was justified in ordering plain vans to remove his numerous 
prizes after the sports were over. 

The Royal Engineers were represented and the afternoon’s enter- 
tainment was completed by a Polo Match, Royal Engineers v. No. 4 
F.T.S., in which the former ran out worthy winners by 3 goals to 2. 

The results of the principal events were as follows :— 

25 Yards Free Style.—(1) Fig. Off. A. P. K. Hattersley (14 sec.); (2) 
L-AC®} Leéeers=(3) L-AC. Burt. ; 

Diving Competition.—(1) Plt. Off. R. C. T. Pearse; 
A. P. K. Hattersley; (3) L-AC. Jones. 

50 Yards Free Style.—(x) Flg. Off. A. P. K. Hattersley (32 1/5 sec.) 
(2) L-AC. Leer. 50 Yards Breast and Back Stroke.—(1) L-AC. Rous 
(453 sec.); (2) L-AC. Amphlett. 

Open Relay.—(1) No. 4 F.T.S., Abu Sueir; (2) No. 14 Sadn., Amman; 
(3) Royal Engineers. 

Serjeants’ Sealed Handicap.—(x) Sjt. Rawlinson; (2) Sjt. Dixon. 100 
Yards Free Style.—(x) Flg. Off. A. P. K. Hatterstey* (78 sec.); (2) L-AC. 
Clark. 

Plunging.—(1) Plt. Off. G. A. E. Harkness (qr ft. 8 in.); (2) Fig. 
Off. A. P. K. Hattersley (41 ft. 2 in.). Open 100 Yards Free Style.— 
(r1) Cpl. Walley (78 sec.); (2) Spr. Lawson. 

Relay, Officers, Airmen, Serjeants.—(1) Officers; (2) 
Serjeants. 

Water Polo—Royal Engineers v. No. 4 F.T.S.—Royal Engineers, 3, 
winners; No. 4 F.T.S., 2. 

The Station Band was in attendance and played at intervals during 
the whole afternoon. 

The Judges were as follows: 
Tek, IEE 
F. L. Truman. 


(2) Flg. Off. 


Airmen; (3) 


Wing Cdr. F. A. Haskins, D.S.C., 
Cc. E. Barraclough, Flg. Off. ©. A. GC. CoakereeM off 
Starter: Mr. L. Brown. M.C.: S-M.1. A. W. Stollery. 


DEVIL WORSHIP 


“Travel, in the younger sort, is a part of education ; 
In the elder, a part of experience.’’ 


—(Francis Bacon.) 


BEFORE GOING TO IRAQ READ 


THE CULT OF THE PEACOCK ANGEL. 


An account of a visit to the Yezidi Tribes of 
Kurdistan and an examination of their religion. 
By Re Ho OW. BMPSON: 


FROM 


THE AEROPLANE BOOK DEPT., 
Cannon House, Pilgrim Street, E.C.4. 


(New book list post free on application.) 
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AERIAL SURVEY IN CANADA IN 1928. 

Civil flying operations are rapidly increasing in Canada 
year by year, and one of the fields in which the most marked 
advance has been made is that of aerial surveying. The 
preliminary report for 1928 of the aerial photographic work 
for survey purposes done by the ‘Topographical Survey, 
Department of the Interior, in co-operation with the Royal 
Canadian Air Force, shows in round numbers a total of 
53,000 square miles of territory covered. Of this 22,000 
square miles was by vertical photography and 31,000 by 
oblique. 

The operations extended into eight of the nine provinces 
of Canada for such various purposes as geological mapping, 
water-power investigation, determination of pulpwood and 
lumber resources, the preparation of topographical maps, and 
experimental work. The demand for mapping is very 
urgent, and, for areas beyond the limits of present settle- 
ment, the oblique aerial photograph fits in well with present 
needs when maps on the scale of four or more miles to an 
inch are required. When greater detail and a larger scale 
in the resulting map sheets are necessary the vertical 
method is employed. 


Of the 31,000 square miles covered in 1928 by oblique 
photographs 9,500 were in the vicinity of Kenora, Ontario; 
14,600 in the valley of the Churchill river in Saskatchewan 
and Manitoba; and 4,400 in Alberta, north of lake Athabasca. 
As a result of this work several new and important map 
sheets of the National Topographic series on the scale of 
four miles to an inch will be issued by the Survey. Vertical 
aerial operations varied in size from the photographing of 
an area of 3,000 square miles to a matter of a few square 
miles only. 

There were fourteen operations covering individual areas 
of a greater extent than 100 square miles each and about 
twenty-five operations of lesser size. By provinces the 
amount of vertical aerial work carried on to date during the 
season was as follows: Nova Scotia, 2,090 square miles; 
New Brunswick, 870; Quebec, 8,470; Ontario, 5,000; Mani- 
toba, 1,680; and British Columbia, 3,890 square miles. 


Work was done for the departments of Public Works, 
Mines, National Defence, and for the following branches of 
the Department of the Interior: Forestry, National Parks, 
the Dominion Observatories, and Water Power and Reclama- 
tion. 

One of the striking features of the season’s operations was 
the taking of vertical aerial photographs. of the Lac Seul 
area and their use in connection with the creation of a 
reservoir to regulate the flow of waters in the Winnipeg and 
English rivers, for the development of power. This is 
another instance of the value of aerial photographs in the 
furthering of engineering projects in which large areas are 
involved. 

By ordinary methods ‘a survey of the Lac Seul area to 
determine the extent of country which would be affected 
by the project would have entailed some two or three years’ 
work. With the aid of vertical aerial photographs taken 
during the past summer the whole area was mapped in a 
little over three months and the actual construction of the 
immense storage dam is now being proceeded with. 


FAIRCHILDREN IN CANADA. 


Fairchild Aviation Ltd., who have hitherto been having 
Fairchild aircraft built under contract in Canada, have now 
arranged to build their own factory. All Fairchild types 
will be produced there, from the new small sport and train- 
ing low-wing monoplane up to multi-engined transport 
machines. Construction will begin within the next few 
weeks and the first output is expected in time for the open- 
ing of the waterways in the Spring. 


Arrangements are also being made to expand the trans- 
port branch of the Fairchild interests. During the Summer 
the Fairchild people have been doing a large business carry- 
ing the men and provisions into the new Chibougamou mining 
field in Quebec. 


When the success of the Fairchild activities in the past 
is considered there is no doubt that among the immense de- 
velopments of air transport in Canada the firm will take a 
place in the very front rank. Mr. Ellwood Wilson, the 
President of the Canadian Fairchild firm was one of the first 
big business men in Canada to take an active interest in 
aviation, and the firm is now getting value for all his experi- 
ence in those early days. Mr. K. F. Saunders, who is in charge 
of the flying operations, after a distinguished career in the 
Royal Air Force and considerable experience of flying under 
Arctic conditions in Sweden, has achieved great success in 
all the firm’s flying activities since he came back to Canada. 
And of late he has added a number of good and trustworthy 
British pilots to the flying personnel. So the firm is in a 
particularly good position for next year’s business. 
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A STEP FORWARD. 

Rumour is very busy in the Aircraft Industry at the pre- 
sent moment, and indicates how active aeronautical progress 
is at the moment. Such rumours as reach this office are 
generally based on fairly good information. Consequently 
one has little hesitation in giving publicity to a rumour 
which has come from several sources about a_ particularly 
interesting development in wing structure. Possibly the 
rumour may be confirmed by consulting files at the Paten 
Office. ¥ 

The statement is that an entirely new system of internal 
bracing of wings has been produced which will enable a full 
cantilever monoplane to be built lighter than any existing 
biplane or monoplane of equal area and strength. All one 
can gather is that the wing depends on a single spar and on 
internal tension bracing. 

Such a structure would obviously be of importance in big 
passenger-carrying machines. Naturally the saving in weight 
would mean extra petrol or extra passengers or freight, 
Also, if a cantilever wing can be built for less weight than 
a biplane structure there is no reason why a cantilever 
biplane should not be built to weigh considerably less than 
existing biplanes and with very much reduced head-resist- 
ance. ‘he rumour has it that this new wing has been built 
on the Clyde and that it has stood up to mechanical and 
theoretical tests. 


AN INTERESTING COMBINATION. 
Among the various interesting moves which are happening 
in the Aircraft Industry at present is the combination of 
Mr. A. V. Roe and Mr. S. E. Saunders. The precise form of 
the alliance is not yet announced, but one gathers that Mr 
Roe has taken an important interest in the Saunders firm 
and is to be a director of S. EK. Saunders Ltd. 

For a long time Mr. A. V. Roe has had an ambition to 
build a really big flying-boat, so perhaps this has something 
to do with the combination of interests. Mr. Saunders is 
the pioneer builder of flying-boat hulls in this country. The 
hull of the Sopwith Pat-boat of 1911 was a development of 
his experience with racing motor-boats in_ previous years. 
He has had much experience of building flying-boats since 
then. And Mr. A. V. Roe’s experience of aircraft building 
dates back to the earliest days of aviation. The result of 
their combined activities will be awaited with much interest. 


RELIABILITY IN THE STATES. 

Mr. Lester D. Seymour, Assistant General Manager of 
National Air Transport Inc. stated recently that N.A.T. 
machines have flown 3,306,207 miles without the slightest in- 
jury of any kind to a passenger, or the loss of a single 
ounce of mail, or express, since the beginning of operations 
on May 12, 1926. 

This tremendous mileage, a distance equal to more than 
132 times around the earth at the equator, was flown on 
regular N.A.T. routes, over half of it during the night, 
through all kinds of weather, a remarkable tribute to the 
safety and reliability of modern aviation. 

‘In this flying,’ said Mr. Seymour, ‘ there was no stunt 
flying of any nature whatsoever. Every mile was made over 
either our 725 mile Chicago—New York or our 995 mile 
Chicago—Dallas regular routes, carrying hundreds of pas- 
sengers and tons of mail and express. Our pilots and ground 
crews are responsible for this fine record, of which we are 
justly proud. ‘They are imbued with the same spirit which 
their predecessors of the pony express days cherished so 
valiantly. During September, our Liberty-motored ships 
flew 175,000 miles without a single forced landing on account 
of mechanical causes.’ 


AUSTRALIA—ENGLAND. 


On Nov. 16 Capt. Frank Hurley and Messrs. Moir and 
Owen, who left Sydney on Oct. 20 to fly to England in the 
Ryan monoplane “ Spirit of Australia,” were forced to land 
at Bundar Abbas owing to dust storms. 

The local Persian authorities have refused to allow them 
to proceed as their permit is for landing at Bushire only. 


THE IRONY OF FATE. 


On Sept. 29 an Italian flying-boat which was returning to 
Italy from Spitzbergen, where it had been engaged in the 
search for Capt. Amundsen, Commandant Guilbaud and the 
lost members of the crew of the Italia, struck a high-power 
cable near Valence and fell into the Rhone. 

An attempt was being made to alight on the Rhone either 
through bad weather or engine trouble when the machine 
came into contact with the high tension cable. e 

Major Pinzo, Lieut. Crocio and an N.C.O. fell into the rivet 
and their bodies were carried away by the strong current 
and so far have not been recovered. ‘two mechanics were 
rescued and are in hospital from minor injuries. 

To be killed in such a way after braving the perils of 
Arctic flying in search of men in whom they could have had 
no National or personal interest is surely one of the most 
ironic tragedies of Aviation. 
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“Aeroplane’’ Photograph, 


The Hawker ‘“‘ Hawfinch” is a new single-seater machine 

for day or night fighting, representing the latest developments 

in this class. It incorporates the Hawker patent system of 

metal construction, thereby facilitating production and 
reducing maintenance problems. 


{Peile ork 1ce 
HAWKER ENGINEERING CoO. LTD. 


Specialists in Military Aircraft. 


- Works: KINGSTON. 
Aerodrome: BROOKLANDS. 


Telephone: KINGSTON 1988 (3 lines). 
Cables: HAWKER, KINGSTON. 
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THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec.: Harold E. Perrin, 3, Clifford Street, London, W.xz.] 

Aerodrome: Stag Lane Aerodrome, Edgware, Middlesex. 

_ Instructors: V. H. Baker, F. R. Matthews. Ground Engineer: 
C. Humphreys. Aircraft: 3 (NY, XS and MP). 

Report for week ending Nov 18. 

Biving Nimes e277) hi. 5) ines 
Soloists : 22 (16 hr.). 

Notes.—Accommodation at Stag Lane.—The following Committee has 
been appointed to take in hand the fitting up of the members’ rooms: 
Major K. M. Beaumont, D.S.0., Capt. A. G. Lamplugh, Messrs. 
T. Elder Hearn, J. W. P. Chalmers, and R. C. Presland. 

Christmas Raffle—The raffle of the D.H. Moth (Cirrus Mark I), 
complete with C. of A., will be made in December. Individual tickets 
at 10s. each or books containing ten tickets can be obtained on appli- 
cation to the Club at 3, Clifford Street, London, W.1, or Stag Jane 
Aerodrome. It is hoped that members will assist in the disposal of 
the tickets to their friends. 


The Lancashire Aero Club. 
{Sec.: F. W. Atherton, Woodford Aerodrome, Cheshire.] 
Report for week ending Nov. to. 
Chief Instructor: D. E. Hall. Voluntary Asst. Instructors: J. C. 
Cantrill and J. J. Scholes. Ground Engineers: Bartram and Chapman. 


Instruction: 28 (21 hr: 5 min.); 


Aircraft: 2 (XD and PH). 
Flying Time: 14 hr. 55 min.; Instruction: 14 (5 hr: 5 min.); 
Soloists (under instruction): 1 (35 min.); “A” Pilots: 14 (8 hr. 20 


min.); Passengers: 
Report for week ending Nov. 17. 
Chief Instructor: D. EK. Hall. Voluntary 
Cantrill and J. J. Scholes. Ground Engineers: 


4 (40 min.); Tests: 50 min. 


Asst. Instructors: Jn ©: 
Bartram and Chapman. 


Aircraft: 2 (XD and PH), 
Flying Time: 5 hr. 35 min.; Instruction: 6 (2 hr. 30 min.); 
“A” Pilots: 7 (1 hr. 35 min.); Passengers: 2 (40 min.); Tests: 50 min. 


Notes.—A week of beautiful 
point of view by continuous rain and. gales of wind. 

MQ came back into the fold on Saturday in time to be tested. 
Her new airscrew seems to suit her and she is flying remarkably well 
for her age. QI. also came back at the week-end fitted with the 
new Avian undercarriage, but has not yet flown. ‘The performance 
of the new undercarriage will be watched with interest. The wheel 
track, although not as wide as that of the Hinkler undercarriage, is 
wider than the original solid axle type. It is also considerably higher 
and the increased angle of incidence on the main planes“in the taxi- 
ing position should result in a quicker pull-up after landing. 


The Newcastle-upon-Tyne Aero Club. 
[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 
Report for week ending Nov. 18. 
Instructor: G. M. S. Kemp. Ground 


weather marred only from a flying 


Bngineer: KC. Brown: 


ASSt.c) Iunait, GeAtnenates seth ln OVaratie alexa: 
Flying Time: 18 br. 55 min.; Instruction: 7 (12 hr. 30 min.); 
SA Pilots: ro (§ br. & mine); Passengers) 2 (So min); Pests: 3 


(30 min.). 

Notes.—The Club’s fifth annual dance was held in Newcastle last 
Friday and we were pleased to see a goodly number of members and 
friends present. Mr. Billy Merson, who was appearing in the town, 
paid us a visit, and his songs were much appreciated. 


The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet.] 

Report for week ending Nov, 17. 

Instructor: G. R. Beck. Ground Enginecr: 
(RF and TB). 

Flying Time: 2 hr. 55 min.; Instruction: 
3 (r hr. 25 min.); Passengers: 1 

Notes.—This week’s hours tell 
nounce that Col. Walker 


R. Morris. Aircraft: 2 
(3 Se ee AlePe OTS. 
(40° mine) esitsiss. (rs mate 

their own tale! We regret to an- 
was taken ill very suddenly on ‘Thursday 


Se 


AIRMINDEDNESS IN SOUTH AFRICA.—The picture shows a group of, passengers who were taken up in a Moth 
piloted by Mr. Len Oates, Manager of Atkinsons Motor Garages Ltd., of Bloemfontein. 
machine for business duties, visiting the firm’s various branches all over the country. 

shows, he occasionally uses it for the pleasure of others. 
employed by the Atkinson firm which, judging by their number, evidently does big business. 


———. 


} 


last and has been removed to a Nursing Home. 
ing him a speedy recovery. 


The Midland Aero Club. 
[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 
Aerodrome: Castle Bromwich, Birmingham. 
Report for week ending Nov. to. 
Instructors: Flt. Lt. T. Rose, D.F.C., and W. H. Sutcliffe. By 
ginecr: W. J. Halland. Asst.-Engineer: G. Rees. Aircraft: 3 iT 
LW and xX‘?). | 


We all join in wish 


Flying Time: 19 hr. 26 min.; Instruction: 11 (5 hr. 50 min.) 
Soloists: 14 (7 hr. 20 min.); Passengers: 6 (4 hr. 45 min.); Test: 1 hy 
31 min, | 


Notes.—Mr. M. Blakeway made a successful first solo. | 

On Friday Flt. Lt. Rose, accompanied by Mr. A. G. Hurrell, fley 
XT to Stag Lane. Later in the day Fit. Lt. Rose flew to Brookland 
for the Household Brigade At Home and on Saturday returned { 
Castle Bromwich with Mr. W. L. Handley as passenger. : 

Report for week ending Nov. 17. 

Instructors: Flt. Lt. T. Rose, D.F.C., and W. H. Sutcliffe, We, 


gineer: W. J. Halland. Asst.-Engineer: G. Rees. Aircraft: 3 (LT 
LW and XT). 
Flying Time: 11 hr. 4 min.; Instruction: 5 (4 ht. 35am) 


Soloists ; 
min.). 

Notes.—Very bad weather has been responsible for the reduced fly 
ing time, which is the lowest since April. 


The Hampshire Aeroplane Club. 

[Sec.: H. J. Harrington, Hamble, Hants.] 

Aerodrome: Southampton Aerodrome, Hamble. 

Report for week ending Nov. 11. 

Instructors; Fit. Lt. F. A. Swoffer, M.B.E., and W. H. Dudley, 
Ground Engineers: E. Lenny and Je Elliott. Aircraft: 2 (OI anc 
OH) 

Flying Time: 
Soloists: 75 


zz (5 hr. 35 min.); Passengers: 2 (35 min.); Despeme (3 


35 min.; Instruction : 
«A Pilotss 


39 hr. 
(Saute 25 edits). 


29 (25 hr. 15 min): 
12 (6 hr. 20 min,); Pas. 


Sengers : 2 (x hr. 15 min.)} Nest + xoq(@pbieessemmimn) 

Notes.—Miss Home has now completed the tests for her ‘A’ 
Licence. Messrs. Angus, Storey and Thorn made successful first 
solos. 


Report for week ending Nov. 18. 


Instructors: Fit. Lt. F. A. Swoffer, M.B.E., and W. H. Dudley. 


Ground Engineers: E. Lenny and J. Elliott. Aircraft: 2 (OI and 
OF). 

Flying Time: 24 hr. 10 min.; Instruction: 23 (14 Hr. 10 muan.); 
Soloists: 5 (2 hr. 15 min.); “A” Pilots; x0 (5) daeQueeeen)) 


Passengers: 3 (i hr. 10 min.); Tests: 98) G=ht.10-man)e 

Notes.—There has not been much flying this week. ‘The wind 
indicator is torn to ribbons and the hangars are minus several slates. 
No new members have been enrolled, no one has made a first solc 
flight, and no one has completed the tests for his “A” Licence. 
However, we have not been entirely idle. 

We gather that the Chief Instructor has written a book on how tc 
fly without the aid of aeroplanes. The Chief Ground Engineer has 
invented a new what-not out of which he may, or may not, make his 
fortune. The Chief (and only) Steward has laid in a fresh stock of 
comparatively rare, and possibly refreshing, wines. The Chief Secretary 
—but no, we feel that in this case another adjective is more frequently 
employed. ‘he typist has got the filing up to date, and the very 
unchief boys (we should say the Assistant Ground Engineer and the 
Deputy Assistant Ground Engineer) have been wielding the paint 
brush faithfully so that our thachines may shine like new pins when 
we do see the sun again. 

The Bristol and Wessex Aeroplane Club. 

[Sec.: Major G. S. Cooper, D.S.O., Filton Aerodrome, Bristol.] 

Report for week ending Nov. ‘17. 

Instructor: “¥5. 3B. Wa Bantlete, 
Aircraft: 2 


Ground Engineer: A. W. Webb. 


(YH and TV). 


SSA 


Mr. Oates uses the 
But, as the picture 
The young women in the picture are typists 
Recently a 


light aeroplane club has been formed at Bloemitontein and he has put his Moth at the Club’s disposal, an act 
which is much appreciated. 


=a 
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The 


WESTLAND WIDGEON 


} 


' 


(* Aeroplane”? photograph.) 


An ideal light ’plane for the private owner, club use, etc. Robustly 
constructed to exceedingly high standards. An excellent machine 
which will be appreciated by ‘the most experienced as well as the 
new pilot. Possesses exceptional controllability, even when in 
ated flight. Folding wings—no rigging to require adjustment ; 
excellent view for pilot and passenger. Low running costs. With 
Cirrus III or Genet Engines. 


} 


A well-known Flying Officer touring Europe writes :—‘‘ We were 
lucky, perhaps, to be flying a ‘Westland Widgeon,’ which is 
exceptionally stable in bumpy weather, owing to the position of 
the wing, and which is provided with controls that are delight- 
fully balanced. The view is also exceptionally good, and this does 
a lot to relieve anxiety in bad weather.” —Flight. 


For full particulars and prices, apply 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


Works: YEOVIL, ENGLAND. 


Telegrams: ‘Aircraft, 141, Yeovil.”’ Telephone: Yeovil No. 141. 
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Flying Time: 
nA? POS 
(35 min.). 

Notes.—We have made the most of what little time during the 
week has been suitable for instructional flying. 


The Cinque Ports Flying Club. 
{Hon. Sec.: R. Dallas Brett, 114, High Street, Hythe, 
Aerodrome: Tympne. 
Report for week ending Nov. io. 
Instructor: H. G. Travers, D.S.C. Ground Engineer: 


(yin! 755 unin)5 
(20, min.) Rests) 5 


7 hr. 35 mini; Instruction: 5 
4 (2 hr. 45 min.); Passengers: 2 


Kent. ] 


R. H. Wynne. 


Aircraft: 2 (NN and YJ). 
BKiging, Time: x13 hr? 30) mins Instruction 2.96 (8 ht. 450 ai.) 
Soloists’ (under instruction) > 4 (4 hr) 10 min,); ““.A ~~ Pilots 


(25) min). )s "Passengers ir )(copmin:.);) Pests: a (rosin): 

Notes.—The weather was kinder and the Club achieved a satisfactory 
week’s work. Three first solos, an “ A’? Licence and the airframes 
still intact. 

On Monday, Nov. 5, Messrs. Sargent and I.aw did excellent first solos. 

On Friday, Nov. 9, Mr. Travers and Mr. Law flew YJ to Brook- 
lands to attend the opening meeting of the Household Brigade Flying 
Club, with which this Club recently entered into a working agreement. 

On Saturday, Nov. 10, Mr. Law, a London member, successfully 
passed for his “A” Licence. He put un a very fine performance in 
difficult weather. His landing after his figures-of-eight was a model. 

Later in the afternoon, Mr. Somerset, of the Guards Depot, Canter- 
bury, was sent solo. His first approach and landing were so good 
that the spectators thought they might have been just lucky, but 
he took off again immediately and repeated the performance exactly. 
If all first solos were as polished as Mr. Somerset’s insurance rates 
would come down with a bump. The Club congratulates Messrs. Law, 
Sargent and Somerset on excellent performances and Mr. Travers for 
achieving the results. ; 

Altogether a very good week. 

Report for week ending Nov. 17. 


Instructor: H. G. Travers, D.S.C. Ground Engineer: R. H. Wynne. 
Aircraft: 2 (NN and YJ). 

Piging Dime: saint. 25 miss) Instructions, 3) (tr Shr. ayy.) 
Soloists (under instruction’: 3 (2 hrs.); “A” Pilots: 2 (30 min.); 
Passengers 2 (20 min.) Tests: “1 (45 min.). 


Notes.—Two great gales are responsible for our small flying time 
this week. Sunday was fine in the morning, but during the after- 
noon the clouds came right down onto the aerodrome and spoiled 
what promised to be a good day. 

During the second gale the anemometer registered gusts up to 82 
m.p.h. and Mr. Armstrong of Imperial Airways put up a fine per- 
formance in landing a W.10 containing three very sick passengers 
at Lympne. It is reported that the handling staff who took hold of 
the Handley Page to bring it into the hangar had the unpleasant 
experience of being taken for a short joy-ride while strap-hanging to 
the machine when it was lifted off the ground by a tearing gust. 
However nothing was broken and Cant. Armstrong and his W.10 
succeeded where the Channel boats had failed. A good show. 

On Saturday the Club’s new “A” Licence pilot, Mr. H. R. Law, 
made an excellent cross-country flight to London in YJ and hazy 
weather. As Mr. Law had only done about 4 hours’ solo flying prior 
to this, his performance was extremely praiseworthy. As his time is 
not yet known it is not included in the hours flown for the week. 


Liverpool and District Aero Club. 


{Sec.: J. Ellis, Hooton Park Aerodrome, Wirral.] 
Report for week ending Nov. 17. 
Instructor: Fit. Lt. J. B. Allen. 


Ground Engineer: Mr. Howard 


Pixton. Aircraft: 2 (XY and WK). 
Flying Time: 12 hr. 50 min. Instruction: 16 (9 hr. 30 min.); 
Soloists 3) 327)(5oumuin:)5"" “Ae Pilots | teat S55. nItem Te StSes ag (35 


mins.). 

Notes.—The weather has been more suitable for a preliminary course 
in Arctic Exploration than learning to fly. 

Our blue tit is still bullying XX, we are thinking of putting XX 
on a diet of “ Benbow ” after noting last week’s comments in THE 
AEROPLANE. 


The Northamptonshire Aero Club. 


{Hon. Sec.: P. G. Hayward, 19, Market Square, Northampton.] 

Aerodrome: Sywell. 

Owing to the success of our recent Pageant at Sywell Aerodrome 
on Sept. 29, the Committee have decided to hold a further Pageant 
on Whit Tuesday, May 21, 10209. 

All pilots, aircraft manufacturing firms and members of various 
Clubs are cordially invited to attend. 

Further details of the arrangements will be forwarded in due course 
and the Secretary shall be pleased to supply information regarding 
the Club or the Pageant to anybody requiring it. 


Tke Household Brigade Flying Club. 

The Household Brigade Flying Club confines its membership, which 
at present numbers about 70, to past and present Officers of the 
Household Cavalry and the Brigade of Guards. 

Major-General C. E. Corkran, C.B., C.M.G., is the President of the 
Club, Colonel C. P. Heywood, €.M.G., D.S.O., Chairman, and Lieut. 
R. L. Preston, Coldstream Guards, Hon. Secretary. 

The present policy. of the Club is to take advantage of certain 
arrangements with other clubs regarding flying instruction. 

Until Mar. 30 the Club Headquarters are at Brooklands, but from 
April onwards they will be at Heston Aerodrome, which is ideally 
situated for Iwondon, being near where the Great West Road meets 
the Bath Road. 

Later it is hoped to obtain a Club aeroplane at Heston for “*A” 
licence pilots. 

At present eight members have their “‘ A” licences and several more 
members. are under instruction. 

The Club sustained a great loss in the death of the late Lieut. 
G. Madocks, Coldstream Guards, in a flying accident at the opening 
meeting of the Club at Brooklands, while piloting his own machine. 
However it has not prejudiced the success of the Club and the House- 
hold Brigade Flying Club seems to be going ahead with great vigour. 


The Scottish Flying Club. 

[Sec.: George Bald-in, 101, St. Vincent Street, Glasgow.] 

Report for week ending Nov. 17. 

Instructor: R. M. Stirling. Ground Engineer: W. R. Calder. ir. 
Graft: 2° (VG and aby): 

Flying Time: 12 hr.; Instruction: 5 hr. 45 min.; Soloists: 1 hr. 
20 min.; Passengers: 3 hr. 45 min,; Tests: rx hr. Io min. 

Notes.—Instruction with Mr. Stirling: Miss liendry, Messrs. Fair- 
weather, Primrose and, Sinclair. ' 

We thank ¢. G. G. for his gratuitous report on the work of the 
Club in last week’s THE AEROPLANE, but at the same time hasten to 
correct him on one or two matters which he, no doubt, through an 
excess of admiration for us, has rather exaggerated. We certainly lay 
no claim to be a _ super-efficient Club—far from it. We have much 
to learn. Our staff is quite good, but we ask that their blushes be 
spared, and would remind C. G. G. that comparisons are odious, 
Lastly, our seeming aloofness from the inter-Club affairs is not of 
our own choosing but is rather forced upon us geographically. 

Flying during the week was greatly hampered by almost incessantly 
wet weather and by the consequent state of the landing ground, but, 
in spite of this, the enthusiasm shown by members in taking ad- 
vantage of every bright spell was very gratifying, 

The social evening held on Tuesday in conjunction with the visit 
of Sir Sefton Brancker proved most successful and was thoroughly 
enjoyed by all. In the course of a short address, Sir Sefton explained 
very clearly the position of the Clubs with regard to the proposed 
Guest Scheme, and advised us to approach it with a broad mind and 
with a due regard to the progress of aviation as a whole. During the 
evening the Badminton Section played off an American Tournament 
under the control of Mr. J. C. Houston. After some interesting play 
the winners were Miss Elizabeth Anderson and Mr. G. C. Walker. 

The sudden and altogether unlooked-for closing down of the Reserve 
Training School at Moorpark Aerodrome, on the instructions of the 
Air Ministry, has reduced the aerodrome personnel very considerably 
and, besides depriving the Club of excellent neighbours, has had a 
most depressing effect on those most interested in aviation matters. 

FLYING SCHOOLS. 
The De Havilland Flying School. 

Report for week ending Nov. 18. 

Flying Time: 43 br. 5 min.; Instruction: Dual, 13 hr. 20 min., Solo, 
15 hr. 50 min,; Other Flying: 13 hr. 55 min. 

Notes.—_In common with the rest of the country we have experi- 
enced continuous bad weather during the week. Nevertheless six 
new Gipsy-Moths were tested and delivered and several more are 
ready for their initial flight. 

Some of the new workshops at Stag Lane Aerodrome are now 
nearing completion and the production. of Gipsy-Moths should greatly 
increase in the near future. 

It is pleasing to note that Capt. Malcolm Campbell has found his 
Gipsy-Moth of great service in his search for a suitable speedway in 
Africa on which to attack the motor-car speed record, and we wish 
him every success on his next attempt. 

Another of the popular dances organised by the D.H. Sports Club 
is to be held on Wednesday, Nov. 28, at the Arcadia Dance Salon, 
Finchley. 

The Brooklands School of Flying. { 

[Sec.: H. S. Hamilton, Brooklands Aerodrome, Byfleet.] 

Report for week ending Nov. 18. 

Instructors: Capt. H. D. Davis, A.F.C., and Major Pickthorn. 
Ground Engineers: W. A. Watts and W. H. Hellon. Aircraft: 2 (VE 


and WJ). 
Flying time: 15 hr.-30 min.; Instruction: 10 (11 hr. 45 mun.; 
Soloists: 2 (40 min.); “ A’? Pilots: 2 (x hr. § min.) ; Passenserieee 


Notes.—As stated in our last report, the Brooklands School of Fly- 
ing Ltd. was officially opened on Friday, Noy. 9. Despite the very 
bad weather some results have already been shown. 

Mrs. W. B. Scott, the famous racing motorist, has done her first 
solo in perfect style. Also Mr. G. P. Kerr, of The Eastern Evening 
News. 

We welcome three new pupils:—W. JT. D’Kyncourt, EH. L. Donner 
(Guards’ Club) and C. S. Burney, the well-known motor cyclist. 

Our Sunday “ At Home” Meeting was a great success and we wish 
to thank Lieut.-Col. G. L. P. Henderson, Capt. Geoffrey de Havilland, 
Mr. Hubert Broad, the Hon. F. EK. Guest, Miss Spooner, Fit. Lt. E. R. 
Scholefield, Flg. Off. Summers, and many other well-known pilots for 
helping the proceedings. 

The Directors of the Brooklands School of Flying intend to make 
a special point of week-end flying and we invite all private owners 
and those interested to turn up any week-end. 

The Brooklands School At Home. 

The Brooklands School of Flying gave a very cheery afternoon At 
Home on Sunday last, Nov. 18. The good feeling which exists among 
the newer generation of aviators and the older was shown by the 
number of aviators from the districts all round London. Altogether 
there were ten or a dozen machines on the ground. 

Capt. de Havilland came over on his Coupé Moth and took up 4 
number of passengers, all of whom were delighted with the comfort 
of the machine. Mr. Broad performed his usual beautiful evolutions 
to the joy of beholders. Lt.-Col. Louis Strange arrived alone im the 
Simmonds Spartan and before alighting performed in a way which 
showed that he has revived all his old skill as a War pilot. Hyvidently 
he has not joined the famous Non-Tilt Pilots’ Union, that mythical 
organisation which is one of the standing jokes among aviators who 
are in favour of Safety First. Mr. Tiny Scholefield crowded into the 
Spartan later and showed its possibilities as an aerobatic machine. 
Miss Spooner arrived by road, having lent her machine to another 
pilot. Mr. Schofield, R.A.F., also came by road, as did several other 
pilots who were temporarily without machines. One mentions this 
as showing the popularity of. these afternoon At Homes. — a 

Capt. Davis, the Managing Director of the School, and his assistant 
pilots, took up many passengers in the school machines. Mrs. 
Lindsay (Capt. Davis’ mother), Mrs. Davis and Mrs. Scholefield, a 
the Reception Committee, entertained the guests of the School mos 
hospitably and the whole show was thoroughly enjoyable.—c. G © 
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RECORD FLIGHT TO BERLIN 
ON SHELL PETROL 


The flight of the Simmonds ‘Spartan’ 
from Croydon to Berlin in the latter 
half of October again demonstrated 
the superiority of Shell. 


Mr. H. W. R. Banting, with a passen- 
ger, flew the distance of over 600 miles 
in 7 hours 10 minutes in a Simmonds 
‘Spartan’ light aeroplane fitted with a 
Cirrus Mark 3 engine, and returned 
in a little under 6 hours. 


This is a world’s non-stop record for 
this kind of flight in a light aeroplane. 


SHELL 


THE WELL BALANCED PETROL 
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THE BROOKLANDS FLYING SCHOOL. 


A recent development in aviation which deserves particular 
attention is the formation of the Brooklands School of 
Flying, Ltd., which has taken over the assets and goodwill 
of the Henderson Flying School at Brooklands, founded and 
run so successfully by that well-known pilot, Lt. Col. G. 
ly. (Bs hendérson® 

The Brooklands School of Flying is certainly one of the 
happiest names which could have been chosen, in view of 
the historical associations of Brooklands with the earliest 
days of flying. The Managing Director is Capt. H. D. 
Davis, A.F.C., late R.F.C. and R.A.F. With him is asso- 
ciated Mr. H. \S. Hamilton, as Secretary, atde ivi wean: 
Oldmeadow, both as co-directors of the firm. 

Capt. Davis has been chief instructor at the Henderson 
Flying School since 1927, and looks so youthful that pros- 
pective pupils at the School might easily be deceived into 
thinking that he is a post-War product of aviation and might 
thereby be made suspicious of his competence as an in- 
structor. As a matter of fact, Capt. Davis is quite among 
the pioneers of aviation. He first took an active interest 
in flying in the year 1910 when, as a small boy at school, 
he started the Dover Model Aero Club. 

In the following year he ran away from school and imposed 
himself on the late S. F. Cody as a member of his staff on 
Laffan’s Plain, Aldershot. His parents tried to persuade 
him to follow a more respectable cccupation than aviation 
promised to be at that time, but he insisted on staying 
where he was, and his parents very wisely let him have his 
way and made him a small allowance to eke out whatever 
little pay our old friend Cody could give him as a boy 
labourer in those days. 

One fears that Capt. Davis’ mother was largely to blame 
for her son’s infatuation with aviation, for she herself was 
one of the very first women in England to take a vivid 
interest in flying. One well remembers Mrs. Davis, in the 
earliest days of THE AEROPLANE, visiting the office of this 
paper and arguing vehemently the fitness of women as 
pilots, while occupying the only office chair,—and a broken 
one at that, which was even more precarious than the aero- 
planes of the period 

However, young Davis remained an enthusiastic member 
of Cody’s staff until that much-beloved pioneer was killed 
through the breaking of one of his own machines, Aug. 7, 
1913. A month after this tragedy Davis joined the Sopwith 
Aviation Co. Ltd. as a premium pupil. 

Immediately on the outbreak of War in August 1914, he 


joined the R.F.C. as a mechanic and was posted to France 
early in September, so, for all his youthfulness, he is the 
possessor of the much-coveted 1914 Star. By steady applica- 
tion to his work he rose to the rank of flight-sergeant, and 
early in 1916 was given a commission. He qualified as 4 
pilot of Maurice Farman Longhorns and was posted to No. 32 
Squadron, R.F.C., in the Field. 


In 1917 he was appointed Flight-Commander, and, after 
serving over-seas for eight months, was posted to the famous 
Gosport Special School of Flying, which, under Major 
Smith-Barry and Major F. P. Scott, raised the high-water- 
mark of piloting to unsuspected heights. There Capt. 
Davis qualified as Ar and was posted as Wing Examining 
Officer to the 34th Wing, where he was at the time of the 
Armistice. 

In 1919, as soon as Civil flying began, he qualified to carry 
passengers for hire or reward and holds B licence No. 22. 
He was then put in charge of the joy-riding detachment run 
by A. V. Roe and Co. Ltd. at Margate. In 1921 he gave up 
flying as a profession and took over a partnership in a 
welding business in London. But he remained on the 
R.A.F. Reserve all the time. 

In 1927 he returned to flying again as chief instructor 
under Col. Henderson. And with him he has worked 
amicably until he himself took over the business. 

An interesting point about the Brooklands School is that 
all the shareholders in the firm are qualified aviators or 
flying pupils. The early associations of Brooklands with 
aviation led to the choice of the new name, and the chief 
aim of the directors is to carry on the old Brooklands tradi- 
tions. From what one has seen of it in action one can youch 
for the fact that it is just as cheery as, and considerably 
more effective than, were those pioneer establishments which 
were the joy of one’s life seventeen or eighteen years ago. 

Cc. G. G. 


IN THE SUDD. 


Lieut. Commander Glen Kidston (late R.N.), who was flying 
to Kenya in a Fokker FVII-3m. accompanied by a friend, a 
valet, a cinema operator and piloted by Mr. Donald Drew, has 
crashed in the Tombe channel, 30 miles south of Bor, in the 
Sudd region of the Sudan. 

A steamer from Mongalla has picked up the party at Malek 
and the crew intend to return later to salve the machine, 
the extent of the damage to which is unknown. 

[Note by the Office Humorist :—How sudan and what a 
bor to tomber in the sudd.] 
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SPARTAN wouLpD 


SIMMONDS AIRCRAFT LTD., SOUTHAMPTON. 


THE 


HAVE GOT YOU THERE. 
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~ VICKERS (AVIATION) LIMITED 


yp LISBON 
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A 


ZI CASA BLANCA 


SAGADIR 


wy 


Y CABO JUBY 


AFRICA 


O PORT GENTIL 
IN POINTE NOIRE 
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> OU TH 
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- ~KABOMPO 
AT LA N ey C aSROKEN HILL 
DTETE if 
Ce ALN! 
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LISBON TO 


LAURENCO MARQUES 


A flight from Lisbon to Laurenco Marques (total distance 16,014 kilometres) 
was accomplished in 100% flying hours by Captain Pais Ramos, Captain 
Oliveira Viegas, Ten. J. Esteves and Mec. M. Antonio in two 
VICKERS-NAPIER “Valparaiso” Military two-seater Landplanes. 
(The machines concerned were supplied by Vickers Limited to the Portuguese 
Government in 1924 since when they have been in constant service.) 


| Head Office: 
| VICKERS HOUSE, BROADWAY, LONDON, S.W.1. 


AIRCRAFT FACTORY, WEYBRIDGE, SURREY. 


) 
Te CN 
KINDLY MENTION “ THE AEROPLANE” WHEN CORRESPONDING WITH ADVERTISERS. 


, 
f 


864 


The Aeroplane 


NOVEMBER 21, 192 


COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEE. 
Trips per Day.—Sunday, 7; Monday, 13; Tuesday, 20; Wednesday, 17; 

Thursday, 10; Friday, 6; Saturday, 16. 

IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich; 
turn: Machines 40, 

AIR UNION: 
Paris—London and return: Machines 16, passengers 49, freight 143 
tons. 

K.L.M. : 

Amsterdam—Rotterdam—London and return: Machines II, passengers 
48, freight 4 3/5 tons. 

SABENA : 

Brussels—London and return: 
2 tons. 

DEUTSCHE LUFTHANSA A.G.: 
Amsterdam—London and return: Machines 12, passengers 30, freight 
2 tons. 

MISCELLANEOUS : 

British machines 3, passengers 1. 

Foreign machines o, passengers o. 

Total number of trips by British Machines, 43, carrying 225 pas- 
sengers. Foreign Machines, 46, carrying 137 passengers. 


COMPARATIVE FIGURES. 

Week ending Nov. 17: 
Machines, 89; Passengers, 362; 
Corresponding week, 1927: 
Machines, 79; Passengers, 
Corresponding week, 1926: 
Machines, 50; Passengers, 133; Crews, 65; 
Corresponding week, 1925: 
Machines, 43; Passengers, 
Corresponding week, 1924: 


London—Ostend—Brussels—Cologne 
passengers 224, freight 13 tons. 


Machines 7, passengers io, freight 


Crews, 175; Total personnel, 537. 


; Crews, 144; Total personnel, 448. 
Total personnel, 108. 


Crews, 52; Total personnel, 163. 


Machines, 61; Passengers, 134; Crews, 76; Total personnel, 210. 
Corresponding week, 1923: 
Machines, 31; Passengers, 57; Crews, 49; Total personnel, 106. 


Corresponding week, 1922: 
Machines, 65; Passengers, 
Corresponding week, 1921: 


151; Crews, 121; Total personnel, 272. 


Machines, 44; Passengers, 87; Crews, 71; Total personnel, 158. 
Corresponding week, 1920: 
Machines, 47; Passengers, 85; Crews, 57; Total personnel, 142. 


Croydon Notes. 


Conferences and arguments as to methods of traffic contro} 
in bad weather are now in full swing. After the argument 
recorded last week as to the order of starting in fogs, some- 
one—not it may be said a member of the Aerodrome Traffic 
staff—has been suggesting that the Traffic Officer on duty 
should have absolute authority to settle all questions of this 
sort—even to ordering machines down onto the nearest 
aerodrome to give a clear way for another machine. 

Though nobody who knows the facts of the case imagines 
that such a system would work without violent friction, the 
suggestion seems to have been received with considerable 
approval in high official quarters, and there are prospects 
that some effort to institute some such system may be made. 

The essential difficulty is that traffic control at present 
must cater for pilots whose knowledge of the routes varies 
considerably, and whose readiness to come through from the 
coast in bad weather varies perhaps even more. 

Now imagine three or four machines all approaching Croy- 
don in thick weather. One—the ieading machine—is un- 
familiar with the route, or for some other reason is not 
particularly happy and spends a good deal of time hunting 
round for the best way in. Behind him are pilots who know 
the route and ready and willing to come straight on. Is the 
Control Tower to order the following machines to wait until 
the leader either gets to Croydon or sits down somewhere 
else? or to order him down to clear the road for the fol- 
lowers? or let them all come through and risk two or three 
of them meeting in the Redhill valley? 

Hither of the two first alternatives will annoy one or other 
party, and the third is merely to leave things as they are. 

On Friday the Croydon anemometer registered a gust of 
slightly over 80 m.p.h.—so far a record for anywhere in the 
neighbourhood of London. Before the gale reached its 
height, the rain made a thoroughly good effort at record- 
beating, and Croydon was on that morning the wettest and 
windiest aerodrome that has been encountered in over fifteen 
years’ experience of such places. 


and re- 


MALLITE PLYWOOD 


USED BY. THE LEADING AIRCRAFT MANUFACTURERS 


PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. 


Early in the morning clouds were well down on the hill; 
but four machines succeeded in getting out and two j 
coming in before 10.30 hours. After that the wind stoppe 
everything. oe 


THE CAIRO—BASRAH SERVICE. 


A newspaper report on Noy. 17 stated that the Air Ma; 
on the service between Cairo and Basrah was overdue ar 
that a machine was missing in the desert. 1. re 

Imperial Airways state that the machine in questi 
held up at Gaza by bad weather on Thursday, Noy. 
reached Baghdad on Friday, Nov. 16, made up lost ¢ 
flying from Baghdad to Basrah and back on Saturday, 
17, and reached Cairo, according to normal sched 
Sunday, Nov. 18. 


THE HOLLAND-EAST INDIES SERVICE. 


On Nov. 15 the last of the five Fokker FVII-3m 
planes (three 200 h.p. Armstrong-Siddeley Lynx engin 
fly from Amsterdam to Batavia arrived back in Ams 
after a flight from Batavia lasting only nine days. T 
four machines all remained in the Dutch East Indies 
operate the recently inaugurated service between Bata 
Sourabaya and Bandoeng. % 

On Dec. 7 another machine will leave Amsterdam w 
Christmas mail for the Dutch East Indies and will return t 
Amsterdam before the New Year. ‘i 

Further experimental flights will be made in the first fou 
months of next year. In September a regular fortnighth 
service will begin for mails only, and in 1931 a regular pas 
senger service will be inaugurated. 


CIRRUS ENGINES IN. THE U.S.A. 


The exclusive American sales, manufacturing and distribu 
tion rights for the A.D.C. Cirrus engine have been purchase: 
by a banking syndicate headed by Campbell, Peterson anc 
Co. Inc. of New York City. 

An official of the above-mentioned company has stated tha 
a thorough investigation of the merits of the engine ha: 
been made and the company considers that it will be « 
splendid addition to the American market. 

Many Cirrus engines have already been sold in the U.S.A 
and it is reported that more than 2,500 applications have 
already been made to the banking syndicate for agencie: 
through the United States. 


CIVIL AVIATION IN PARLIAMENT. 
CIVILIAN PILOTS. } 

In the House of Commons on Noy. 13, in reply to a question by Capt 
Garro-Jones, the Secretary of State for Air said that there were sis 
light aeroplane clubs in operation during the period, January tc 
September, 1927; and eleven at the beginning and thirteen at the enc 
of the period, January to September, 1928. The number of new licence: 
issued to club members during the former period was 56 and during 
the latter period 171. 

The number of civil licences issued to persons other than thos 
above during the same periods was 87 and 136 respectively. In al 
cases licences issued to serving R.A.F. officers are excluded. 

LOW FLYING. 

In the House of Commons on Nov. 14, in reply to a question by 
Mr. Day, the Secretary of State for Air said that the total numbet 
of complaints received from time to time, regarding low flying ovet 
thickly populated districts, was not great. Each complaint was dealt 
with by a senior officer at the Air Ministry, carefully investigated 
and, if considered desirable, brought to the personal notice of the 
Secretary of State for Air. Suitable action was taken whenever the 
circumstances appeared to demand it and the pilot could be identified 
For example, an R.A.F. pilot might be dealt with disciplinary 
[sic Hansard—Ep.] or even brought before a court-martial; and 4 
civil pilot’s licence might be suspended if he could give no reason- 
able explanation of his low flying. He was also liable to have 
proceedings taken against him by the police under the Air Naviga- 
tion Order where, by flying at a low altitude or in proximity to 
persons or dwellings, he causes unnecessary danger to persons Ot 
property. The Air Ministry was fully alive to the importance of this 
question and he was most desirous that the development of aviation 
in this country should be attended by a minimum of inconvenience 
to the general public. Special warnings on the subject had been 
issued to both Service and civil pilots. 

THE ENGLAND—INDIA SERVICE. 

In the House of Commons on Nov. 15, in reply to Sir N. Gratton- 
Doyle, the Secretary of State for Air said that an agreement was being 
made with Imperial Airways which provided for the beginning © 
the England—India air service on April 1, 1929. 

THE CHICAGO EXHIBITION. ae 

In the House of Commons on Nov. 15, in reply to Sir H. Brittain, 
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the Secretary of State for Air said that so far as he was aware there 
would be no British exhibit at the forthcoming Chicago Aviation 
Exhibition. 

THE LONDON—PRAGUE SERVICE. 

In the House of Commons on Noy. 15, in reply to Sir H.’ Brittain, 
the Secretary of State for Air said that he hoped the aeroplane ser- 
vice between London and Prague would be inaugurated in the Spring 
of next year. It was proposed to operate a daily service (Sundays 
excepted) in each direction for about seven to eight months during 
each year. 


FLYING-BOATS AND OCEAN FLYING. 

The opinions which have been expressed in THe AEROPLANE 
of late concerning the sea-worthiness of flying-boats for 
regular ocean air-lines, seem to be confirmed by the recent 
loss of one of the wooden-hulled Southamptons delivered 
recently to the Royal Australian Air Force. Flying-boats for 
fighting Services can stay at home in bad weather in time 
of peace, or they can be smashed up regardless of cost in 
money or lives in time of war. But Air- line boats must run 
to schedule and must not kill or drown their passengers. 

There is certainly no flying-boat in the World which is 
better able to ride out a gale on the water than is the 
Supermarine Southampton. Possibly if the Supermarine 
Company, or any other of our first-class flying-boat builders, 
were to build a flying-boat twice as big as the Southampton 
it would stand a gale which would raise waves twice as high 
as those which the existing Southampton will stand. But 
seeing what damage is done to sea-going steamships with 
hulls ever so much bigger than can ever possibly be built 
economically for flying-boats, anybody interested in this 
side of aviation must realise that there is a limit to what 
flying-boats will stand so long as the design is such that 
hull, wings, engines and tail unit are supposed to remain 
in one piece. 

From what one can gather, the pilot of the Australian 
Southampton had his boat properly moored when it was 
struck by a miniature hurricane. He managed to save the 
hull, tail, tanks and wing-floats, some of the struts and most 
of the wireless and internal gear. New main planes and odd- 
ments will have to be sent out from England, and the 
engines will also need a good many bits renewed where the 
salt water has eaten into them. 

Evidently the crew of the boat put up a very good show, 
but in spite of that the accident is said to have caused a 
severe set-back to flying-boat propaganda in Australia. 

Now if that boat had been of the type suggested in THE 
AEROPLANE, in which the hull could have slipped away from 
the super-structure as a motor life-boat, the fact that it 
actually did so would have been a very fine piece of flying- 
boat propaganda in Australia. The Australian tax-payer 
would have forgotten all about the cost of losing wings, tail 
and engines in his interest in learning that the crew had 
been saved by the life-boat hull. 

We have got to come to it some day. And the sooner 
one of our aircraft constructors produces such a thing the 
better it will be for his pocket in the end. If we do not 
do it we shall have the Americans doing it first and 
selling flying-boats to our overseas Dominions for over-seas 
air-lines.—C. G. CG. 

NEW COMPANY. 


AIRCRAFT SECURITIES.—Aircraft Securities Ltd. was registered as a 
*¢ private? company on Nov. 14, with a nominal capital of £100 in 
#1 shares. The objects are to carry on the business of bankers, 
financiers, capitalists, underwriters, shipowners, shipbuilders, engineers, 
machinists, manufacturers of engines, tools, machinery and other 
plant. The subscribers (each with one share) are: C. H. Sleigh, 3, 
London Wall Buildings, E.C.2, solicitor. G. Daniell, 3, London Wall 
Buildings, E.C.2, solicitor’s clerk. The first directors are not named. 
Solicitors: Jenkins, Baker and Co., 3, London Wall Buildings, E.C. 
The registered office is at 3, London Wall Buildings, H.C.2. 


PASSFNGER SALOON, 
Silver Wing Service de Luxe, 


THE BRITISH 


The Aeroplane 


IMPERIAL AIRWAYS LID. 


LONDON and the CONTINENT 
BRUSSELS PARIS COLOGNE 
BASLE ZURICH OSTEND 


AIRWAYS HOUSE, CHARLES STREET 
LOWER REGENT STREET é 
Telephone—Regent 7861-5 


The 
Telephone—Croydon 2046. 


AIR LINE TO THE CONTINENT. 


es i 4 a 


NOVEMBER 21, 10; 


PERSONAL NOTICES. 


DEATH. | 
SMITH.—At Cranwell, on Nov. 13, Ernest Smith, Flg. Off, R.A.F) 
Mr. Smith joined the R.A.F. in 1918 as a Technical Officer, 

October, 1919, he was promoted Flying Officer and graded as 

observer. In 1920 he was posted to No. 205 Sadn., Leuchars, and } 

October, 1921, he was posted to No. 3 Sadn., then at Gosport. 

March, 1923, he was posted to the R.A.F. Cadet College, Cranwe 

for engineering duties. He was 42 years of age. 

MARRIAGE. : 
MARTIN—WALKER.—On Nov. 14, in. London, Aubrey Williz 
Graham Martin, R.A.F., only son of Brigadier-General H. Marti 


C.B., of Torquay, and Mary Walker, of The Lake Vyrnwy Hot 
Oswestry, widow of Cdr. B. C. Walker, R.N. 
FORTHCOMING MARRIAGES. 


McDONALD—GRAY.—The marriage arranged between Arthur w. 
McDonald, R.A.F., elder son of Dr. W. M. McDonald, O.B.E., aj 
Mrs. McDonald, of St. John’s, Antigua, and Mary Julia, eldest daught 
of Dr. and Mrs. Ronald Gray, of Whincraft, Hindhead, will take pla 
at St. Luke’s Church, Grayshott, Hindhead, on Dec. 15. 

WACGHORN—WATSON.—The engagement is announced betwel 
Henry Richard Danvers Waghorn, R.A.F., elder son of the late ly 
John Danvers Waghorn and Mrs. J. D. Waghorn, Aston Clinto| 
Bucks, and Mary Helen Dymock (Dollie), only daughter of the la 
Mr. Robert Watson and of Mrs. Robert Watson, The Bourne Ridg 
Farnham, Surrey. 
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ON RESEARCH~— II, 


THINGS TO BE DISCOVERED. 


One of the interesting facts which have been discovered in 
the N.A.C.A.’s high-speed tunnel is that by totally enclosing 
: radial engine in cowling the speed of a machine can he 
mereased beyond anything which mere calculation would 
show to be possible, and yet the engine can be kept cool. 
4 machine of the popular cabin-monoplane type which, with 
t 200 h.p. Whirlwind engine and normal cowling covering 
thout three-quarters of it, has a speed of 125 m.p.h. has had 
ts speed put up to 133 m.p.h. with complete cowling. And, 
ucidentally, as photographs show, the appearance of the 
nachine is improved. 

Figures quoted in THe AkROPLANE recently from an Ameri- 
an paper gave the improvement as being from 118 m.p.h. 
° 137 m.p.h., and a scientific critic proved that the higher 
peed was impossibly high. The true figures, as herein 
aoted on reliable authority, are startling enough. No doubt 
ney also could be proved by pure or applied mathematics to 
¢ impossible, And quite possibly the higher figure may 
é€ reached by further improvements. 

Experiments have gone that far, but there is still more 
>» be done in the way of discovering what shape of cowling 
est suits particular forms of fuselages. Also the shape of 
gimner which best suits particular forms of cowling has to 
e discovered,—and whether, with certain airscrews and 
owling, any kind of spinner is worth while has to be proved. 
Yhen there are experiments to be made as to the best 
tapes of fuselage which can be made big enough to include 
cabin. And there is the question of the best way of fixing 

wing in relation to a cabin fuselage. 


“Naturally all our own experimentalists have been and still 
*e engaged on these problems. Some of them try to get 
tere with slide rules and the Prandtl Theory. Some of 
rem try to do it in wind-tunnels with such low speeds that 
te results may be quite misleading. And some of them try 
» do it on actual aeroplanes, in which all sorts of errors 
e likely to occur because a combination of undercarriage, 
ing, fuselage, engine and cowling which gives a certain 
*rformance may have that performance entirely upset by 
tering any one of the components, though, altering other 
mponents to fit in with the first alteration might give a 
sstly improved performance. 


| VIII geared engine. 


It is fitted with a wide-track divided 
exhaust-ring and long exhaust pipes are not shown. 


THE CABIN MONOPLANE FASHION. 

At the monient cabin-monoplanes are all the rage. There 
are fashions in aeroplanes just as much as there are in hats 
or trousers. High-wing monoplanes of the Fokker or Lock- 
heed type put up performances which, allowing for differ- 
ences in engines and other things, are not vastly different 
from the performances of low-wing monoplanes of the 
Junkers or D.H.53 or Klemm type. 

There must be some way of finding 
the best combination. No one firm is 
expense of making the whole series of experiments needed 
to find the truth. Apart from which, every firm’s chief 
designer has his own particular prejudices or fads in shapes 
of fuselages, lines of engine-cowling, designs of under- 
carriages and so forth, And those prejudices might result 
in discovering facts which are not facts at all. 


out which is really 
likely to go to the 


CONTROLS. 


There is a vast amount of research still! to be done before 
we discover the ultimately best form of control for aircraft. 
If we are going to have pusher-screws, as one is perfectly 
certain we must have some day, there may be quite a lot to 
be said for developing Capt. G. T. R. Hill’s Pterodactyl 
type. There you have a ready-to-wear design which is simply 
made for pusher screws, without any special shafting or 
gearing. But is wing-tip control right ? 

One argument against the Pterodactyl is that if one wing- 

tip control goes wrong there is nothing between the passen- 
gers and St. Peter except a parachute, whereas with an 
ordinary machine, a smashed or damaged aileron can gene- 
rally be counteracted with the rudder and elevator, On the 
other hand, there is equal truth in the argument that if a 
machine has its tail shot away, or if an elevator jams, or a 
tail control-wire breaks, the~parachute again is the only 
salvation. 
There seem to be opportunities for improving existing tail 
and rudder controls. In the very early days of ayiation 
there was a good deal of argument as to whether fixed tail- 
planes with elevators attached, and fixed fins with rudders 
attached were really necessary. 

The early Morane monoplanes had no such fixed surfaces. 
They had balanced rudders and balanced elevators and 
nothing else. And they certainly were wonderfully easy to 
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THE JUPITER HOUND.—A side view of the latest version of the D.H. Hound fitted with the Bristol Jupiter 


The standard Bristol 


(‘ Aeroplane ’’ 


undercarriage. streamlined 


photograph ) 
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handle. But, of course, they were open to the objection that 
if a control-wire broke the machine was absolutely out of 
control, whereas with a fixed tail-plane and a fixed fin the 
elevators and rudder merely floated behind the fixed surfaces 
if a wire broke, and the machine could be given so much 
inherent stability that it might with luck be got down safely. 

Lately one has seen an arrangement produced by Vickers 
Ltd. which seems to combine all the advantages of both 
systems. ‘There are no actual fixed surfaces, but the ele- 
vators and rudder are so balanced that if a control-wire 
breaks, or is shot away, the control surfaces tend to float 
into a neutral position, and additional safety is given by a 
very simple spring arrangement which fixes the surfaces in 
that central position when they reach it. 

Also the elevator is provided with a cheese-cutter adjust- 
ment, just* like the fixed tail-plane adjustment on most 
machines, which allows the pilot to adjust the elevator, even 
after he has lost control of it, so as to give the machine 
stability fore and aft. 

The fixed surfaces having been thus removed, the elevator 
and rudder controls are extraordinarily quick and easy to 
handle. And as the old danger of the early Morane type has 
been removed, there seems to be no particular reason why 
in future we should continue to pull through the air fixed 
tail-planes and fins which merely add to head resistance and 
do no useful work. 

To return to the Pterodactyl, it does at any rate offer con- 
siderable temptations to the designer of a big flying-boat, 
for with wing-floats which can also carry rudders to act in 
air and. water it seems to.have possibilities, 

Sary FLyiInc-Boats. 

This again brings up the need for research for a safe type 
ef ocean-going flying boat. Nothing practically so far has 
been done about producing a flying-boat in which the hull 
is a self-contained motor life-boat. Quite a number of serious 
designers agree not only that such a type of hull is com- 
paratively easy to build as an engineering proposition, but 
that it is the one and only way of assuring safety to the 
passengers and crews of flying-boats which may be brought 
down in a heavy sea. 

Quite apart from that, the detachable hull idea has clear 
commercial values. It was in fact-originally invented by 
Mr.. Pemberton Billing with the idea that flying-boat services 
plying to busy ports, such as Southampton, conld moor their 
wings, complete with aero-engines and all air controls, out 
in open water, while the hull, as a motor boat, went up 
through the shipping to the docks to discharge or take on 
passengers. 

Here is an experiment which could be tried without any 
enormous expenditure of money. If a comparatively small 
flying-boat could be built to work successfully, the bigger 
sizes in flying-boats would all be built on the same scheme, 
with definite commercial advantage. Firstly, the saving of 
a lot of passengers in this way would be the best kind 
of advertisement for the safety of ocean flying, and secondly, 
though the loss of money on wings, aero-engines, and so 


forth would be considerable, there would also be a consider-| 
able amount of money saved by getting the hull home safely. 


PUSHER OR TRACTOR. 
Then there is the question, which personally one believes 


to be quite one of the most important to the progress of 
aviation, whether airscrews ought to be pushers or tractors. 
Not only does this question affect economy in running, it 
also affects the comfort of passengers, and consequently the 
popularising of flying, especially in big air line machines, 
And one believes that it affects the speed of aeroplanes to’ 
quite a considerable extent. 
We have already discovered that geared airscrews give 
single-engined tractor machines a much higher performance, 
--not so much because a big slow-running airscrew is itself 
so much more efficient but rather because a big airscrew has 
so much more blade-area working outside the area ob- 
structed by the engine and fuselage. ‘i 
In some instances twin-engined machines, in which the 
airscrews have a comparatively clear run for their  slip- 


-streams, put up a better performance in relation to engine- 


power than single-engined machines. But apparently three- 
engined machines have not a correspondingly good perform- 
ance, because the efficiency of the central engine is blanketed 
by the fuselage. 

Then we have the interesting fact, disclosed a year or so 
ago, that where the slipstreams of the wing-engines and the 
central engine overlapped on one of the early types of 
Junkers three-engined machines, the metal covering of the 
wing was definitely damaged by the slipstream. There were, 
in fact, rumours that the interior structure of the wing also 
suffered considerably from some curious vibration set up in 
this way. And apparently the trouble was cured by setting 
the wing engines further out, so that their slipstreams 
cleared that of the central engine. : 

Some people will remember: that a few years ago the 
British representative machine in a big International speed 
race in France had to retire because the slip-stream of the 
airscrew was ripping the fabric off the top ribs of the upper 
plane, on one side only. That gives additional evidence of 
the effect of rotating slipstreams, for such damage indicates 
wasted power somewhere. : 

Next we come to an interesting variation on this theme. 
In building a multi-engined monoplane anybody with an eye 
for beauty will naturally try to build the engines right into 
the wing, with the airscrew shaft central with the leading 
edge of the wing.. In this way the engine-housing can be 
streamlined prettily into the wing and the whole job looks 
beautifully clean, whether seen from the front or the side. 
But apparently as soon as this is done, the slipstream of the 
screw ruins the lift of the wing for the whole diameter of 
the airscrew, and the wing being sc close ruins the thrust 
of the airscrew. : 

Three big engines all in a row built into the wing look 
very pretty. But.three twelve-foot airscrews ruin the lift 


of thirty-six feet of wing, and thirty-six feet of leading edge 
ruin the efficiency of three perfectly good twelve-foot air- 
screws 


v wh 


THE AERIAL FORD.—The Ford-Stout all-metal machine (three Wright Whirlwind engines) over down-town 


Detroit. 


This is of the older type with tail-skid. 
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Latest cAchievements 


Reus Royal Air Force Supermarine- 

Napier ‘‘ Southampton”? flying boats, each 
fitted with two Napier engines, have recently 
completed a cruise from England to Australia, 
round Australia, and back to Singapore. 
During this journey they have :— 


FLOWN 184,000 ENGINE MILES WITHOUT THE 
SLIGHTEST MISHAP 


KEPT TO A PREARRANGED TIME-TABLE 
THROUGHOUT 


FLOWN IN FORMATION DURING THE WHOLE 
: CRUISE 


MADE THE FIRST FLIGHT ROUND INDIA 
MADE THE LONGEST RELIABILITY FLIGHT OF 


‘THIS KIND 

O* Nov. 4th, 1928, Flight-Lieut. D. D’Arcy 
itm AG. RAE. flying a 

British- built Supermarine-Napier seaplane, 

fitted with Napier aero engine, achieved an 

officially timed speed of 319°57 m.p.h. Never 

befare has any human being travelled at such 


a high rate of speed. 
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One has been told by a high-grade scientist, who is 
generally quite reliable on practical points, that what is lost 
in this way is made up by the gain in reduced head- 
resistance on the whole job. But there are practical air- 
craft. designers who disagree cordially. And this is pre- 
cisely the kind of problem which can best be studied both 
in a big high-speed wind tunnel and in a high-pressure wind 
tunnel. 

THE PROPER PLACE FOR ENGINES. 

Mr. William Stout, more familiarly known in the States 
as Bill Stout, of Stout Air Services Inc., which is more or 
less allied with the Airplane Division of the Ford Motor Co., 
told one the other day that the wing engines of the Ford 
tri-motor ships were slung right underneath the wings for 
this very reason. 

Dornier started with his engines down on the wing, where 
the line of the leading edge cut off a large arc of the disc 
swept by the airscrew, and he has now put his engines up 
much higher. 

The tri-motor Koolhoven machine of 1925 had the wing 
engines (tractors) not only very low down but very far 
forward clear of the wings, and had the central engine right 
on top of the wing driving a pusher screw. ‘The opinions of 
pilots about the machine vary, but there is no doubt that 
it did put up a fine performance with the power available. 

The most modern of Rohrbach machines, the giant Romar, 
has all three engines mounted on trestles right on top of 
the wings driving pusher screws, whereas its predecessor, 
the Rocco, a twin-engined ship, had tractor screws. But in 
this also the engines were mounted high up on trestles. 

The problem here to be solved is, first of all, whether 
building engines into the wings does interfere with the lift 
of the wings and the efficiency of the airscrews so much 
as to make worth while putting the engines on trestles on 
top of the wings, thereby adding to the head-resistance, but 
increasing the efficiency of the airscrews. 

One is fairly certain that even under such circumstances 
the pusher-screw is worth while. But one is still more 
certain that if the engines could be built into the wings so 
as not to interfere at all with the leading edges, and could 
then be arranged to drive pusher screws behind the trailing 
edges, the efficiency of wings and airscrews would be very 
much greater. This is purely an engineering problem and 
not an aerodynamic problem at all. 

With big cantilever wings, and with what we have learned 
about gearing and what we have learned about cooling: air- 
cooled engines when entirely shut-in by cowling, there seems 
no reason why this stage in development and design should 
not be reached within the next two years, if somebody will 
pay for building a big enough machine. 

Also there seem to be possibilities in a cantilever biplane, 
with the engines and pusher-screws mounted between the 
planes.—c. G. G. 

(To be continued.) 


THE RAILWAYS AND AVIATION. 


Elsewhere in this paper there appears a page or so of ad- 
vertisements from the various Railway Companies announc- 
ing that they intend to apply for. statutory powers to run air 
transport. If these advertisements had appeared without ex- 
planation readers of THE AEROPLANE all over the world might 
have jumped to the conclusion that an immense combine. of 
railway interests was to be formed with the intention of put- 
ting out of business all other air transport undertakings, from 
Imperial Airways Ltd. downwards. 

The panic which seems to have smitten certain people in 
aviation at the announcement of the Guest Scheme, which 
is imagined to be an attempt to form a grasping monopoly, 
would be nothing compared to what might be imagined as 


wind engines). 


produce interference with the lift of the wings or destroy their own efficiency. 
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the result of a combine of all the railway interests to captui 
air transport. The truth appears to be that the railway con 
panies, having been caught napping over road transport, ¢ 
not intend to go to sleep about air transport. 

Obviously if the railway companies had come in at tt 
beginning of the road transport movement they might tf 
earning very fine profits at the present moment. But tho: 
who directed the railways twenty years ago lacked the for 
sight of those who are at the head of affairs to-day. 

For the benefit of the young one may explain that when 
limited company is formed it undertakes certain work in i 
Articles of Association. If:it changes the nature of its wor 
its Articles of Association have to be changed by a legal prc 
cess.. The railway companies having been formed under A, 
of Parliament for the purpose of running railways, can on! 
change their operations by Act of Parliament. 

When originally formed, most of the railway companie 
took. powers to operate railways, canals and sea transpor 
A year or’ so ago they obtained statutory powers to operat 
road transport,—in spite of strenuous opposition from th 
road transport interests. Therefore they are only being log 
cal in seeking power to operate air transport. > ae 

One who is considerably in the confidence of those wh 
govern the operations of our railways writes that the pos 
sibilities of air transport are illimitable, and if they are pr 
perly to fulfil their duties to the public the railway compani 
must make every effort to share in the development 
method of transport, which will have a great part 
future prosperity of the country. os 

In confirmation of this one may quote the remarks of Si 
Felix Pole, General Manager of the Great Western Railwa’ 
in the current issue of The Nineteenth Century and , 


In short, it is safe to say that the railways will certainly no 
the mistake made by many canal companies in adhering sl: 


one form of transport, but will adopt all forms according to un 
stances or the demands of the future, whether by railway, road, se 
or air. i 

That being so, the activities of the railway comp; i 


aviation will be awaited with interest. Whether co 
operate with existing air transport concerns, whether the 


run air-taxi services in co-operation with private co ie 
now existing or which will come into existence in the re 
whether they take over such concerns, or whether th ‘ar 
sea-going or trans-continental branches similar to their steam 
ship services of to-day, whatever they. do must in the bi 


to the advantage of the Aircraft Industry and of 
mindedness of the Nation.—c. c. ¢c. : 


FOREIGN AIRCRAFT IN THE U 


The U.S. Department of Commerce announces © il 
foreign-built aircraft, with the sole exception of th 
duced in Canada, are not eligible for U.S. licences 
not be used for. carrying passengers or property for hir 
between states or possessions of the United States 

This action is:due to the fact that, with the e 0 
Canada, no reciprocal agreement exists between © 
States and any foreign country for the interchang ir 
worthiness Certificates. a 

One hopes to have room to discuss this questi ex 
week.—C..G. Gs =. ; plese 

MUNICIPAL AERODROMES. 

The Air Ministry announces that the following 01 
the subject of establishing municipal aerodromes 
on Monday, Oct. 29, to the Town Clerks of the : pro 
vincial cities and towns and also to a number of ore 


important Urban and Rural District Councils :— _ f 

Sir,—I am commanded by the Air Council to invite the attentior 
of your Corporation to a matter which is assuming increasing 
ance in connection with the development of civil flying in this try 


SS Se 


cabin-monoplane (three 220 h.p. Wright Whirl- 


Note that the slipstreams of the out-board airscrews are ‘clear of the wings and so do not 


The tail-skid has been replaced 


by a wheel-cum-brake arrangement. 
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British civil aviation may conveniently be divided into two categories : 
the regular air services undertaken by Imperial Airways Ltd., on the 
one hand, and, on the other, the various forms of internal flying which 
include the operations of civil flying clubs, of air taxi and pleasure 
flying companies, and of firms engaged in air photography and air 
survey. 

The dividing line between these two categories is distinct, but pro- 
gress in the one is reflected and has a definite bearing on the other. 

Although, therefore, it is to the consideration of certain facts 
primarily concerning internal flying that the Council would ask your 
Corporation to proceed, it is not irrelevant in the first instance to refer 
briefly to the progress being made by regular British air services. 

These latter, as you are aware, consist at present of the operation 
of certain cross-Channel air routes and of a route between Cairo and 
Basrah. Under an agreement recently negotiated with Imperial Air- 
ways Ltd., it is expected that on April 1 next a through weekly service 
in each direction between England and India will be commenced and 
it is also hoped that in the near future other Imperial services will 
be established to South Africa and elsewhere. 

The growth of traffic on the cross-Channel air services is showing a 
marked and satisfactory increase, as will be seen from the follow- 
ing table of passenger and goods traffic which passed through Croydon 
Aerodrome in the years 1921, 1924 and 1927 :— 


The provision of aerodromes and ancillary services by the State =. 
necessarily, if only on the grounds of capital cost, be confined t 
terminal points on ‘‘ trunk” routes. The establishment of a networ!, 
of aerodromes throughout the country to serve the general purposes o| 
internal flying must devolve on local authorities, who may indee:. 
expect to benefit ultimately by the traffic and commerce which wil 
follow the provision of these facilities. 

It is the opinion of the Council that every town of any importanci| 
will, sooner or later, find it just as essential to possess well sited aero 
dromes as it does to-day to possess railway stations, roads, garages| 
etc. Delay in making provision for aerodromes now may result eithe)| 
in land suitable for the purpose being built upon or its price becoming 
prohibitive. It should be borne in mind that municipal aerodromes no) 
only provide the first essential for communication by air but, a: 
open spaces established for all time, also go to meet the needs o) 
public health in areas becoming more densely populated. 

I am, therefore, to suggest that your Corporation should conside) 
earnestly the advisability of establishing a municipal aerodrome witt) 
as little delay as possible. The Council will, for their part, be glad 
on hearing further from you, to forward to you information concerning| 
the general requirements for a municipal aerodrome and to advise 
you as to the suitability or otherwise of any sites your Corporation may 
have under consideration for the purpose. (Signed) W. F. NricHoison, 


SS SR TR SR ES ER SE SY 


) 
| 


PASSENGERS. Goops, a 
. Nat onality of Aircraft. ‘Total value of 
Year. merchandise a aga 
fous imported and exported iy | 
| British. Belgian. French German |, Netherlands. | Others ‘Total. by air (exclusive oa 
| of bullion). : | 
| | ye ; £ | 
1921 5,256 630 4,352 — | 480 13 10,731 571,191 
1924 10,456 (no service) 5,619 216 | 1,559 8 17,858 1,350,960 ‘<e 
| | . 
1927 16,533 1,466 | 5,199 1,972 3,586 ; 8 28,764 2,691,267 


The fact that during 1927 imports and exports of bullion, gold and 
silver to the value of £7,740,962 (i.e., 10 per cent. of the total) were 
carried by air affords striking proof of the safety and regularity of 
the services across the Channel. 

Notwithstanding the keen competition by the four foreign air lines 
operating to Croydon from various parts of the Continent, it will be 
seen from the above table that the British company, Imperial Airways 
Ltd., is carrying by far the largest number of passengers. 

Intercommunication by air exists to-day between almost every large 
city on the Continent and is proving of great value in commerce. 
Particularly is this the case in Germany where encouragement has been 
extended to civil aviation by municipalities by the provision of muni- 
cipal aerodromes at each centre of any importance. 

In the absence of similar facilities in this country British industry 
cannot derive full advantage from air transport. Until more aero- 
dromes are provided it will not be possible for merchants in this 
country to utilise aircraft, whether private or hired, for the speedy 
conveyance of their samples and documents either to Croydon, where 
they can connect with the cross-Channel air services, or direct to their 
destinations abroad. Until then the British business man will not be 
able to travel by air with ease and rapidity across country from one 
city to another and avoid the delays at present attendant on most 
cross-country journeys by rail. 

The development of internal flying is in fact almost entirely de- 
pendent on the provision of aerodromes at large centres in this country. 
The civil flying club movement has done much to stimulate interest 
and foster enthusiasm in the air, but further progress is hampered by 
the lack of aerodromes and landing grounds. 


WORLD’S RECORDS. | 
The Fédération Aéronautique Internationale has homolo- 


gated the following World’s Records :— 


Cuass C (AEROPLANES). : re 

Useful Load, 500 kilos. Height: (Germany)—Reginald 
Schinzinger, Dessau, Sept. 14, 1928, Junkers W.34 Monoplane, 
420 h.p. Bristol Jupiter VII, 9,190 metres (30,143.2 ft.). — 
Useful Load, 1,000 kilos. Height: (Germany)—Reginald 
Schinzinger, Dessau, Sept. 14, 1928, Junkers W.34 Mono- 
plane, 420 h.p. Bristol Jupiter VII, 7,907 metres (25,935 ft.). 


LIGHT AEROPLANES—Ist (Category. (LTwo-seaters, weighing 

not more than 400 kilos.) es 

Distance in a Straight Line: (Switzerland)—Capt. Hans 

Wirth and Miss Erika Naumann, Boblingen—Mieschkance. 

(Poland), Oct. 16, 1928, Klemm-Daim‘er Monoplane, 20 h.p. 
Mercedes-Daimler, 1,305.500 kms. (810.715 miles). 


Ciass Ca (SEAPLANES). | 

Useful Load, 500 kilos. Height : (Germany)—Fritz Harder, 
Dessau, Nov. 6, 1928, Junkers W.34 Monoplane, 420 h.p. 
Bristol Jupiter VII, 7,458 metres (24,462.24 ft.). 
Useful Load, 1,000 kilos. Height: (Germany)—Franz 


| 


Kneer, Dessau, Nov. 17, 1928, Junkers W.34 Monoplane, 
420 h.p. Bristol Jupiter VII, 6,389 metres (20,955.9 ft.). 


HALF-A-MILLION MILES.—The Handley Page W.8b, named ‘‘ Prince Henry,’’ belonging to Imperial Airways 


Ltd., is here seen debarking passengers and goods at Croydon after completing 500,000 miles’ of flying. This 


machine, which has two Rolls-Royce Eagle engines, has teen in 
except for, regular periodical 


constant service for more than 43 years, 


overhauls. 
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AIR TRANSPORT BILL—LEGAL NOTICES. 


1, Parliament—Session 1928-9. 


GREAT WESTERN RAILWAY (AIR TRANSPORT). 


Notice is hereby given that application is intended to be 
nade to Parliament in the present Session by the Great 
Western Railway Company (hereinafter referred to as ‘‘ the 
Sompany ’’) for an Act of which the principal subject 
matters will be as follows :—- 


1. The provision, owning, working and use by the Com- 
yany of aircraft and the provision by them of air transport 
services for the conveyance of traffic of any description. 


2. The establishment, maintenance and carrying on by the 
company of aerodromes and any business subsidiary thereto. 


3. Power to the Company and any company, body or person 
enter into agreements with reference to the provision, 
pwning, working and use of aircraft and aerodromes and 
sther accommodation, the supply of aircraft and matters 
neidental thereto. 


4. The provision of funds by the Company, and the hold- 
ng by the Company of, and the guarantee by them of 
lividends or interest on, stocks, shares and securities for the 
yurposes of any such agreement, and the application of funds 
yy the Company for the purposes of the intended Act. 


On and after the 21st day of December next printed 
sxopies of the intended Act may be inspected and copies 
ybtained at the under-mentioned offices at the price of one 
shilling for each copy. 


A Notice stating more fully the objects of the intended 
(ct has been published or sent for publication in ‘‘ The 
[imes’”’ of the zoth and 27th November instant. 


Dated this 20th day of November, 1928. 
A. G. Hubbard, 
Paddington Station, W.2. 
Solicitor. 
Sherwood and Co., 
22, Abingdon Street, 
Westminster, S.W.1. 
Parliamentary Agents. 


‘n Parliament—Session 1928-9. 


_ LONDON AND NORTH EASTERN RAILWAY (AIR 
TRANSPORT). 


| Notice is hereby given that application is intended to be 
nade to Parliament in the present Session by the London 
mad North Eastern Railway Company (hereinafter referred 
o as ‘‘ The Company ”’) for an Act of which the principal 
ubject matters will be as follows :— 


: 1. The provision, owning, working and use by the Com- 
vay of aircraft and the provision by them of air transport 
‘etvices for the conveyance of traffic of any description. 


2. The establishment, maintenance and carrying on by the 
-ompaniy of aerodromes and any business subsidiary thereto. 


_ 3. Power to the Company and any company, body or person 
2 enter into agreements with reference to the provision, 
wning, working and use of aircraft and aerodromes and 
ther accommodation, the supply of aircraft and matters 
acidental thereto. 


| 4. The provision of funds by the Company and the hold- | 


ag by the Company of, and the guarantee by them of 
Avidends or interest on, stocks, shares and securities for the 
jurposes of any such agreement, and the application of funds 


ly the Company for the purposes of the intended Act. 


On and after the 21st day of December next printed copies 
f the intended Act may be inspected and copies obtained 
t the undermentioned offices at the price of one shilling for 
ie copy. 

_A Notice stating more fully the objects of the intended 
<t has been published or sent for publication in ‘‘ The 
ames” of the zoth and 27th November instant. 


Dated this 20th day of November, 1928. 


R. Francis Dunnell, 
4, Cowley Street, 
Westminster, S.W.1 
Chief Legal Adviser. 


Sherwood and Co., 
22, Abingdon Street, 
Westminster, S.W.1 
Parliamentary Agents. 


In Parliament—Session 1928-9. 
SOUTHERN RAILWAY (AIR TRANSPORT). 


Notice is hereby given that application is intended to be 
made to Parliament in the present Session by the Southern 
Railway Company (hereinafter referred to as ‘‘ the Com- 
pany”) for an Act of which the principal subject matters 
will be as follows :— 


1. The provision, owning, working and use by the Com- 
pany of aircraft and the provision by them of air transport 
services for the conveyance of traffic of any description. 


2. The establishment, maintenance and carrying on by the 
Company of aerodromes and any business subsidiary thereto. 


3. Power to the Company and any company, body or 
person to enter into agreements with reference to the pro- 
vision owning, working and use of aircraft and aerodromes 
and other accommodation, the supply of aircraft and matters 
incidental thereto. 


4. The provision of funds by the Company and the holding 
by the Company of, and the guarantee by them of dividends 
or interest on, stocks, shares and securities for the purposes 
of any such agreement, and the application of funds by the 
Company for the purposes of the intended Act. 


On and after the 21st day of December next printed copies 
of the intended Act may be inspected and copies obtained at 
the undermentioned offices at the price of one shilling for 
each copy. 


A Notice stating more fully the objects of the intended 
Act has been published or sent for publication in ‘‘ The 
Times ” of the 2zoth and 27th November instant. 


Dated this 20th day of November, 1928. 


Wm. Bishop, 
Waterloo Station, S.E.1. 
Solicitor, 


Sherwood and Co., 
22, Abingdon Street, 
Westminster, S.W.1 
Parliamentary Agents. 


In Parliament—Session 1928-9. 


LONDON MIDLAND AND SCOTTISH RAILWAY 
TRANSPORT), 


Notice is hereby given that application is intended to be 
made to Parliament in the present Session by the London 
Midland and Scottish Railway Company (hereinafter referred 
to as ‘‘ the Company ”’) for an Act of which the principal 
subject matters will be as follows :— 

1. The provision, owning, working and use by the Com- 
pany of aircraft and the provision by them of air transport 
services for the conveyance of traffic of any description. 

2. The establishment, maintenance and carrying on by 
the Company of aerodromes and any business subsidiary 
thereto. 

3. Power to the Company and any company, body or person, 
to enter into agreements with reference to the provision, 
owning, working and use of aircraft and aerodromes and 
other accommodation, the supply of aircraft and matters 
incidental thereto. 

4. The provision of funds by the Company and the hold- 
ing by the Company of, and the guarantee by them of 
dividends or interest on, stocks, shares and securities for the 
purposes of any such agreement, and the application of funds 
by the Company for the purposes of the intended Act. | 

On and after the 21st day of December next printed copies 
of the intended Act may be inspected and copies obtained at 
the undermentioned offices at the price of one shilling for 
each copy 

A Notice stating more fully the objects of the intended 
Act has been published or sent for publication in ‘“ The 
Times ” of the zoth and 27th November instant. 

Dated this zeth day of November, 1928. 

H. L Thornhill, 
ro, Great College Street, 
Westminster, §S.W.r. 
Chief Legal Adviser. 
Sherwood and Co., 
22, Abingdon Street, 
Westminster, S.W.1. 
Parliamentary Agents. 
Beale and Co., 
16, Great George Street, 
Westminster, S.W.z1. 
Parliamentary Agents. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
November 20. 
ROyAL AIR FORCE, 

GENERAL Duties BRaNCH.—The following are granted S.S. comns. as 
Plt. Offs. on probation with effect from Nov. 9 and with seniority of 
Novy. 2:—A. C. R. Mackenzie, E. C. Ridley. 

Plt. Off. A. E. J. Pratt is promoted to the rank of Flg. Off. (Nov. 2); 
Flt. Lt. O. G. Gregson is placed on the retired list at his own request 


(Nov. 18); Flg. Off. F. H. S. David relinquishes his S.S. comn. on 
account of ill-health (Nov. 21). 
The S.S. comns. of the following Plt. Offs. on probation are ter- 


minated on cessation of duty :—J. F. Macdonald (2nd Lt., H.I..I., T.A.) 
(Nov.09)s L. -P2 thomas. (Nove 117). 

The notifications which appeared in the Gazette of Nov. 6 concern- 
ing the following are cancelled :—J. A. Lawson (Lt., A.I.R.O.), W. H. EB. 
Tew, BE. C. A. Wheeler. 

STORES BRANCH.—The following Plt. Offs. on probation are confirmed 
in rank and promoted to the rank of Flg. Off. (Oct. 15):—C. J. 
Cousins, C. Thripp, H. A. Wrigley. 

MepIcaL BRANCH.—FIlt. Lt. A. Briscoe, M.B., is promoted to the rank 
of Sq. Ldr. (Nov. 10). 

CHAPLAINS BRANCH.—The Rev. C. A. B. Allen, M.A., is granted the 
local relative rank of Wing Cdr. whilst employed as Senior Chaplain 
(‘Iraq) (Oct. 26); the Rev. G. H. Collier, M.A., relinquishes the local 
relative rank of Wing Cdr. on ceasing to be employed as Senior Chap- 
lain (‘Iraq) (Oct. 26). 

RESERVE OF AIR 

GENERAL DurTIES BRaNcH.—PIlt. Off. R. H. Maw is promoted 
rank of Flg. Off. in the Special Reserve (Noy. 2). 

The following officers are transferred from Class A to Class C :— 
Fit.-Lt. G. E. Newton (Oct. 18); Flg. Off. W. C. Venmore (Aug. 26). 

Flg. Off. M. R. Banks is transferred from Class C to Class A (Oct. 
29); the commission of Plt. Off. on probation D. L. Hodge is terminated 
on cessation of duty (Oct. 20); the notification in the Gazette of Oct. 9, 
concerning Flg. Off. E. Fulford is cancelled. 

AUXILIARY AIR FORCE. 

GENERAL DuTIEs BRANCH.—No. 600 (CITY OF J.ONDON) (BOMBING) 
SoUADRON.—The following to be Plt. Off.:—D. I.. Doyle (Oct. 11). 

No. 60r (CouNtTyY OF LONDON) (BOMBING) SQUADRON.—The following 
Flg. Off. to be Flt. Lt.:—E. D. W. Reid, M.B. (Oct. 1). 


FORCE OFFICERS. 
to the 


Appointments. 
Week ending November 26. 
GENERAL DUTIES BRANCH.—Group Captains K. G. Brooke, C.M.G., to 
R.A.F. Depot, Uxbridge, 28/10. A. W. Bigsworth, C.M.G., D.S.O., 
A.F.C., to H.Q., Coastal Area, for duty as Chief Staff Officer, 3/11. 
Wing Commander J. McCrae, M.B.E., to Armoured Car Wing, ‘Iraq, 
to command, 21/10. 


Squadron Leaders C. J. Mackay, M.C., D.F.C., to R.A.F. Depot, 
Uxbridge, 28/10. J. J. Breen, to: No, 84 Sadun’, “Iraq, 22/10" F. 7J: 
Vincent, D.F.C., to No. 45 Sqdn., Middle Kast, 30/10. J. H. Green, 
to H.Q., R.A.F., Transjordan and Palestine, 27/10. A. Durston, A.F.C., 
to H.Q., Cranwell, 33/11. P. A. Shepherd, to H.Q., Inland Area, 
Stanmore, 7/11. 

Flight Lieutenants E. H. Searle, to No. 23 Sqdn., Kenley, 12/11. 


R. de L. Stedman, to C.F.S., Wittering, 20/11. J. G. Murray, to No. 
406 Flight, Donibristle, 15/11. N. W. Wadham, to No. 216 Sadn., 
Egypt, 4/11. A. Rowan, to R.A.F. Depot, Egypt, 4/11. C. B. Greet, 
to No. 14 Sqdn., Palestine, 7/11. 


E. M. Drummond, to No. 84 Sadn., 


FLEET CO-OPERATION.—An Armstrong-Whitworth Siskin (Jaguar engine) 
board H.M.S. ‘“‘ Repulse ’’’ during the Fleet Operations last Summer. 
regular equipment of the Fleet Air Arm, 


‘Iraq, instead of to H.Q., ‘Iraq Command, as previously notified, 20/10. 
N. V. Wrigley, to C.F.S., Wittering, 28/11. W. J. Seward, to H.0., Sraq 
Command, 15/11. 

Flying Officers A. R. Ward, to No. 442 Flight, China, 13/11. Tye 
Prickman, to No. 45 Saqdn., Middle Kast, 27/10. M. A. Platts, to No»2 
Armoured Car Coy., Middle East, 30/10. C. Warsow, to No. 14 Sqdn., 
Middle Kast, 3/11. H. L. Drake, to No. 5 Sqdn., India, 16/10. C. AV@ 
Patton, to No. 45 Sqdn., Egypt, 3/11. N. Young, to R.A.F. Station, 
Donibristle, 1ro/1r. A. I. Ottway, to R.A.F. Depot, Uxbridge, 11/1 
H. H. V. Tristem, to R.A.F. Depot, Uxbridge, 13/11. V. S. Bazalgette, 
to No. 13 Sqdn., Andover, 12/11. 

Pilot Officers G. E. E. Singleton, to No. 14 Sqdn., Middle East, 27/10. 
D. Menzies, to No. 45 Sqdn., Middle Hast, 28/10. R. David, to R.A.F. 
Base, Kai-Tak, China, 13/11. The undermentioned are posted to No. 4 
F.T.S., Middle East, with effect from 15/11:—A. H. Abbott; Hess, 
Barron, A. G. M. Cary, C. B. Field, E. G. Granville, N. R. G. Hunter, 
R. I. Johnson, H. I. McCulloch, R. M. Messiter, G. F. P. O'Farrell, 
O. J. O’Hara, C. E. W. N. C. Pelly, C. Sarsfield-Samson, R. W. Wallace, 
T. EK. Whittome, A. C. R. Mackenzie, E. C. Ridler. 

MepicaL Brancw.—Squadron Jeader R. J. Aherne, M.C., to Palestine 
General Hospital, 1/11. 

Flight Lieutenants E. J. Jenkins, to No. 14 Sqdn., Middle East, 1/ir. 
R. G. Freeman, to R.A.F. Depot, Middle East, instead of to H.Q., 
Middle East, as previously notified, 20/10. F. W. Goodread, to H.Q, 
to Central Medical 


A.D:G.B., Uxbridge, 27/11. T. J. Dy aAtternedaes 

Establishment, 1/12. G. M. Anderson, M.B., to R-A.F. Station, Doni- 
bristle, 14/12. 

Flying Officers E. P. Carroll, to Station H.Q., Hinaidi, 27/10. B. A. 
Porritt, M.B., to Station H.Q., Cattewater, 3/12. J. I Groommaire 
R.A.F. Base, Calshot, 27/11. N. M. Jerram, to EB. and W. School; 


27/11. G. W. Paton, M.B., to JR-ACF. Station Seige 
G. O. Williams, B.Sc., to No. 5 F.T.S., Sealand, 27/a1 

Stores BRANCH.—Flight Lieutenants W. Sutherland, M.BE., to 
Armoured Car Wing, ‘Iraq, instead of to H.Q., ‘Iraq Command, as 
previously notified, 20/10. L. H. Hillier, to R.A.F. Depot, Uxbridge, 
31 / Io. 

Flying Officers E. G. M. Charleson, to No. 4 F.T.S., Middle Hast, 
30/10. M. H. Jenks, to H.Q., Wessex Bombing Area, Andover, 6/11. 
M. M. McMullan, to Station H.Q. and Storage Section, Andover, 5/11. 

ACCOUNTANT BRANCH.—Flying Officers R. T. Carter, to No. 6 Sqdn., 
‘Iraq, 6/11. J. P. Cave, to H.Q., Middle East, 2/11. J. H. S. Richards; 
to No. 84 Sqdn., ‘Iraq, instead of to Station H.Q., Hinaidi, as previously 
notified, 20/10. 


Flowerdown, 
Heyford, 27/11. 


A Fatal Accident. 


The Air Ministry regrets to annoutice that as the result of 
an accident at Grantham to an Avro machine of No. 3 F.T.S., 
Grantham, on Oct. 31, Fit. Lt. Gordon Archer, the pilot of 
the aircraft, sustained injuries from which he died in hospital 
on Noy. 24. .No. 346681, L-AC. Robert Wallace, the passenger 
in the aircraft, was slightly injured. 


The Fairey Long-Range Monoplane. 

A successful trial flight of the new Fairey monoplane 
(Napier series XI engine) was made at Northolt during the 
week ending Noy. 17. The Fairey monoplane has been built 
with the object of gaining data on endurance problems and 
long-range efficiency. 


mounted on a special platform on 
This type of machine is not part of the 
R.A.F. 


J 
~ 
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ANOTHER TRIUMPH FOR _ BRITISH 
ENGINEERING. 


In proof of the claim of the makers 
that the ‘‘Cirrus’”’ is the best and 
most reliable light aeroplane engine 
in the world, the strongest group in 
finance, commerce and engineering 
that has ever been formed in the 
United States for such a purpose 
has, after exhaustive examination and 
consideration, acquired the right of 


manufacture of 


CIRRUS ENGINES 
in the United States. 


o——_-— 


Specify the ‘‘CIRRUS” in your 
Light Plane. 


0o-—-—-— 


CIRRUS AERO ENGINES LTD., 


Regent House, 
89, KINGSWAY, LONDON, W.C.2. 


Telephone— Cables— 
Holborn 4076. Airdisco, London. 
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In the trials at Northolt the machine was flown by Sq. 
Ldr. A. G. Jones-Williams, M.C. 

Future trials will be made from the R.A.F. aerodrome at 
Cranwell, Lincolnshire, 


Headquarters, R,A.F., India. 
All correspondence to the Air Officer Conon ane TRACE, 
India, will be addressed, in future, as follows : 
The Air Officer Commanding, RA “Terperials Secretariat, 
South Block, New Delhi, India. 


A Report of a Mahsud Rising. 

A British United Press message from Calcutta, dated Novem- 
ber 19, states :— 

The reforms instituted by King Amanullah of Afghanistan after his 
return from his European tour have caused an upheaval on the 
north-west frontier of India. 

Two British subjects have been kidnapped and the Royal Air Force 
is reported to have been in action against the turbulent tribesmen. 

The fighting so far has not been on an extensive scale, but it is 
possible that arrangements will be made whereby Afghan troops 
will co-operate with the Indian forces to punish the offenders. 

It was the Mahsud tribe that kidnapped the two British subjects. 

While the reforms instituted by King Amanullah have been received 
by most of his subjects without protest and with a large section with 
approval, a number of clans have strongly resented interference with 
age-long customs and dress, and it is this section which has revolted. 


Flying Boats Wrecked. 

During the gale on Noy. 23 two Supermarine Southampton 
flying-boats belonging to No. 480 (Coastal Reconnaissance) 
Flight, R.A.F., collided at their moorings at Portland and 
were so damaged that they both sank. 

An attempt to salve them is being made. 


Sir Edward Ellington’s Accident. 


The Baghdad correspondent of The Times, in a message 
dated Nov. 21, states :— 

Air Vice-Marshal Sir. Edward Ellington, who has just handed over 
his duties as Air Officer Commanding, ‘Iraq, to Air Vice-Marshal Sir 
Robert Brooke-Popham, had an accident yesterday while flying across 
the desert from Baghdad on his way to England, travelling as pas- 
senger in a D.H.9a two-seater aeroplane. A landing become neces- 
sary near Hit, on the Euphrates, owing to foggy weather, but the 
ground was sodden after heavy rain, and the machine, on landing, 
turned completely over on its nose. 

Sir Edward Ellington was bruised and shaken, but the pilot Fit. 
It. Brook, Personal Assistant to the A.O.C., was unhurt. Sir Edward 
was conveyed by car to Ramadi, and thence by air to hospital in 
Baghdad. He is making excellent progress, but will have to remain 
here for about a week. During the last two years Sir Edward has flown 
thousands of miles over ‘Iraq, and his bad luck in meeting with his 
first accident on his way home has aroused much sympathy. 


The R.U.S.1. Gold Medal Essay. 


The subject of the Gold Medal Essay of the Royal United 
Service Institution for 1929 is ‘‘ The’ Réle of Aircfaft in 
Coast Defence.’ 

Competitors must be members of the Institution or persons 
eligible to become members. 

Full particulars of the Essay Competition appear in the 
November issue of the journal of the Royal United Service 
Institution. 


The R.A.F. in Parliament. 
DIRECTION FINDING. 
In the House of Commons on Noy. 21, in reply to a question by 
Mr. Day, the Secretary of State for Air said that the estimated cost 


SHOOTING IN IRAQ. 
and Pistol Cups. 


Parker, Sjt. L. Muton. 


55 (Bombing) Sqdn. Rifle and Pistol Teams, 

On the left, the Rifle Team, from left to right (standing), 
Bowler, L-AC. T. F. Warren, L-AC. W. H. Jones, L-AC. Mounter. 
On the right the Pistol Team, L-AC. F. A. Kelly, Fit. Lt. V. S. Parker, Sq. Ldr. A. H. 


of the experimental beacon for the rotating loop direction-finding 
system which was being erected at Orfordness was £5,000. The build- 
ing work involved would be done by contract, the transmitting 
apparatus was being made at the Royal Aircraft Establishment, Farn- 
borough, and would be erected by the personnel of that establishment 


THE ROYAL AIRCRAFT ESTABLISHMENT. 
In the House of Commons on Nov. 21, in reply to a question by 
Mr. Kelly, the Secretary of State for Air said that the industrial staff 
employed at the Royal Aircraft Establishment on July 1, 1928, was. 
832 men and 23 women; and on Oct. 1, 1928, 841 men and, 26 women, 


No. 55 Squadron, R.F.C. and R.A.F. Reunion, 


The tenth annual reunion dinner of No. 55 Squadron, 
R.F.C. and R.A.F., will be held at the Trocadero Restaurant 
Ol Dec amat 7-40 for 8 p.m. 

Several of the original members of the Squadron have 
promised to attend the dinner, including Wing Cdr. J. E. 2. 
Baldwin, D.S.O. 


The Committee are anxious to make this tenth reunion 
a special success and to beat the previous record attendance 
of 36. 

Application for tickets should be made as soon as possible 
to L. B. Goodyear, 2a, Spencer Road, South Croydon, 
Surrey. 


SPORT IN THE R.A.F. 


The R,A.F Squash Racquets Association. } 


To stimulate interest in the game of squash racquets and, 
ultimately, if possible, to form a team to challenge the other 
services, the R.A.F. Sports Board has approved the forma- 
tion of a R.A.F. Squash Racquets Association under the 
presidency of Air Vice-Marshal C. lL. Lambe, C.B., C.M.G., 
D.S:0. 

The Hon. Secretary and Treasurer of the Association is 
Fit. Lt. KE. F. Waring, D.F.C., H.Q., Coastal Area, Royal Air 
Force, Tavistock Place, London, W.C.1, from whom full 
particulars may be obtained. ; 


Association Football. | { 


R.M.A., Woolwich, v, R.A.F. Cadet. College, Cranwell :- i 
This match was played at Woolwich on Nov. 17, and resulted 
in a win for Cranwell by 2 goals to 1. is 

Cranwell lost the toss and thus had to face the wind and play 
“uphill” for the first half. In spite of this they attacked early and 
succeeded in keeping Woolwich in their own half for the first 15 
minutes. A break away by the Shop’s inside right and a misunder- 
standing between two of the Cranwell defence resulted in the Shop 
opening the score. 


Giles equalised shortly afterwards, from an exceptionally well-placed 
pass from Richards. ‘The remainder of the play for the first half was. 
confined to mid-field. 

On the resumption of play, Cranwell began to press, but Ger 
forwards were weak and erratic in shooting. Richards scored the final 
goal after some good inside forward play. 


Woolwich only endangered Cranwell’s goal on two) occasions in the 
second half. 

The game was well contested, although the football was not of a. 
high standard. Cranwell were faster on the ball and played more as 
a team than Woolwich. 

The Cranwell team were:—F. C. Sturgiss (Capt), L. Bowyer, A. G. 
Teideman, H. A. Jowad, R. K. Niblett, B. IT. Shelley, H. B. Wrigley, 
F. Wickes, C. J. Giles, G. Richards, D. Lane. 


winners of the ‘Iraq (R.A.F.) Rifle 
L:AC. ‘F. A. Kelly, ‘Cpl od. aug 
(Seated) Fit. Sjt. F. E. Boyce, Fit, Lt. V. S. 


Peck, D.S.0O., M.C., Fit. Sjt. Barleycorn. 
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The Aeroplane 


BULLDOG 


ALLz«METAL 
SINGLEzSEATER 


FIGHTER 


Adopted 

in open competition 
for the 

equipment of the 


Royal Air 


Force. 
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THE BrisToL AEROPLANE Co., LTD. 
FILTON —— BRISTOL. 


Telegrams: “ Aviation, Bristol.” 
Telephone: 3906 Bristol. 
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KINDLY MENTION 


| THE CONSTRUCTION O 
By W. HL 


A certain amount of information concerning the design of 
the rigid airship Rior, which is now largely erected at the 
Royal Airship Works, Cardington, has been published re- 

cently, and it has for some time been common knowledge 

_-that this particular ship is in many respects a striking 

departure from any previous airship in regard to methods of 
‘onstruction. 

__So far however nothing has been said in public to indicate 
that the many novel features of this ship owed their being 
to any other source than the Design Staff of the Royal Air- 
ship Works, or indeed that any other concern had played 

| an important part in the production of this ship. It has 

| now become permissible to disclose something of the history 
| of the production of this airship and to describe the pro- 
| cesses of manufacture which have been employed. 

Since 1924 Boulton and Paul Ltd. of Norwich have been 
engaged on research design and constructional work in 
| connection with the State airship. They were selected for 
| this work because of their well-known and_ successful 
_ development of light metal structures for aeroplanes. 

In 1924 the firm designed and constructed two experi- 
mental longitudinal girders for the ship. These were of the 
type actually incorporated in the ship to-day, and embodied 
several features developed by Boulton and Paul for aeroplane 

_ construction, and in particular their process for continuously 
heat-treating members formed from steel strip after forming. 
It was this process—the result of several years of previous 

_ €xperiment—which made it possible to use stainless steel 

in airship construction. 

The next stage was the construction of an experimental 
section of the airship body to test out the proposed details of 

_ construction, and also to check the soundness of the type 

(of stiff transverse frames proposed by the Royal Airship 

Works. This test section was subjected to rigorous loading 

_ tests, and proved eminently satisfactory. 

_ Finally the contract for the complete hull framework, with 

| fins and rudders, was entrusted to the firm by the Air 

| Ministry. 

The actual design of the structure was carried out roughly 
on the following lines. The Royal Airship Works produced 

stressed diagrams of the various sections of the ship whereon 
each member was represented by a line. From the geometry 
of the diagrams and the loads in each individual member 

‘Boulton and Paul’s produced the actual members to with- 
Stand the specified loads. To ensure the necessary close 

collaboration between the design staffs at Boulton and Paul’s 
and at Cardington Mr. J. D. North, Director and Chief 

/Engineer of Boulton and Paul, was appointed consultant on 

light metal construction to the Director of Airship Develop- 

| ment. ° 

_ It should be made clear that Boulton and Paul are re- 
sponsible for the strength of the complete ship only to the 

‘extent of producing members that will withstand the loads 
specified by the Royal Airship Works, and that specimens of 

‘all types of members designed by them have been tested to 

‘ensure that they do meet those requirements. il 

_ An outline diagram of the framework of Rroo, which is 
reproduced, will give an idea of the part played by Boulton 
and Paul in the manufacture of the ship. Those parts 


= =, 


Ea 


| ss 


<q 


P<DDEDS 


maar 
inca 


nh 


Py STD] 


NLT 
» | oy 


Ey 


Fi 
Is<h 
<4 
a 
= 


a 
XL 


SSS 


va 1 ] 


A a aa 
h RZ i 
ih Za ae aE sha 


oe 


NX 


Fig. 1. Frame Diagram of R.1061. Those parts shown i 


SUPPLEMENT TO “THE AEROPLANE” 


SS 


881 


NGINEERIG 


F RIGID AIRSHIP R101. 


SAYERS. 


blocked out in solid black were neither made nor designed by 
the firm. All the rest is of their detail design and manu- 
facture. 4 

(It will of course be understood that this does not imply 
that the work of the design staff at Cardington—comprising 
as it has aerodynamic design, the very arduous stress work 
involved in such a structure, and all work in connection with 
power plant, equipment and accommodation—is to be re- 
garded as of minor importance. It is of course as vital as 
the detailed structural design.) 

The extent of the design work carried out can scarcely be 
appreciated by anyone not actually familiar with the par- 
ticular job. The hull form of Rior is a body developed from 
an ellipsoid. The curvature of the iongitudinals varies con- 
tinuously throughout the length of the ship, and the angles 
at the various joints varies from frame to frame. 

As frame members had all to be manufactured at Norwich 
and assembled at Cardington without fitting, and assembly 
was to be made by close-fitting bolts, extreme accuracy in 
the setting out of the lengths of all members, and of the 
angles of all joints had to be secured. To ensure this the 
dimensions of individual members were worked out from the 
equation to the body curve. This detailed geometry had in 
luany cases to be calculated to fifteen significant figures, 
which bars the use of slide rules or tables of logarithms. 

In order to ensure trouble free assembly accuracy of design 
had to be accompanied by an equivalent accuracy in the 
manufacture of individual components. As there existed no 
previous standards by which permissible tolerances on mem- 
bers of the particular class and form could be estimated, 
very close limits were fixed. , 

Main longitudinal guides, 45 ft. long, were required to be 
within + .030 inches absolute length, with a permissible 
variation between individual members of the same nominal 
dimensions of .o20 inches. Main radial struts 11 ft. long 
were required to be within + .o15 in. of absolute length 
with maximum differences between individual similar mem- 
bers of .oo5 inches. In practice it has been found possible 
to keep within about one-third of the maximum limits in 
all cases except those of the main longitudinals. 

Thanks to this accuracy assembly of finished girders on 
the ship has gone on without a hitch. At the moment some 
500 ft. length of frame has been put together at Cardington, 
and had there been any serious errors of design or manufac- 
ture they would long ago have been detected. 


GENERAL DESCRIPTION OF THE HULL FRAME. 


The main hull frame of Rroo consists of a series of main 
longitudinal girders, fifteen in number, except over the sec- 
tion carrying the cruciform tail, where the number of longi- 
tudinals is increased to sixteen. These longitudinals are in 
sections about 45 ft. long each. Each section is jointed at 
each end to a transverse frame ring some ten feet wide. 

The main longitudinals are triangular section girders, with 
three stainless steel tubular booms, fairly closely spaced 
tubular struts between booms, and swaged rod cross-bracing, 
generally similariy arranged to the normal wire-braced type 
of aeroplane fuselage. 
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The transverse frames are polygons, each composed of 
three “ ridge girders ”’ arranged at the angles of a triangle 
with its base on the outer circumference of the hull and 
its apex inboard. The outer ridge girders are connected 
directly to the end of short (ro ft.) sections of girder similar 
in form and construction to the main longitudinals and the 
inner ridge girders are tied to the ends of the same longi- 
tudinal sections by radial struts. 

The three ridge girders, and the multiplicity of radial 
struts, are all of triangular section, with bulbous booms, and 
stamped duralumin webs. These booms are drawn from 
stainless steel, for the ridge girders and from duralumin 
for the radial struts. 

Each panel in the frame between two consecutive frames 
and two consecutive longitudinals is cross-braced by steel 
cables. 

Between main longitudinals there are intermediate light 
longitudinals—or ‘reefing booms ’’—whose function is to 
support the outer cover of the ship. 

Because the form of the ship is one of continually changing 
curvature, the main longitudinals between each frame have 
to be braced up to their own particular camber, and the end 
fittings have to be set in each case for the correct angle of 
intersection with the frame ring. This angle changes at 
every frame. This means that over each section there is a 
specific difference in length between the inner booms 
and the outer boom of each longitudinal which varies from 
section to section. 

In the same way the angle at the joints of ridge girders 
and longitudinals changes at every frame, and so do the 
angles. of the bracing cables. In a structure as light as is 
this it is absolutely essential to/avoid local stresses caused 
by eccentric loadings and to secure this the correct angles of 
all wiring lugs at these joints have to be ensured to within 
very narrow limits. 

A glance at the outline diagram of the frame will give 
some idea of the number of different joints involved in this 
frame, and when it is remembered that all the joints in 
any one frame differ from those in all the other frames 
the magnitude of the design work undertaken by Boulton 
and Paul may be gauged. 

Despite these difficulties of design the number of 
essentially different types of components and fittings used 
has been kept down to a remarkable degree. 

MATERIALS OF CONSTRUCTION. 

For the closed joint tubes of the main longitudinals and 
for the booms of the ridge girders a stainless steel contain- 
ing Carbon 0.16% to 0.22%, Silicon not more than 0.5%, 
Nickel not more than 1.0%, and Chromium 12.5% to 
14% is used. This material is drawn in the case of tubes, 
and rolled for the ridge girder booms, to the sections shown 
in Fig. 2 in the soft condition, and is thereafter hardened 
and tempered. In the final condition it has a proof stress 
not less than 65 tons/sq. in., an ultimate stress of 88 to 
95 tons/sq. in., and may be bent cold round a radius of 
three times its own thickness without cracking. 

A temperature of from g60° C. to r1,000° C. is required 
for hardening this material, which is also somewhat slow 
and variable in its response to heat treatment. ‘To control 
the condition of the finished material it is necessary to test 
samples from every cast of steel, from every gauge of strip 
and for every annealing heat for both proof stress and 
ultimate stress. These test pieces are thereafter tested in 
a Rockwell hardness tester, and the results are used to check 
the hardness tests made on test pieces cut from every 


length of rolled or drawn section used in the ship. 
Fittings and wiring plates are made from sheets of an 
10% 


Austentitic stainless steel containing about Nickel 


$$: 


Fig. 2. Drawn Tube 
used on R.101. 


(left) and Rolled Bulb Sections 
Both stainless steel and duralumin are 
produced in these sections. 


and 16% Chromium, with a proof stress of about so and an 
ultimate strength of about 60 tons per sq. in. This material 
is in general sawn to shape and finished by hand. As it 
depends on cold working for its physical qualities it is 
necessarily worked in the hardened state. 

Hardened and tempered solid drawn steel tubes of the com- 
position employed for axle tubes are also used in certain 
places. These are usually of large diameter and thin gauge 
and present serious difficulties in the process of heat treat- 
ment to avoid distortion. These tubes were manufactured 
by the Reynolds Tube Co. Ltd. of Birmingham. 

[There is interest in noting that the Reynolds firm were 
about the first of the Birmingham tube firms to specialise 
on swaged or butted tubes for bicycles and they are to be 
congratulated on being to-day well to the fore in the latest 
method of transport.—ED. ] 

Duralumin is used for the booms of the radial girders in 
the same section as those in steel used for ridge girders, and 
also in the form of close joint tubes similar to those of the 
booms of main longitudinals. In stamped sheet form it is 
used for the webs of ridge and radial girders. Before form- 
ing this material is heated to 480° C., quenched, and alt 
work done on it is completed during the first two hours 
age-hardening. ae 

Duralumin die-stampings are employed for the end joints 
between ridge girders and longitudinals. 

Die-castings of aluminium-silicon alloy are used for tube 
sockets and similar purposes. ‘These can be produced to a 
high degree of dimensional accuracy in a very sound and 
ductile material. 

High-tensile heat-treated steel stampings, of a minimum 
tensile stress of 55 tons per square inch, are used for 
shackles for the bracing wires in main longitudinals and for 
similar purposes. 

Zinc-cadmium solder (82.6% cadmium, 17.4% zine) is used 
for fastening the ends of the main bracing cables into the 
terminal sockets. These terminals are of the coned type, the 
cable end being allowed to spread out in the coned socket, 
which is then filled with the solder. The cables are gal- 
vanised, the sockets zinc coated, and rosin alone is used as 
a flux. The solder has a sheer strength of 7 tons/Sq. in., 
adequate to prevent shearing or extrusion under full load 
in an abnormally short and light socket, and it is electro- 
chemically so nearly neutral in regard to either cable or 
socket as to cause no risk ef electro-chemical corrosion. 


Main Longitudinal 


Girders of R.101 in the Erecting Jigs at 


the Boulton and Paul Works. 
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: 


“Our training aircraft must embody 
certain essentials” 


“While efficiency must never be sacrificed for any con- 
sideration, it is only by economy in operation that our 
training schools can efficiently fulfil their function. In 
other words, they must turn out first class pilots without 
the necessity of an army of ground staff and the extensive 
establishment involved by large high-powered machines, 
which are quite unnecessary and, in fact, undesirable for 
training. Although I want the latest and the best in the 
interests of efficiency, I refuse to entertain any machine 
which has not been proved in the hard school of arduous 
service. Iam looking for a machine of good performance ; 
it must be economical in first cost and upkeep and amply r¢ ¢ Th , 
robust for use under severe service conditions, without en Ir 
the wasteful need of constant repairs and replacements. 9 9 
This machine must also cut out the necessity for an e @ 
intermediate training type, so that pilots can pass from ] unhe Sltatin l 
/ it direct to high performance fighters and scouts. In g y 
other words, it must be normal in every way, it must 
| have no ‘ tricks’ of its own, and it must have the same 


‘feel’ and lively response to the controls as full sized recommend the 


service machines. Standardisation, too, is most impor- 

tant and, by the way, it will have to train our seaplane 99 
pilots, so a machine with an alternative float under- : H 
carriage is essential.” MO 


THE DE HAVILLAND AIRCRAFT COMPANY LTD. 
Stag Lane Aerodrome, Edgware, Middlesex. 


Telegrams: Havilland, Phone, London. Telephone; Colindale 6160-6163. 
THE DE HAVILLAND AIRCRAFT OF CANADA LTD. THE DE HAVILLAND AIRCRAFT PTY. LTD. 
Bay-Richmond Building, 372 Bay Street, Toronto 2, Canada. Whiteman Street, South Melbourne, Australia, 
Streets Telegram: : Moth, Toronto, Telegrams: Moth, Melbourne. 
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PROTECTION AGAINST CORROSION. 


The greater part of the steel used in the ship is of stainless 
type and needs no protection. All steel members not of 
stainless material are zinc-coated by a modified and con- 
trolled Sherrardizing process. This produces a coating of 
zinc which can be controlled in thickness to within limits of 
.0003 to .ooco6 m., which is well alloyed to the steel and 
non-porous by any tests yet devised. 

All duralumin parts are treated by the anodic oxydisation 
process and then coated with lanoline. ‘This process is well 
known, but its effectiveness depends on very close control of 
the loading of the plant for current density, the rate of 
voltage rise, the duration of the ‘‘ soak ”’ at the film-forming 
voltage, and the concentration of the chromic acid bath. 

Conditions to give the best results vary with the exact com- 
position of the allow used, and the state of the surface, 
whether machined, or stamped, or rolled, and only large ex- 
perience permits the attainment of uniformly satisfactory re- 
sults. 

Though primarily a protective measure, this process has 
proved valuable as a means of detecting flaws, cracks, and 
the like undiscoverable by other means. Any such defects 
are quite unmistakably stained by the chromic acid and made 
visible. ; 

The aluminium-silicon alloy die-castings have been found 
to possess excellent anti-corrosive qualities and need no 
special treatment. 


METHODS OF MANUFACTURE OF MEMBERS. 


Drawn sections: ‘These include closed-joint tubes of both 
stainless steel and duralumin, of the section shown in fig. 1 
(left). The material is supplied by the steel makers in 
the form of strips of the required gauge in the soft condi- 
tion. It is first cut to width in a special strip cutter, and 
then passes to the draw-bench. ‘The first operation is the 
turning up of the edges which are to form the locked joint. 
It is then passed through dies which successively curl the 
initially flat strip to the desired circular section. The 
closing of the joint is effected by drawing between a circular 
die and a mandrel provided with a tapered, formed groove 
which turns the inwardly projecting edges over to their 
final shape. 

In stainless steel the drawing operations can be carried on 
only at a relatively slow rate because this material is liable 
to seize up on the dies at high speeds, and there are: limi- 
tations to the lubricant which can be used imposed by the 
subsequent hardening process. A lubricant which formed a 
carbon deposit on! heating might lead to carburisation of the 
steel and destroy its qualities. 

The tube on leaving the forming dies is perfectly straight, 
round, and free from twist. It passes then to the hardening 
bench, which is another draw-bench on which is mounted 
an electric resistance muffle furnace. Before entering the 
furnace it passes through a circular die adjusted to produce 
a definite but not great degree of friction. This ensures that 
the tube shall be kept straight under the draw-bench pull. 


— 


twisted 
longitudinals used in the hull where it changes from 
fifteen to sixteen sides, 


This photograph shows one of the special 


It enters the furnace, is raised to hardening temperature, 
emerges and is air-cooled, and finally passes through a cir- 
cular die through which cold water is passing. 

From the hardening bench it goes to a tempering beuch— 
which is similar to the hardening bench except that two 
furnaces are mounted upon it in series. 

Control of hardening and tempering is secured by the con- 
trol of the furnace temperature, and of the speed of passage 
of the tube through the furnace. The use of twin furnaces 
for tempering is merely a method of increasing the speed of 
passage of the tube through the process. 

The furnaces are fitted with automatic temperature con- 
trols which keep the temperature during any one heat uni- 
form at the desired level to within very close limits. 

Tubes of up to 70 ft. in length can be produced on the 
present draw-benches. Solid drawn tubes of any kind are 
not obtainable in such lengths. 

Duralumin tubes are formed by the same process except 
that hardening and tempering are unnecessary and that much 
higher speeds of operation are possible. 

Rolled sections: Sections not completely closed—such as 
the boom of ridge and radial girders (Fig. 2 right)—are 
rolled to shape, passing consecutively a series of rollers in 
the one pass. Much higher speeds of working are possible 
with rolling methods but the process is incapable of forming 
certain types of section. Rolled steel sections pass to the 
heat treating draw-benches for hardening and tempering. 

Cutting steel tubes to length is accomplished by the “tooth- 
less saw,’ a plain mild steel disc running at high speed 
which raises the temperature at the point of contact with 
the article being cut to such an extent as to render it 
plastic. This tool produces a perfectly clean and true cut on 
the hardest metal. 

Ridge and radial girder webs: The webs of these girders 
are strips of duralumin sheet about eight inches wide with 
punched and flanged lightening holes and slightly turned- 
up edges. These turned-up edges pass between the lips of 
the boom sections (Fig. 2 right) and are rivetted in place. 
Two thicknesses of sheet are used in each web in the steel- 
boomed ridge girders and one in the duralumin-boomed radial 
girders. The forming of these is carried out in two stages, 
In one the lightening holes are pressed (one central hole 
and two of the surrounding triangular holes at a time), and 
in the second flanging occurs. 


ASSEMBLY OF GIRDER UNITS. 

In the case of main longitudinals, the tube booms are cut 
approximately to length, marked off and drilled for the bolts 
which locate the strut sockets and carry the bracing wire 
shackles. These are then attached to the tubes, and the 
girder is assembled on a jig. 

This consists of two triangular end plates mounted on 
channel steel bases with accurately surfaced upper faces. 
These end plates are adjustable as to their angle with the 
base, for position along the base, and are provided each with 
three lugs accurately spaced to represent the joint-lugs on 


Here are shown, top to bottom: A double radial girder, 
a ridge girder, and a short frame longitudinal all in 
their erecting jigs. 
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the transverse frame rings of the skip. These end plates 
are set each to the angle between frame and chord of the 
longitudinal girder which will occur in the ship for the par- 
ticular girder to be assembled. The fork end sockets are 
inserted into the tube booms, dowelled into the Iugs of the 
jig, and the girder as a whole is trued up by the wire bracing 
to the required curvature, which is set by a series of ad- 
justable jacks along the base of the jig supporting the two 
lower booms. 

When! the girder is correctly trued up, the booms and fork 
ends are drilled through in place on the jig, and rivetted. 


Similar methods are used for the ridge girders. The three 
booms are mounted on a spacing jig whose end plates carry 
plugs at correct centres, which enter the booms, and these 
are in addition supported by intermediate steady rings. The 
boom flanges and the duralumin webs are then drilled in 
place and rivetted, thus ensuring truth of assembly. 


The fork-end boom terminals are then slipped into the 
booms, the whole’ assembly is mounted by these fork ends in 
a jig similar to that employed for the main girders, and 
booms and fork ends drilled through and rivetted in the 
Jig. 

Joints between ridge girders and longitudinals are made 
by means of duralumin die-stampings. These carry three 
lugs to take the fork-ends on the ridge girders and two lugs 
to bolt between fork-ends on the longitudinals. Relatively 
to the ridge girder ends the lugs for attachment to the longi- 
tudinals are subjected to rotation about two axes, the amount 
of such rotation varying from frame to frame. 

To meet these conditions the original stampings are made 
with enough metal to allow machining to any of the neces- 
sary finished dimensions, and a series of adjustable jigs 
have been provided which need only to be set to the correct 
identification number of the particular joint required to en- 
sure correctness of machining. As a considerable amount 
of material has to be removed from each stamping some diffi- 
culty from distortion after machining might be expected. 
None has occurred owing to the care taken in supporting 
the stamping in the jigs. 

A picture of one of these fittings in both the stamped and 
the fully machined conditions is shown in a photograph. The 
first operation on the stamping, after marking off centre line 
and checking for material to clean up is to spot face it on the 
edges of each of the three projecting lugs; and to mill and 
drill these lugs. In all subsequent operations the stamping 
is located by these lugs and is clamped down by them alone. 


corner is a stamping in its original form, 


Jig for milling and drilling skewed lugs on the main joint stamping for the outer ridge girder. 
and below one after finishing. 
the jig about two axes. 


It is consequently under no constraint imposed by the jigs 
and deformation does not occur. 

A typical jig for this fitting is also shown. It can be seen 
that the clamping device for the stamping is mounted so that 
it may be rotated about both a vertical and a horizontal axis, 
and that divided arcs for checking the degree of such rota- 
tion are provided. These arcs are marked with part numbers, 
and are provided with dowel holes. Yo set the jig to a given 
part number the arcs are both set to the division bearing 
that number and the dowel pins inserted, and—in this par- 
ticular case—the milling and drilling for the skewed lugs 
for connection to the longitudinals may be carried out with 
the certainty of accuracy. 

The workman carrying out such an operation stamps the 
part in question with the part number used in setting the 
jig, and all the inspection required is to see that this mark- 
ing agrees with the jig setting, and that the part fits the jig, 

lt would be possible—if space and time permitted—to dis- 
course at length on similar devices used to overcome the 
uianifold difficulties of producing this very remarkable en- 
gineering structure. Unfortunately it is necessary to be con- 
tent with indicating some of the main lines of attack 
adopted. And from this necessarily brief and inadequate 
account it should be evident that the success which has 
attended this constructional work is essentially one of 
technique. 

The difficulties have all been overcome in the actual draw- 
ing office work of computing and designing the details, and 
in the development and devising of satisfactory methods of 
and appliances for, making those details to the required 
standards of accuracy. Such work ‘s necessarily arduous and 
expensive, but carried out as it has been carried out here it 
leads eventually to very great economy of manufacture. 

The greater part of the cost of R1oo will undoubtedly arise 
less from the actual process of manufacture than from the 
difficulties of developing suitable design and workshop 
methods for dealing with the many new problems that had 
to be solved, and this note will it may be hoped indicate 
clearly how large a part Boulton and Paul Ltd. have played 
in making this ship possible. 

As some sort of index to the magnitude of the work 
carried out it may be mentioned *hat the firm’s drawing 
office have devoted nearly 150,000 man-hours to desigi 
work, and that the works have produced 6 miles each of 
main longitudinal booms and of ridge girder booms, and 
that in the ship as a whole there aré 27 miles of tubing of 
all kinds, held together by 65,000 belts and nuts, 600,000 
rivets, 15 miles of swaged tie-rods, and 11 miles of cables. 
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B.M.W. ENGINE DEVELOPMENTS. 


The development of aero-engines in Germany was arrested 
at the end of the War by the conditions imposed by the 
Treaty of Versailles, and for some considerable period Ger- 
man aircraft manufacturers were forced to use foreign 
engines to some considerable extent. 

The Bayerische Motoren Werke A.G., of Munich, de- 
veloped during the War a highly successful type of engine 
with oversized cylinders and a high compression ratio in- 
tended specifically for high altitude work, but having 
characteristics of marked value for commercial service. This 
type of engine had a very excellent fuel consumption at 
normal output at any altitude, and was capable for a short 
period of developing a maximum output much in excess of 
that normal continuous rating. To comply with the Peace 
Treaty requirements this type of engine was to some ex- 
tent detuned, but as the B.M.W.IIIa it was for some years 
a very useful commercial engine. While the restrictions 
were in force, however, there was little incentive to the 
development of the type. 

With the removal of the restrictions early in 1927, however, 
the firm tackled the development of engines in earnest. The 
type IIIA was. superseded in 1927 by the type IVa of slightly 
increased bore, but interchangeable as far as mounting with 
the III4, of nearly equal weight and considerably increased 
output. 

This engine was speedily followed by the type VI—a 
doubled twelve-cylinder version of the IVa, and more recently 
by a whole series of new types showing very decided changes 
of detail design. The present series of B.M.W. engines— 
specifications whereof are given herewith—comprise one— 
the B.M.W.V with aluminium cylinder-blocks—and one— 
the B.M.W.VIII with aluminium cylinder-heads—a marked 
change from the traditional all-steel cylinder construction. 
Also a new departure is the adoption of gear drives, of the 
Farman type, on certain of their engines. 

Thus though retaining the characteristics of the original 
B.M.W. engines of low fuel consumption and a capacity for 
developing a large maximum output for a short period while 
taking-off, the new B.M.W. engines, the new types, show a 
very noticeable fall in their weight power ratio. 

One very interesting development is that of a zeared 
engine of the vertical six-cylinder type with a normal rating 
of 400 h.p. and a maximum of 470 h.p. in the low compres- 
sion type, which' weighs well under 2 lbs per h.p. and should 
form an admirable power plant for high speed aeroplanes. 


THE B.M.W.V ENGINE. 


Typr.—Six-cylinder vertical water-cooled. 
CYLINDERS.—165 m/m. bore, 190 m/m. stroke. Steel barrels inserted 
into an aluminium block casting with rubber ring packing at 


bottom, and an aluminium cylinder-head and cam casing combined 
held to cylinders by screwed-in valve seatings. Two overhead 
valves per cylinder. 

VALVE GEAR.—Totally enclosed overhead camshaft driven by vertical 
shaft from rear end of engine. 

AUXILIARIES.—Magnetos transversely 
water pump vertically below 
rear of crankcase base. 

CARBURETTORS.—Two Zenith carburettors on 
manifold for three cylinders. 
between manifolds. 

WEIGHT DRY.—335 kg. (737 Ilbs.). 

PERFORMANCE.—7.3. compression. Maximum output qio b.h.p. at 
r.p.m. Normal 320 b.h.p. at 1,520 r.p.m. 
(.484 lbs.) per h.p. hour. 

6.0 compression. Maximum output 
Normal 320 b.h.p. at 1,535 1.p.m. 
(.495 lbs.) per h.p. hour. 

5-5 compression. Maximum output 
Normal 320 b.h.p. at 1,570 r.p.m. 
lbs.) h.p. hour. 


mounted at rear of 
magnetos. Oil pumps 


crankcase, 
in sump at 


port side feed each one 
There is a balancing connection 
1,650 
Fuel consumption .022 kg. 


400 b.h.p. at 1,650 
Fuel 


r.p.1m. 
consumption 0.225 kg. 
370. 1 D-H. ataal, 080 
Fuel consumption 0.23 kg. 


bea) Oe analy 
(.504 


per 


, 


The B.M.W.Va 6-cylinder engine. 


THE B.M.W.VA ENGINE. é 
This engine is an improved and boosted version of the 
type IVa, which it is intended to replace. 
Type.—Six cylinder vertical water-cooled. 
CYLINDERS.—Separate steel cylinders with separate welded steel water 
pockets, Pe 
VALVE Grar.—Overhead camshaft in a tubular casing supported by 
cylinder heads operates salves through rocker projecting into span. 
AUXILIARIES.—All auxiliaries at rear of engine. Magnetos on trans- 
verse shafts below magnetos and oil pumps on base of crankshaft. 
Drives provided for petrol pumps (A.M. type). A centrifugal oil 
cleaner is fitted. 
CARBUREITOS.—Two Zenith carburettors on port side each supply three 
cylinders. Balance connection between manifolds. ; 
WEIGHT Dry.—317 kg. (697 lbs.). 
PERFORMANCE.—7.3 compression. 
r.p.m. Normal 320 b.h.p. at 
kg. (0.473 lbs.) h.p./hour. 
6.0 compression. Maximum output 370 h.p. at 1,650 r.p.m. Normal 
320 b.h.p. at 1,565 r.p.m. Fuel consumption 0.22 kg. {0.484 Ibs.) 
h.p. hour. a 
5-5 compression. 
Normal 320 b.h.p. at 
(0.495 lbs.) h.p. hour. mo 
THr B.M.W.VI ENGINE. 
Type.—Twelve-cylinder 60° Vee, water-cooled. 
CYLINDERS.—160 m/m. bore, 190 m/m. stroke. 
with separate welded steel jackets. 
VALVE GEAR.—Similar to B.M.W.Va. : e 
AUXIMARIES.—Magnetos driven from a shaft inclined at 309 to hori- 
zontal from the camshaft drive shaft of starboard cylinder line. 
Water pump vertically below crankshaft at extreme end of erank- 
case, and oil pumps in sump at rear of crankcase. A.M. petrol 
pumps above and each side of water pump. A worm geared hand 
starter fitted at end of crankcase. x 
Wericur Dry.—sio kg. (1,122 lbs.) with aluminium, 470 kg. (1,034 Ibs.) 
with “ Electron ” crankcase. ; “ 
PERFORMANCE.—7.3 compression. Maximum output 750 b.h.p. at 1,650 
t.p.m. Normal 500 h.p. at 1,443 r.p.m. Fuel consumption 0.215 ‘kg. 
(0.743 lbs.) per h.p. hour. ie 
6.0 compression. Maximum output 660 b.h.p. Normal 500 blip. 
at 1,460 r.p.m. Fuel consumption 0.22 kg. (0.484 lbs.) per h.p. hour. 
5.5 compression. Maximum output 650 b.h.p. at 160 r.p.m. Normal 
500 b.h.p. at 1,467 r.p.m. Fuel consumption 0.225 kg. (0.495 Ibs.) 
per h.p. hour. : 


THE GEARED B.M.W.VI ENGINE. x 


This is the B.M.W.VI with an airscrew reduction gear 
of 1.5 ratio. The weight of the geared version is 545 kg. 


Maximum output 385 b.h.p. at 1,650 
1,555 v.D.m. Fuel consumption 0.215 


Maximum output 350 b.h.p. at 
1,600 r.p.m. 


1,650 r.p.m. 
Fuel consumption 0.225 kg. 


Separate steel cylinders 


The B.M.W.IV 12-cylinder geared engine. 


(t,199 lbs.) with aluminium and 505 kg. (1,111 Ibs.) with 
‘‘ Klectron ”? crankcase. Outputs are the same as the un- 
geared version. 

THE B.M.W.VIJA ENGINE. 

This is a doubled version of the B.M.W.Va and bears the 
same relation to the B.M.W.VI that the B.M.W.Va does to 
the earlier B.M.W.IV. It has the same bore and stroke as 
the VI and is scarcely distinguishable therefrom except 1 
having the ignition gear removed to the front end of the 
crankcase. Bosch distributors and coil ignition, or magnetos, 


may be mounted here. 

WEIGHT Dry.—s525 kg. (1,155 lbs.) with aluminium. 485 kg. (1,067 lbs) 
with ‘ Electron” crankcase. 

PERFORMANCE.—7.3 compression. Maximum output 770 b.bL.p. at 1,50 


Fuel consumption 0.215 kg. 


r.p.m. Normal 600 at 1,520 r.p.m. 
(0.473 lbs.) per h’p. hour. 
6.0 compression. Maximum output 7oo h.p. at 1,650 1.p.JM. 


Normal 600 b.h.p. at Fuel consumption 0.22 kg. (0.484 
lbs.) per b.h.p. hour. 

5.5 compression. Maximum 
Normal 600 b.h.p. at 1,590 r.p.m. 


lbs.) per b.h.p. hour. 
THE B.M.W.VIJA GEARED ENGINE. : 

This is the VIla with a reduction gear of r.61 ratio. The 
weight is 500 kg. (1,232 lbs.) with aluminium, or 520 kg. 
(1,144 lbs.) with ‘‘ Electron ”’ crankcase. 

PERFORMANCE.—7.3 compression. Maximum output 755 b.h.p. at 1,04 
(airscrew) r.p.m. Normal 600 b.h.p. at 950 (airscrew) r.p.m. Fuel 


1,565 r.p.m. 


output 670 b.h.p. at 1,650 1.paM. 
Fuel consumption 0.225 kg. (0.494 
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Tyre | Wheel ies Track | Tyre | Wheel | aoe | Track | Tyre | Wheel |_ ee Track 
Size No. Length Bore Line Size No Length | Bore Line Size | No. Length | Bore Line 
a “m/m m/m | ; m/m = : a m/m Lie am me cm/me | wa . m/m anim | mim _ 
375 x 55 168 | 111712 254 | Central | 700x120 176 178° 4445 | Central } 1000 «180 143 220° Bu" Central 
9 195 | 130° 38°09 | Central " 179 178° | «55° | 132/46 - | 149 185° 55° Central 
| 155 220° | 6667 | Central 
| | ’ A f ” K j ' | 
300 x 60 16 | 11112 25°4 Central | gsqx495 | 119 178 55° 152/48 ms | 166 185 | 55 | 125/80 
450x60 | 30 | 89 | 31°75 | Central} ” iss a0] Sogn | Contra, | 900x200 | 197 185° | «55° | Centra 
fs 172 | 130 3809 | Central x 338 178 | 4445 132/48 iy | 108 185 | re 125 60 
575 = 60 21 | 169° 28° Central | . | 137 | 250° | 80 | Centra 
a 180 | 150° =| 38°09 | 104/46 =| 750 « 125 77 178° 4445 | 132/46 a | 157 185° | 80° Centra 
a 186 120° 3492 | Central os | 92 185° | «(55° | 135/50 - 202 185° | 60°32 | Centra 
4 199 150° 3809 | Central eye 95 185° | 55° Central / 
s | 99 178° 3889 | 132/46 | 1109220 134 | 9 290° 6667 | Centra 
600 « 75 21 | 160 28° Central - | 112 150° 38 09 Central = | 136 250° 80 Centra 
‘. 180 | 150° 3809 104/46 M | 176 178 | 4445 | Central | | 
=A 186 | 120 34°92 | Central ra | 179 178° 55° | 132/46 975295 | 192 185° 60°32. | Centra 
2 190 150 3809 | Central | | ~ | 194 185° | (55° | 125/60 
cere 72 178.) 404s | tajag | PPO* 100 | AR 8 18h ES | 55:50 | T e50x250 | 314 | 25g | 80 Gantt 
- 79 | 178 44.45 | Central ” : Tee 3 | 154 3048 | 1016 Centra 
400 | 478° 38°09 | 139/46 es | 163" 185° | 6667 | 135/50 
” eit sits. | aseas a | 169+ 185° | 55 135/50 
p hoy (ELE Mee a | 17 185 | 55: 136/50 1500 300 | 305 304'8 1524 =| Centra 
’ | | hee = a ; | r sentra 8 | 1016 |} Centr: 
000100) 198 120, | 3492 | Central ed ote | 485° 60°32 135/50 : | | 
c 304 ; 3°0 104.46 | | i 
: 3 A ; | 1525 = 325 197 3048 | 1016 Centra 
ee ya | 120 E - pa 1000150 167 185° 55° 125/60 Ae 
x TT me S18: 132) “ 174 250° 80° Central ! | See, 
* 92 185 55 «135/50 es | 4408 185° 55° Contras | eset ta ame Snhreese wes 
* 95 175° 55 | Central ey | 187 220° 6667 | Central ” eS 
a 99 178° 33°89 | 132/46 x | 201 185° | 60°32 | 125/60 
x 112 150° 3869 | Central - | 910 185° 6032 | Central | 1750 x 350 193 | 400° 125° | Central 
i | | { { 
| *Wheels Nos. 161, 162, 163, and 211 are of stronger type than the other wheels for 800 X 150 tyres, } Wheel No. 169 is fitted with Ball Bearings 
Grease gun equipment is now a standard fitting on all wheels. (Lins) 
THE PALMER TYRE LIMITED, 
| Contractors to the Admiralty, the War Office, and the Air Ministry, 
Tel a ‘ Telephone :— 
egraims 100-106, CANNON STREET, LONDON, ErC.4. City 1477 (Two Lines). 
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consumption 0.22 kg. (0.484 lbs.) per b.h.p. hour. 

6.0 compression. Maximum weight 685 b.h.p. at 1,024 (air- 
screw) h.p.m. Normal 600 b.h.p. at 980. (airscrew) r.p.m. .Fuel 
consumption 0.225 kg. (0.495 lbs.) per b.h.p. hour. 

5.5° compression. Maximum output 655 b.h.p. at 1,024 
r.p.m. . Normal 600 b.h.p. at 995 (airscrew) r.p.m. 
0.23 kg. (.506 lbs.) per b.h.p. hour. 


THE B.M.W.VIII. 
Type.—Six cylinders, vertical, water-cooled. 

CYLINDERS.—160 m/m. bore, 180 m/m. stroke. Separate steel cylinders, 
steel-jacketed with separate aluminium heads to each cylinder. 
AUXILIARIES.—Fitted with a 2/1 reduction gear for airscrew and front 
mounted ignition (Bosch coil or magnetos). Otherwise simiiar to 

other B.M.W. vertical engines. 


(airscrew) 
Fuel consumption 


WEIGHT.—365 kg. (803 lbs.) with aluminium, 330 kg. (726 Ibs.) 
“Electron”? crankcase. 
PERFORMANCE.—7.3 compression. Maximum output 530 b.h.p. at 2,400 


r.p.m. Normal 400 h.p. at 2,190 r.p.m. 
(0.464 lbs. per h.p. hour). 


Fuel consumption 0.22 kg. 


6.0 compression. Maximum output 500 b.h.p. at 2,400 Y.p.m 
“Normal 409 b.h.p. at 2,230 r.p.m. Fuel consumption 0.225 kg. (0.495 
lbs per h.p. hour. 

5-5 compression, Maximum output 470 b.h.p. at 2,400 r.p.m 


Normal 400 b.h.p. at 2,275. r.p.m. 
lbs. per h.p.. hour. 


Fuel consumption 0.23 kg. 


THE JUNKERS HEAVY OIL ENGINE. 


The photograph here reproduced shows the experimental 
Junkers heavy oil engine which was exhibited at the Berlin 
Aero Show. Complete reticence seems to have been observed 
as to the details and the performance of this engine which 
was built in 1926, but from what is common knowledge. con- 
cerning earlier types of Junkers engines and the appear- 


The Junkers experimental heavy 


Navigation Instruments, 


“Instruments for Aerial Navigation.’ By A. J. Hughes, O.B.E. 
98 pp., 53 in. x of in., many illustrations. Published by Henry 
Hughes and Son Ltd. Price 2s. 6d. net. 

This book, compiled and published by 

Aircraft Instruments, is one which should be in the possession of all 

those who may have to use instruments of the type with which it 

deals. 


Naturally enough the instruments described therein are of types 
manufactured by the firm which publishes the work, but it is no 
mere catalogue of proprietary articles. Each instrument is deseribed, 
both as to the principles on which it is based, its actual construc- 
tion and the method of use, and a very considerable portion of the 
book is therefore a useful guide to the principles used for air naviga- 
tion as distinct from the particular type of instrument which may 
be in question. 

The book is divided into five chapters, I dealing with direction 
finding instruments, including Magnetic and Earth inductor com- 
passes and turn indicators; II, instruments for the estimation of drift; 


oil engine as exhibited at the Berlin Aero Show. 


a well-known maker of. 


ance of this particular engine certain reliable deduction 
may be made. 

This particular engine appears to have the unusual nun 
ber of five.cylinders. Each cylinder consists of an oper 
ended barrel with two sets of ports, one for inlet and th 
other for exhaust, towards opposite ends of the barre 
Above and below the liners are two crankshafts, each opera 
ing one piston in each cylinder, and geared together by 
train of gears arranged down the casing at the front end ¢ 
the engine. 

The two pistons in each cylinder compress air betwee 
them on their inward stroke, fuel is pump-injected at 
near their common dead centre and ignited by the heat < 
the compressed air charge; combustion and expansion occu 
on the outward stroke. Before the end of this stroke on 
piston uncovers the exhaust ports at one end of the cylinde: 
Shortly after the other piston uncovers the inlet ports, whic 
are supplied with air by a scavenger pump, and a fres 
charge of air rushes in and forces out the burnt charg 
On the return stroke compression begins as soon as bot 
sets of ports are covered, and the cycle is repeated. 

In the stationary engines piston scavenging pumps ar 
used; in the aero-engine apparently a rotary blower is use 
for this purpose. 

The airscrew is apparently driven from one of the inte: 
mediate gears in the train coupling the two crankshafts. 

No reliable information is available as to the fuel injectio 
system used, but it is believed to be of the “ solid ” type 
Rumour credits this engine with an output of 700 b.h.p. for 
weight of 800 kg. (1,760 Ibs.), but cannot be considere 


trustworthy.—w. H. Ss. 


Versuchs-Ol-flugmotor 
a Sonderprujstan 


III, instruments for determining position; instruments fc 


IV, 
artillery (spotting, speed finding, torpedo, and camera aiming instr 


ments); V, height, speed, time, and temperature measuring instr 
ments. An appendix describes the Cooke-Shilovsky Turn Indicato 
the Estimograph, the Air Speed Recorder, Air Log, and various lev‘ 
indicators. 

The book is excellently printed and illustrated, and is generall 
very clearly written. ‘There are one or two minor misprints of littl 
importance and the explanation of one instrument has become 


little involved and confusing. 
German Airworthiness Schedules. 
“ Bauvorschriften fiir Furezeuge.’’ Published by the Deutsche 
Versttchsansalt fiir Luftfahrt, Berlin-Aldershof. 128 Pp 


44 in. x 6% in. 

This is a handbook of “airworthiness”? regulations issued by th 
competent German Authority, the D.V.I.. It comprises material spec 
fications, rules as to equipment and the like imposed on all Germa 
aircraft. 

Tears arranged and indexed. 


exceedingly well 
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REYNOLDS 


AIRCRAFT TUBING.’ 


Even the highest quality Aircraft 
tubes can be spoilt by inferior final 
treatment. 


In our new Finishing Shop shown 
here, the tubes, accurately drawn in 
the drawing mills, are straighte ned, 
cleaned out tnside onrevolving mops, 
viewed, heat treated in our special 
gas-fired furnace, in which the tem- 
perature can be controlled within 
5° C through its 20-ft. length, tested 
by our approved testing staff, finally 
straightened and inspected, when, 
after oiling, they are ready to be 
packed and despatched to customer. 


REYNOLDS TUBE COMPANY, LTD., 
Hay Hall Works, Tyseley, BIRMINGHAM. 


REYNOLDS 


R.H.S. 


VICKERS “VICTORIA ”—2 NAPIER “LIONS ”- CELLON DOPE 


{= . Roe Troop Carriers, Night Bombers, Fighters, Seaplanes, and 
Training Machines CELLON DOPE meets all requirements. 
That is the reason why Messrs. VICKERS LTD., use 


CELLON 


| 
| 
| 


: Tele : (<4 ° 99 Tel ph re: 
WA WH Rik d Surrey. The Dope of Proved Efficiency ee Leen i a 


lc 46-45 Cellon ‘Richmond Ltd., Cellon Works. Petersham Road, Richmond Surrey. 


| 
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KINDLY MENTION “ THE AEROPLANE » WHEN CORRESPONDING WITH ADVERTISERS. 


THE WEIGHT OF AEROPLANES. 


Major T. M. Barlow, of the Technical Staff of the Fairey 
Aviation Co. Ltd., in a paper read before the Royal Aero- 
nautical Society on Noy. 22, discussed the weight of aircraft 
in terms at once detailed and general. Originally the paper 
was to have discussed in particular those aspects of the 
weight problem which limit or affect increases in the size 
of aircraft, but this subject was found to cover so wide a 
range that the paper as actually read dealt mainly with the 
limitations imposed on existing types by considerations of 
weight. 

Oue of the first problems confronting the designer of an aeroplane 
to meet a given specification is the securing of a correct compromise 
between weight and head-resistance. He may have to consider the 
altcrnatives of biplane or monoplane, water- or air-cooled engine—or 
any one of a number of alternative methods of construction or of 
general lay-out—in each of which variations in both weight and re- 
sistance occur. For any given machine under similar operating con- 
dition an increment of weight may be regarded as equivalent to an 
increase of head resistance. But the equivalent increase in resistance 
corresponding to unit increase in weight varies with the performance 
of the machine, and with the height of operation. 

For high speed co-operation a given increase of weight will be 
compensated by a smaller reduction in resistance—expressed in terms 
of equivalent flat plate area—than will be required for a machine of 
lower speed. As altitude increases, however, the relative importance 
of weight increases. Thus the extra resistance of air-cooled engines at 
low altitudes outweighs the weight saving they render possible. At 
height, however, the position may be reversed. 

The question of air- or water-cooled engines leads to a consideration 
of the effects of fuel consumption and its effect on weight. This 
again if expressed in terms of equivalent resistance varies in import- 
ance with the class of aeroplane, and with altitude, the extra weight 
caused by higher fuel consumption being of least importance in high 
speed types and of greater importance at altitude than at sea-level. 

After this general survey of the influence of weight on performance 
as shown by the resistance equivalents of weight increases, Major 
Barlow analysed some of the main details contributing to the weight 
of aircraft structures. Among these are the effect of varying load 
factors, the relative virtues of timber, light alloys, and steel as 
materials of construction, and the weight per h.p. of power plants, 
including airscrews. 

The author then passed to a consideration of the influence of the 
fully-loaded weight of an aircraft on possible range, the useful load 
and power plant remaining constant. ‘This analysis showed that the 
range increased as the loaded weight increases up to a certain limit, 
whereafter the added structure weight swamped the effect of the extra 
fuel which could be carried. 

Consideration of an idealised case—an aeroplane consisting merely of 
wing with negligible body resistance, suggests that a range of 10,000 
miles is beyond the possible limit, and that no increase in range will 
be obtained by increasing machines to over 50,000 lbs. weight. 

As to the influence of size on weight, Major Barlow expressed the 
opinion that the size of land machines would be definitely limited by 
aerodrome facilities, and by the difficulty of transporting components 
from factory to aerodrome, and suggests 160 ft. span and an all up 
weight of 45,000 lbs. as about the practical maximum. 

In the case of seaplanes no such limits seemed to him to operate. 
Machines could be built and launched at -the waterside, limitations of 
aerodrome size, and of the loading of wheels disappear, and wing 
loading much higher than practicable on land machines could be used. 

He did not believe, however, that large machines would gain any- 
thing beyond an increase in trange or load proportionate to their 
increase of power in virtue of size alone. Any other improvement 
must be due to the skill of the designer in overcoming such problems 
as the one discussed in his paper. 

A somewhat lengthy discussion was mainly devoted to engines as 
to the precise meaning of some of the lecturer’s many diagrams, 
but was enlivened by the inevitable interchange of opinion as to the 
physical limits to the size of aircraft between Mr. Handley Page 
and Major A. R. Low.—w. H. s. 


THE ROYAL AERONAUTICAL SOCIETY. 

On Thursday, Nov. 24, at 6.30 p.m., Mr. F. Sigrist, IMEBSE e. 
A.F.R.Ae.S., will lecture before the Royal Aeronautical 
Society at the Royal Society of Arts, John Street, Adelphi. 
The title of his lecture will be ‘Some Aspects of the Pro- 
duction Problem in Aircraft.’? Tickets for visitors may be 
had on application to the R.Ae.S., 7, Albemarle Street, W.1. 

Mr. F. Sigrist is a Joint Managing Director of the H. G. 
Hawker Engineering Co. Ltd., and is one of the few pioneers 
of Aviation who have kept not only abreast of but rather in 
front of the times. He will deal in detail with the produc- 
tion problems which face the aircraft designer of to-day. 
In the course of his lecture he will draw attention to the 
serious position which faces the Industry should it be called 
upon to expand suddenly in case of war. 

The opinion of the lecturer is stated definitely, ‘‘ We can- 
not expand immediately, neither «an we find sufficient men 
to instruct allied trades which night be of assistance.” 
Few will quarrel with that sentiment. 


A WIRELESS BEACON. 

The Air Ministry, according to reliable reports, are erect- 
ing at Orfordness, on the coast of Suffolk, a wireless beacon 
of the rotating loop type which has been developed by the 
R.A.E. at Farnborough. 

The loop aerial emits a signal of a directional character with 
a strongly marked minimum of intensity. It is rotated at 
a steady rate and while rotating sends out a series of char- 
acteristic signals. One of these of an unmistakable char- 
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acter is sent when the direction of minimum radiation . 
due North. 

The observer on ship or aeroplane who wishes to get hi 
bearings from this beacon must start a stop watch at th 
instant of hearing the North signal and stop it when he r 
ceives the signal of minimum strength. By a simple ea 
culation he can deduce his bearing from the time thr 
measured. ; 

For instance if the loop rotates at x revolution per minut 
cach second shown on the stop watch represents one sixtiet 
of 360°, or 6°. . a 

The Orfordness beacon will run on 1,040 metres wave lengt 
and is to have a range of 200 miles; 3 


FAIRCHILD—CAMINEZ MOVES. 

Mr. Sherman M. Fairchild, President of the Fairchild Ai 
plane Manufacturing Corporation states that the Corporatio 
has purchased the minority stock interest of Mr. Harol 
Caminez and Mr. Leon Caminez in the Fairchild Camin 
Engine Corporation. The activities of the Engine and Ai 
plane Corporations will be consolidated, which gives tt 
facilities of each Company to the other and reduces overhea 
charges. i. 

Mr. Harold Caminez has resigned as Chief Engineer, an 
Mr. David Caminez has resigned as ‘Treasurer of the Fai 
child Caminez Engine Corporation. 

An 8-cylinder cam engine and a small 80 h.p. 4-cylind 
cain engine have been built and flown, but as yet the exper 
mentation has not progressed to a point where definite pe 
formance or specifications can be announced. 

To this may be added the information that the big 4-cylinde 
engine has been abandoned, partly because the powerful in 
pulses on a large airscrew set up torque-reactions which shoo 
the machines in which they were mounted more than is d 
sirable, and partly because there were certain cooling d 
fects. Contrary to general impression there was no actu: 
vibration set up by the novel cam system on which the et 
gine works. The torque trouble and the cooling troubles hay 
both been put right and when a few minor difficulties hav 
heen overcome the engine promises to be very satisfactor 


indeed. ‘ 
AS USUAL, ~ io 
In these days if anybody did anything remarkable with a 
aeroplane and did not use K.L.G. Plugs the fact would d 
mand special attention. But, just in case anybody shoul 
think that such a thing has happened, the fact must be pt 
on record that in the recent high speed flight of the Supe 
marine $.5 (Napier Lion engine), piloted by Fit. Lt. d’Arc 
Greig, K.L).G. Plugs were fitted, as usual. | 
Although officially this flight was not a record, because | 
did not beat the previous record by a big enough margit 
this was at any rate the highest speed yet officially timec 
To reach this speed the Napier Lion, which was the sam 
identical engine which won the Schneider Trophy alon 
the Lido last year, was run up to close on 4,000 rpm. I 
the Schneider Contest it was running at something lik 
Soo less r.p.m., and consequently a greater stress was 1 
fact imposed on the K.ly.Gs. than has ever been put 0: 
sparking plugs in an aero-engine before. 


FAMOUS AEROFOILS. 4 

Those enthusiasts who collect pictures of famous aircraf 
can add materially to their collection by acquiring the lates 
album produced by D. Napier and Son Ltd. The price is 
guinea, but as it contains pictures of twenty-nine of th 
World’s most famous aircraft fitted with Napier engines 
each picture is remarkably cheap at the price. 

The pictures are exceedingly good photogravures fron 
photographs. Each measures 53x73 and is what printin: 
people call “ plate sunk.’? As a matter of fact the whol 
collection cut out and framed individually would make ex 
cellent decorations for a Service Mess or a Club-room 0 
for the house of an aeronautical enthusiast. 

Most of the machines are shown on the ground, but a goo 
many of them are in the air or on the water or in the ac 
of taking off. In addition to aeroplanes, there is a very g00 
picture of Captain Malcolm Campbell’s speed-record car am 
of the latest Napier engine,—the 530 h.p. racing type. 

The aeroplanes illustrated are the Avro Avenger, th 


Gloster Gorcock (getting off), the Vickers Vivid 
the Vickers Vixen, the Parnall Pike, the Black 
burn Blackburn, the Boulton and Paul Bugle, th 


Handley Page Hyderabad, the Vickers Virginia, the Avr 
Buffalo, the Blackburn Ripon II, the Handley Page Harrov 
II, the De Havilland Hound (flying and very much alive) 
the Fairey IIIF (on an almost vertical bank), four Vicker! 
Vernon (in the Desert), the Vickers Victoria, the Handley 
Page W.1o (in the air), the Fairey IIIF on floats (over th 
water), the Blackburn Velos (also over the water), the Glostet 
IV (in tow at Venice), the Supermarine S.5 (afloat), the 
Suvermarine Seagull, two Supermarine Southampton: 
(afloat), seven Fokker D.C.1s (over Rotterdam), the Heinke 
H.D.17, the Heinkel H.E. (afloat), the Dornier Wal (getting 
off), the Dornier Superwal (in the air), and the Smolik. 
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os LADY BAILEY’S PROGRESS. 

On Noy. 22 Lady Bailey, who is pluckily proceeding with 
her return flight from the Cape to England, arrived at Fort 
Lamy on Lake Chad in Equatorial French Africa. Readers 
will remember that owing to her inability tq obtain per- 
mission to fly over the Sudan she decided to return up the 
West Coast of Africa by way of Angola and the Belgian and 
French Congo. 

i‘: AUSTRALIA—ENGLAND. 

On Nov. 22, Capt. Frank Hurley and Messrs Moir and 
Owens, who are attempting to fly from Australia to England 
on the Ryan monoplane Spirit of Australia, arrived at Heli- 
ppolis aerodrome, Cairo. They had originally intended fly- 
ng by way of Aleppo and Constantinople but presumably 
weather conditions forced them to change their plans at the 
ast moment. 

| They had omitted to apply for the customary permission to 
ly over Egypt, which requires fifteen days’ notice, but the 

Sgyptian Government agreed to provide them with an emer- 
zency permit resulting in only one day’s delay. 

_ They left Cairo on Nov. 24 and flew to Sollum. 

On Noy. 25 they flew from Sollum to Athens. 

On Nov. 26 they left Athens but were forced to land at 
Varimbodi shortly after leaving Tatoi aerodrome and their 
machine was damaged. Capt. Hurley was slightly injured 


\ 


out his companions escaped unhurt. 
THE AUTO-GIRO’S TOUR. 


Somewhat belated but none the less interesting is the fol- 
owing brief report of the tour made between Oct. 3 and Oct. 
“3 by the Autogiro, piloted alternatively by Mr. Rawson and 
yy the inventor Senor Don Juan de la Cierva. 

The arrival at Paris, when Don Juan somewhat deteriorated 
us undercarriage by landing too nearly vertically, was duly 
veported in TH» AEROPLANE at the time. After the necessary 
‘epairs he left Paris on Oct. 3 and flew 180 miles to Brussels. 
On Oct. 4 he demonstrated the machine before the leaders 
#f Belgian Aviation including the A.D.C. to the King of the 
Belgians and the President and Secretary of the Belgian 
Royal Aero Club. The visitors also included the Ambassador 
or the United States and the Spanish Ambassador. On Oct. 
j the Belgian Crown Prince and Princess Astrid watched 
senor de la Cierva fly the machine, and later Mr. Rawson, 
with Mr. Blake, the Secretary of the firm, as passenger, flew 
over the Royal Palace at Brussels, whence they proceeded ‘to 
Cologne (110 miles). 

On Oct. 6 they flew to Dortmund (60 miles) in thick weather, 
md later went on to Hannover (105 miles). On Oct. 7 they 
lew to Dessau (105 miles), where they were received by Dr. 
ichleissing, of the Junkers firm. Later they went on to 
Berlin (60 miles), where they were received by Herr Merkel 
of the Luft Hansa. On Oct. 8 Senor de la Cierva took up 
detrr Hentzen of the Reichsverkehrs Ministerium, and Mr. 
Rawson took up Herr Udet, the famous war pilot and artist. 
On Oct. 9 Senor de la Cierva took up Herr Merkel, and in 
‘he afternoon Mr. Rawson and Mr. Blake flew to Magdeburg 
‘75 miles), Hannover (75 miles), and Munster (95 miles), 
vhere they were the guests of the city. 

_ On Oct. 10 they flew to Scesterberg, the Dutch Military Aero- 
lrome (104 miles), and thence to Rotterdam (35 miles), where 
the leaders of Netherlands Aviation gathered to see the 
lemonstration. Further demonstrating was done on Oct. 11. 
On Oct. 12 they flew to Brussels (70 miles), and to Valen- 
“émnes (55 miles), where they were held up by fog. On 
Det. 13 they flew to Paris (110 miles), where the machine was 
eft for further demonstrations, the pilot and passenger re- 
urning to England by more ordinary means. 

_ The total distance covered, including demonstration flights, 
vas about 1,450 miles. 


THE BRITISH COLUMBIA AIRWAYS 

| f ACCIDENT. 

| Particulars have now come from Victoria, British Colum- 
ja, concerning the aeroplane crash in which Mr. Mac- 
Callum Scott, late M.P., and his wife lost their lives. The 
aaehine was a Ford-Stout.three-engined monoplane built to 
atry twenty-three passengers. It was being used on the 
‘¢w air-line run by British Columbia Airways between Vic- 
Ora, B.C., and Seattle, Wash., U.S.A. The pilot, Mr. 
Herold Walker, had had considerable war flying experience 
es n record of between 3,000 and 4,000 flying hours to his 
edit. 

| Apparently the machine left Victoria in fine weather and 
an into fog before reaching the coast of Washington State. 
“he body of Mrs. MacCallum Scott was washed up in Dis- 
Overy Bay, between Dungeness and Port Townsend. Her 
jody was entangled with the wicker-work chair in which 
he had been sitting, indicating that the whole fuselage of 
bs machine must have been broken up when it hit the 
ater. 

| Those who lost their lives in the crash were the pilot, 
Mr. Herold Walker; Dr. Donald Holden, the senior member 
f the Medical profession in Vancouver Island; T. E. Lake, 
f Shanghai, Eastern Manager of the Union Oil Co. of Cali- 
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fornia; Dr. Floyd Soverel, of New Jersey; Alexander Mac- 
Callum Scott, late M.P., formerly Parliamentary Secretary to 
Mr. Winston Churchill; Mrs. MacCallum Scott; and R. 
Carson, assistant pilot. 

In an able article in the Victoria Daily Times of September 
1, Mr. Sydney Pickles, who will be remembered as a com- 
petent test pilot in this country during the War, points out 
the folly of running land machines on a route such as this 
which is almost entirely over water. He says that a flying- 
boat, if it runs into fog, can at any rate alight on the water 
before visibility becomes too bad and sit there until the 
fog clears, as there is never fog and wind at the same time. 
Which is true, except, perhaps, in the English Channel. 

The fact that land machines should have been used on 
this line is the more extraordinary considering that Mr. 
Eddie Hubbard ran an air mail service from Victoria, B.C., 
to Seattle with single-engined flying-boats through all sorts 
of weather including gales and fog with close on 100% 
efficiency for several years just after the War. 

NEW AIRCRAFT FOR CANADA. 


On Nov. 23 the Deputy-Minister for National Defence 


announced that next year the Canadian Government would 


spend about $400,000 (£80,000) on the purchase of new air- 
craft. These machines will be for the R.C.A.F. and for the 
equipment of Canadian flying-clubs. Most of them will be 
of the light-aeroplane class, but some heavy transport and 
photographic machines will be bought. As far as possible 
orders will be placed with Canadian and British manufac- 
turers. 


THE GIPSY MOTH IN THE U.S.A. 

The Moth Aircraft Corpn., which company will build the 
D.H. Gipsy-Moth and the D.H. Gipsy engine in the United 
States, has acquired a factory at Lowell, Mass., and produc- 
tion will begin at once. 

The factory covers over 100,000 sq. ft. of space and 1s 
a steel and brick structure, located at the Lowell Airport. 
ALCOHOL AND AVIATION IN AMERICA. 

An American aviator, who recognises the mutual inter- 
dependence of these three substantives, sums up the present 
situation on the West of the Atlantic better than it has ever 
been done before, in the following words :— 

‘“We are in for four more years of our present liquor 
system, the finest ever developed. The wets, who hoped 
Smith would win and establish Government liquor stores, 
didn’t know what they were trying to let themselves in for. 
I have had experience with Government stores in all parts 
of Canada. 

“On my last trip my train left Winnipeg, West-bound, at 
10 a.m., and the Government liquor store opened at the 
same hour. As both railroads and liquor are handled by the 
Government it shows a woeful lack of, co-operation. 

‘In Canada, after you pay for a permit you have to go to 
the store, make your purchase, and carry it’ home... And you. 
can only buy during limited hours. With our present fine 
system we get a twenty-four-hour service, seven days a week, 
—and the bootlegger delivers. Three cheers for Hoover and 
Prohibition !—That’s why I voted for Al Smith.” 

WANTED, A PARTNER. . : 

There is an opening for an energetic man with a certain 
amount of money who is willing to become a partner in a 
going concern and take charge of the work-shops. The owner 
of the firm, as it is at present constituted, is chiefly occupied 
on outside work and wants both a first-class works manager 
and a little extra capital to extend the business, which already 
pays very well. He is of the opinion that the combination 
of partner and works manager would probably be for the 
benefit of all concerned. Anybody interested is invited to 
write in confidence to the Editor of THE AEROPLANE. 

NOEL AND NINA TAKE THE AIR. 

De Havilland advertising is rapidly becoming one of the 
joys of the aeronautical community, just like the Moth and 
the Gipsy engine. The things which the D.H. people have 
to say to the public are always worth hearing. 

Their slogan of a year or two ago, ‘‘ Get off those crowded 
roads,’ is becoming more and more apposite. Their latest 
application of that idea is embodied in a tiny booklet bearing 
the title ‘“‘ The Higher the Fewer”? (without apologies to 
Lewis Carroll). 

The booklet introduces Noel and Nina, the Heavenly Twius 
—a typical lad and lass of. the village—and tells in pen-and- 
ink pictures, with as little wording as a cinema film, how 
the twins took to aviation, what they learned about the 
history of aviation, how they helped their aged parents, and 
what they did in one crowded week of glorious sport. 

One hopes to see more of their aerial adventures in due 
course. oe 

One strongly recommends all who want to do their bit in 
making the nation air-minded to get hold of a supply of 
these .booklets from the De Havilland Company and dis- 
tribute. them among their friends and enemies alike. The 
booklet is a very good advertisement for the Moth, but it is a 
still better advertisement for flying,—and anybody who sees 
it is sure of several serious chuckles. 
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THE WASHINGTON CONFERENCE. 

At the Washington Conference, which is to be held from 
Dec. 12 to Dec. 14, the Department of Civil Aviation at the 
Air Ministry will be represented by Mr. R. J. Goodman 
Crouch, who has been for a number of years chief of the 
Stress Department of the Air Ministry. 

Mr. Goodman Crouch has been of late particularly con- 
cerned with the examination of the designs of civil aircraft 
prior to their being passed for their Certificates of Air- 
worthiness. Therefore he is particularly fitted to discuss 
with our friends in America the points which are at present 
in dispute as to the mutual acceptance of Airworthiness 
Certificates by the United States and Great Britain. 

: His qualifications are not only those of a stress calculator. 


He has an intimate knowledge and a wide experience of - 


aircraft construction and performance. His success as the 
handicapper of all our flying races for several years past is 
the best proof of his judgment of the capabilities of an 
aeroplane. 

The Royal Aeronautical Society will be represented by 
Capt. F. S. Barnwell, who is World-famous as the designer 
of Bristol aeroplanes, particularly the historic Bristol Fighter. 
_Capt. P. D. Acland, Chairman of the Society of British 
Aircraft Constructors, and Mr. Goodman Crouch, will also 
be interested in the Conference from the Royal Aeronautical 
Society’s point of view. Wing Commander Stedman, the 
chief aeronautic technician under the Canadian Government, 
will also be a representative of the R.Ae.S., and two promi- 
nent American members of the Society will also be present, 
to wit the Hon. Kdward P. Warner, who is Assistant Secre- 
tary for the Nayy, and Doctor Jerome C. Hunsaker, one of 
America’s earliest and most famous naval aviators, who has 
recently joined the Staff of the Goodyear-Zeppelin Corpora- 
tion. 

The Royal Aero Club will be primarily represented by the 
Lord Thomson of Cardington, Chairman of the Club. And 
the aforementioned British representatives, also being mem- 
bers of the Club, will assist him in looking after its interests. 

The Society of British Aircraft Constructors will be repre- 
sented by Capt. P. D. Acland, Chairman of the Society. 

On the whole, therefore, it will be seen that there are very 
competent representatives to take care of the British interests 
at the Conference.—c. G. G. 


THE ROYAL AERO CLUB’S GREETINGS. 

The Lord Thomson of Cardington, Chairman of the Royal 
Aero Club, who is attending the International Air Congress 
at Washington on Dec. 12-14, will hand to Mr. Orville 
Wright a letter conveying the warmest greetings from the 
Royal Aero Club on the 25th anniversary of the first flight 
made by the Wright Brothers. 


STAG LANE NOTES. 


The only familiar things about Stag Lane these days are 
the Moths and the mud. The building operations which are 
going on are both extensive and rapid, and visitors are well- 
advised not to go about without a zeliable guide or to linger 
in the open for long lest they be built on, or round. 

The appearance of the place seems to change almost daily 
and every inch of ground between the aerodrome and en- 
trance (earthly) seems to be built on or has something 
“coming up.’ The ground next the main entrance is 
already occupied by private houses so that future extension 
is not possible in this direction. The recent full-throttle 
engine tests carried out until three o’clock in the morning 
have nothing whatever to do with this aspect of the situation. 

Twelve Gipsy-Moths and the same number of Gipsy 
engines have been completed during the week. Of these, 
two are for the Royal Danish Flying Corps, two for equip- 
ping the Calcutta Flying Club and three for New Zealand. 


VERY RARE. 


The German Air Force in 
the Great War. 


NEUMANN. 
(Translation by J. E. GuRDON.) 


The Aeroplane Book Department has secured one 
dozen copies (new) only of this valuable book, 
now out of print, and will supply orders in strict 
rotation at 


£1:5: 6 per copy, post free. 


THE :ABROPLANE. “BOOK DEPT, 
Cannon House, Pilgrim St., Ludgate Circus, E.C.4. 


One of these latter is being presented to the Lyttleton Flying 
Club by Sir Charles Wakefield. 

Capt. de Havilland’s Coupé Moth has now done quite a 
number of hours’ useful flying, which includes a return trip 
to Berlin. At present, this is the only Coupé Moth in 
existence, but at least two more are on order, including 
one for Sq. Ldr. the Rt. Hon. F. E. Guest, and another for 
Mr. A. S. Butler. The existing Coupé is fitted with mica, 
but in future this is to be replaced by unsplinterable giass. 

The Coupé modification to the Moth seems likely to be- 
come very popular. There is real comfort in it, and it does 
not lower the performance. In fact, Capt. de Havilland’s 
machine is reported to be a few miles an hour’ faster than 
before fitting. It is rather remarkable that when sitting in 
either seat with everything closed one feels just as free as 
in an open cockpit and can see equally well. 

The one thing to which the Coupé owner has to accustom 
himself is flying in a felt hat—or for that matter a beret, 
bowler, cap, silk or straw, .as you.will.—C. A. Ss. | 


THE GENERAL COUNCIL OF THE ASSO- 
CIATED LIGHT AEROPLANE CLUBS. 


Representatives of the Associated Light Aeroplane Clubs 
were received at the House of Commons on Friday, Noy. 23, 
by the Right Hon. Sir Samuel Hoare, Secretary of State for 
Air, when an informal conference took place as to the future 
of the Light Aeroplane Clubs. The deputation was intro- 
duced by Lt. Col. J. T. C. Moore-Brabazon, M.P. 

The following Clubs were represented :—The Royal Aero 
Club—Lt. Col. M. O’Gorman, and_H. BK. Perrin. The Bristol 
and Wessex Aeroplane Club—A. H. Downes-Shaw. The 
Hampshire Aeroplane Club—H. J. Harrington. The Lanca- 
shire Aero Club—Alan R. Goodfellow. The London Aero- 
plane Club—Major K. M. Beaumont, D.S.O., and Major R. H. 
Mayo, O.B.E. The Midland Aero Club—G. Dennison. The 
Norfolk and Norwich Aero Club—G. F. Surtees. The Not- 
tingham Aero Club—C. R. Sands. The Royal Aircraft Estab- 
lishment Aero Club—P. N. G. Peters. The Yorkshire Aero- 
plane Club—F. G. Wayman. 

Mr. John Lord and Mr. C. C. Walker attended on behalf 
of the Society of British Aircraft Constructors. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

[Sec.: Harold E. Perrin, 3, Clifford Street, London, W.1.] 

Aerodrome: Stag Lane Aerodrome, Edgware, Middlesex. 

Report for week ending Nov. 25. 

Instructors: V. H. Baker, F. R. Matthews. 
Cc. Humphreys. Aircraft: 2 (NY and XS). 

Flying Time: 9 hr. 5 min.; Instruction: 11 (4 hr. 40 min.); Soloists: 
1m (4 hr. 25 min.). 

Notes.—Mr. W. W. Briscoe made his first solo flight on Nov. 20. 

Mr. A. C. Thomas completed the tests for his Aviator’s Certificate. 

Thanks to bad weather last week was the worst, as far as flying was 
concerned, since the Club started. Flying was only possible on Tues- 
day, when we were able to get in just over 9 hours’ flying. The 
staff were kept busy preventing the sheds and machines from being 
blown away. 

D.H. Moth (Cirrus Mark I) NY has been sold to Mr. A. F. Burns 
and will be replaced by a D.H. Moth (Cirrus Mark II) at the earliest 
possible moment. ; ; 

Christmas Raffle—Tickets for the Christmas Raffle of a D.H. Moth 
(Cirrus Mark I) are going very well and members who have not 
already done so are requested to make early application. 


The Newcastle-upon-Tyne Aero Club. 


[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland.] 
Report for week ending Nov. 25. 


Ground Engineer: 


Instructor: G. M. S. Kemp. Ground Engineer: K. C. Brown. 
Asst.: J. Tait. Aircraft: Until 4 p.m. Friday, Nov. 23: 3 (21, 
OWS 


Flying Time: 1 hr. 10 min.; Instruction: 2 (1 hr. 10 min.). 

Notes.—High winds and rain have again interfered with our flying, 
which is one of our smallest weeks on record. 

Friday saw the triumph of Nature over Man’s work. Shortly after 
4 p.m. the gale increased and in one particularly heavy gust the roof 
decided to part company with the rest of the hangar. It was lifted 
clean off and carried over an adjoining road into a field where it 
made a really bad landing. With the departure of the roof the hangar 
doors decided that they could not stand the strain so they promptly 
collapsed onto the machines. From out of the wreckage stepped the 
Staff, who were fortunate to be unharmed, although very much 
surprised. 

The machines, which are badly damaged, were removed the next 
day to alternative accommodation, and to-day they present a sorry 
sight, but we are hopeful that the makers will be able to complete 
the repairs of one machine in the course of a fortnight, when we 
will endeavour to resume our flying. 


The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Aerodrome: Castle Bromwich, Birmingham. 

Report for week ending Nov. 24. 

Instructors: Fit. Lt. IT. Rose, D.F.C., and W. H. Sutcliffe. Engineer: 
W. J. Halland. Asst.: G. Rees. Aircraft: 3 (LT, LW and XT). 

Flying Time: 16 hr. 33 min.; Instruction: 10 (4 hr. 5 min.) ; 
Soloists: 2t (9 hr. 4o min.); Passengers: 6 (2 hr. 10 min.); Test: 
38 min. 

Notes.—On Sunday Mr. J. K. Morton passed the flying tests for 
his. {S$ A” icénce, 
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The Yorkshire Aeroplane Club. Liverpool and District Aero Club. 

[Sec.: Ljieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elinet. | [Sec.: J. Ellis, Hooton Park Aerodrome, Wirral.] 

Report for week ending Nov. 24. Report jor week ending Nov. 24. é 

Instructor: G. R. Beck. Ground Engineer: R. Morris. Aircraft: 3 Instructor: Fit. Lt. J. B. Allen. Ground Engineer: H. Punton, 
- (RF, TB and SV). Aircraft: 2 (WK.and XY). 

Flying Time: 4 hr. 50 min.; Instruction: 4 (r hr 20 min.); Flying Time: 13 hr. 20 min.; paints 17 (8 hr. 40 mila) 
“A” Pilots: 6 (2 hr. 55 min.);. Passengers: 2 (20 min.); Tests: 3 Soloists: 2 (x hr. 30 min.); “A” Pilots; 6 (2 hr. 45 min); Passenger: 


(15 min.). 
Notes.—Extremely bad weather throughout the week except for one 


day, on which the flying recorded above was done. 
The Hampshire Aeroplane Club. 
[Sec.: H. J. Harrington, The Hampshire Aeroplane Club, Hamble. ] 
Aerodrome: Southampton Aerodrome, Hamble. 
Report for week ending Nov. 25. 
Instructors: Flt. Lt. F. A. Swoffer, M.B.E., and W. H. Dudley. 


Ground Engineers: E. Lenny and J. Elliott. Aircraft: 2 (OI and OH). 


Flying Time: 14 hr. 15 min.; Instruction: 14 (8 hx. “10° tnin.),; 
Soloists: 2 (1 hr. 50 min.); “A” Pilots: 6 (3 hr. 20 min.); Passengers : 
2 (25 min.); Tests: 6 (30 min.). 


Notes.—Continuous bad weather. Machines have only been able to 
leave the hangar on two days. However, Lt. Oswald was able to 
pass the tests for his ‘‘ A” Licence. 


The Suffolk and Eastern Counties Aeroplane Club. 


[Sec.: Major P. LL. Holmes, D.S.C., The Aerodrome, Hadleigh, 
suffolk. 

Report for week ending Nov. 17. 

Instructor: G. E. Lowdell, A.F.M. Ground Engineers: “C,” E. 
Mayhew; ‘* A,” G. Keeley. Aircraft: 2 (RE and UH). 

Flying Time: 9 hr. 45. min.; Instruction: 8 (7 hr. 20 min.) ; 
Soloists (under instruction): 3 (1 hr. 30 min.); “A” Pilots: 2 (25 
min.); Passengers: 4 (10 min.); Tests: 20 min. 


Notes.—The weather has not been very favourable so there is little 
of interest to report. 

The Cambridge Aeroplane Club.—A branch of the Suffolk and Eastern 
Counties Aeroplane Club has now been opened. Flying takes place 
on Mondays and Thursdays from 10.00 hr. to half-an-hour before sun- 
set. Members joining this branch before the end of 1928 will be 
excused the entrance fee of £3 3s. and will only have to pay the first 
annual subscription of £3 3s. The flying charges are £1 10s. for dual 
instruction per hour and £1 an hour for solo flying. Members of this 
branch may fly at Hadleigh when the Cambridge branch is» not 
open and, of course, Suffolk members may go to Cambridge. As soon 
as the Cambridge membership warrants, a second instructor will be 
engaged and flying will take place at Conington Aerodrome every day. 
The aerodrome is one mile from the Cambridge—Huntingdon. road 
and is 9 miles from Cambridge. It is easily accessible from Bedford, 
Huntingdon, Peterborough, etc. Further particulars may be obtained 
from the Secretary, Hadleigh Aerodrome, Hadleigh, Suffolk, or from 
the Hon. Sec. of the Cambridge Aeroplane Club, J. W. Wedd, The 
Cross, Melbourn, Cambs. 

The Ipswich—Cambridge Airway.—A bi-weekly air service in con- 
nection with the Suffolk and Cambridge Aeroplane Clubs will be 
operated between Ipswich and Cambridge on Mondays and Thursdays, 
leaving Hadleigh Aerodrome at 09.00 hr. and returning from Conington 
at 15.00 hr. ‘he fares are £1 10S. single and £2 tos. return. Seats 
may be booked on application to the Secretary, Ipswich Aerodrome. 

Report for week ending Nov. 24. 


Instructor: G. E. Lowdell, A.F.M. Ground Engineers: "C,” E. 
Mayhew; “A,” G. Keeley. Aircraft: 3 (RE, SZ and UH). 

Flying Time: 9 hr. 20 min.; Instruction: 9 (4 hr. 5 min.); Soloists 
(under instruction): 1 (25-min.). “A” Pilots: 3 (rz hr. 25 min.); 


Passengers: 3 (20 min.); 3 trips were made and 3 passengers carried 
on the Ipswich—Cambridge Airway, 3 trips, 3 passengers (2 hr. 40 
min.); Tests: 4 were made (25° min.). 

Notes.—The week has been about as bad for flying as the British 
climate can manufacture, with the exception of fog. With several 
members trying to complete tests for “A” Licence before the close 
of the subsidy financial year we suspect the ‘Treasury has been 
tampering with the Controller-General of Winds and Rain at the Air 
Ministry. If so we congratulate the latter department on a most suc- 
cessful effort. 

The Cambridge Aeroplane Club.—In spite of the weather we were 
able to have the Cambridge Branch open on Monday and Thursday. 
The weather, however, prevented much activity. Mr. Hart, a new 
member, had his first trip in a Bluebird in a wind of some 4o m.p.h. 
Having already taken his “A”? Licence on a Moth the conditions were 
suitable for advanced dual to become acquainted with the Bluebird. 
If we can get a spell of fairly quiet weather quite a number of new 
members will start instruction at the Cambridge Club, which promises 
to become a very robust offspring of the parent Club. 

Ipswich—Cambridge Airway—We appear to have selected the worst 
possible week to start a scheduled service as even ‘“‘ Giant Air Liners ” 
have had to remain in their lairs on occasions. We are quite pleased, 
therefore, to have made three out of four trips to schedule. We might 
have completed the fourth but decided that discretion was the better 
part of valour. 

The Norfolk and Norwich Aero Club. 

[Sec.: G. McEwen, Mousehold Aerodrome, Sprowston, Norwich.]™ 

Report for week ending Nov. 17. 

Instructor: B. Young. Ground Engineer: 
(ZW and QX). 

Flying Time: 7 hr. 35 min.; Instruction: 
3 (x hr. go imin)\3)* A Pilots):*5 (3 tir.) 

Report for week ending Nov. 24. 

Flying Time: 1 hr. 50 min.; Instruction: 
2 (45 min.) ; Testis) x) (5. min.) 

Notes.—The last two weeks have been almost uneventful and the 
gales have practically stopped all flying. Only one day was fit for 
flying last week. All the rest of the time we looked for the roofs 
to disappear. Mousehold Aerodrome is quite high and the wind gets 
rather boisterous up there. 

One enthusiastic member arrived from Wisbech, a distance of about 
60 odd miles, in the teeth of a gale in the vain hope that he might 
fly. We like these members. They show the right spirit, and we 

were sorry we had to damp it on this occasion. 


A. Kirkby. Aircraft: 2 


2 (3 hr. 15 min.); Soloists : 


2 (1 bt.) “eA? Pilots: 


20 min.; Joyrides and Tests: 


T (ts anin.)5) Lestsim se (25a) s 
Notes.—Mr. Pixton has been leading a life of leisure, all machine: 
oe O.K. and the gale having prevented flying for the last three 
ays. ; 
Nature Note.—Our Blue Tit has gone. Mr. Pixton repaired the hole 
in XX’s wing and we must regretfully conclude :—% Blue tit got ‘lit, 
on dope—No hope in wing poor thing.—Wing repaired—Finis bird |’ 


The Cinque Ports Flying Club. 

[Hon. Sec.: R. Dallas Brett, 114, High Street, Hythe, Kent.] 

Aerodrome: Lympne. 

Report for week ending Nov. 24. 

Instructor. Hh. iG. -iravers, | Disc: 
Aircraft: 2 (NN and YJ). 

Flying Time: 4 hr. 40 min.; Instruction: 5 (3 hr. 15 min.); Soloists : 
(under instruction) : 2 (1 hr. 15 min.); Test: 10 min, 

Notes.—Another succession of gales stopped flying on all except tw 
days this week. 

There has been an immediate response from the Officers at the 
Small Arms School, Hythe, to our reduced terms recently announced 
Three officers, Messrs. Wanliss, Harrison and Hamilton, have joinec 
the Club during the week, and the two first-named have alread; 
started flying, Mr. Wanliss proving a very apt pupil. 

Mr. E. T. Worsell, of Offham, West Malling, was launched solo or 
Sunday, Nov. 18. His first landing was not very. good, but he ver; 
sensibly switched on and went round again, and his second approact 
and landing were far better. Mr. Worsell has been trying hard fo: 
a long time though he has little time at his disposal and a grea 
distance to come for his flying. 


The Scottish Flying Club. 
[Sec.: George Baldwin, Moorpark Aerodrome, Renfrew.] 
Report for week ending Nov. 24. 
Instructor: R. M. Stirling. Ground Engineer : 
2 (Y@ and TY), 
Flying Time: 


Ground Engineer: R. H. Wynne 


W. Calder. Aircraft: 
5 hr. 40 min.; Instruction : 

r hr, 40 min. — 
Notes.—Instruction (with Mr Stirling’: Mr. Fairweather, Mr. Aitken 


3 hr. 40 min.; Soloists 


. Mr. Garbutt and Mr. Clark. 


Flying practically at’ a standstill. Almost incessant high wind an 
torrential rain. On Friday the aerodrome presented a lake-like pic 
ture, inundated to a depth of nearly two feet at various points. Con 
sequently little to report. 

General regret will be felt at the loss the Club has sustained witl 
the departure of Capt. A. N. Kingwill, who left Renfrew for th 
South on Thursday. As a founder of the Club and a member of th 
General Committee, Captain Kingwill has always been a most en 
thusiastic supporter, and his able advice, particularly in technica 


ee has been most valuable. His place will not be easil: 
lled. 
The Singapore Flying Club. 
[Sec.: H. S. Chapman. ] 


Report for week ending Oct. 13. 

Instructor: H. S. Gaskell. Seaplane: 1. 

Flying Time: 23 hr. 15 min.; Soloists: ro min.; Instruction: 20 hi 
5 min.; Photography: 1 hr.; Joy-rides: 2 hr. 

Notes.—As we have had only one machine available, the flying Bm 
during the week may be considered creditable. The main planes an 
forepart of the fuselage of G-EBUJ, which sank at her moorings las 
week, have had to be re-covered, and this machine is not likely to b 
ready for another ten days. The engine had suffered comparativel 
little through its immersion, but the opportunity has been taken to giv 
: 2 complete overhaul. [What about corrosion of aluminium parts ?- 

Ds bi 

Report for week ending Oct. 20. . 


Flying Time: 21 hr. 4 min.; Soloists: 1 hr. 5 min.3 Instruction 
16 hr. 13 min.; Photography: 1 hr. 5 min.; Joy-rides: 2 hr. 16 min. 
Tests: 25 min. 


Notes.—Flying in the early mornings has been impossible on severe 
days owing to rain. Apart from this the weather has been go00¢ 
We now have several members ready to go solo but the Committe 
have decided not to launch any new pilots while there is only on 
machine. 

Mr. I. W. Learmount came down from Kuala Lumpur for th 
week-end on Oct. 25. Up-country members are welcomed, and pr 
viding notice is received of their arrival they are given precedenc 
over local members in flying time. 


An Aeroplane Club for Whangarei, New Zealand. 

The Inaugural Meeting of a proposed Aeroplane Club for Whangare 
N.Z., took place on April 24. 

The organisers, Mr. A. D. Laurenson and Colonel Lockie, explaine 
that services in connection with the Club would have to be voluntar 
but that the Government proposed to grant a subsidy of £25 for eac 
member who qualified as a pilot. The requisite number of membet 
had been promised, two of .them being women. 

A temporary committee was appointed for the purpose of endeavou 
ing to obtain an aeroplane and to draft rules. 

The Chairman, in concluding, thanked all present for their co-oper: 
tion, and also the organisers for their untiring efforts in the form: 


tion of the Club. 
FLYING SCHOOLS. 


The De Havilland Flying School. 
Report for week ending Nov, 25. 
Flying Time: 23 hr. 5 min.; Instruction: Dual, 7 hr. 30 min., Sol 
8 hr. 35 min.; Other Flying: 7 hr. 
Notes.—The low flying time is accounted for solely by the ver 
high winds, which have swept the aerodrome for practically tt 
whole of the week. 
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| 2 C. HE “CALCUTTA” IS THE 
| : - first all-metal commercial 
flying-boat to be operated by the 
British air lines. It accommodates 
15 passengers besides a crew of 
three, with all necessary equip- 
ment and stores. 


itoncat.order CG, This machine has demonstrated its 
for a third ability to take off from the water 
‘‘ Calcutta” has fully laden on two engines only— 
b ived ° . 

Th lots time 42 seconds; headwind 10 
from Imperial ‘ ‘ 
ere miles per hour. 
Bristol 

°* Jupiter ” 

Engines. 


| GC ALL METAL FLYING BOAT 


HORT BROS. (ROCHESTER & BEDFORD) LTD. ROCHESTER 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 5; Monday, 15; Tuesday, 18; Wednesday, 16; 

Thursday, 17; Friday, 7; Saturday, 4. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich; London—Ostend—Brussels—Cologne 
turn: Machines 36, passengers 251, freight xz tons. 

AIR UNION: 

Paris—London and return: 
tons. 

TES) Be Poa 
Amsterdam—Rotterdam—London and return: Machines 10, passengers 
31, freight 32 tons. 

SABENA : 
Brussels—London 
3 tons. 

DEUTSCHE JLUFTHANSA A.G.:! 

Amsterdam—London and return: Machines 10, passengers 25, freight 
2 tons. 
MISCELLANEOUS : 
British machines 0, passengers o. 
Foreign machines 0, passengers o. 
Total number of trips by British Machines, 36, carrying 251 pas- 
sengers. Foreign Machines, 46, carrying 125 passengers. 
COMPARATIVE FIGURES. 

Week ending Nov. 24: 

Machines, 82; Passengers, 376; Crews, 164; Total personnel, 540. 

Corresponding week, 1927: 


and re- 


Machines 17, passengers 53, freight 11 


and return: Machines 9, passengers 16, freight 


Machines, ,60; Passengers, 162; Crews, 109; Total personnel, 271. 
Corresponding week, 1926: 

Machines, 55; Passengers, 114; Crews, 68; Total personnel, 182. 
Corresponding week, 1925: 

Machines, 36; Passengers, 79; Crews, 41; Total personnel, 120. 
Corresponding week, 1924: 

Machines, 75; Passengers, 213; Crews, 98; Total personnel, 311. 


Corresponding week, 1923: 
Machines, 15; Passengers, 24; 
Corresponding week, 1922: 
Machines, 49; Passengers, 120; 
Corresponding week, 1921: 
Machines, 19; Passengers, 13; 
Corresponding week, 1920: 
Machines, 39; Passengers, 58; 


Crews, 23; Total personnel, 47. 


Crews, 94; Total personnel, 214. 


Crews, 30; Total personnel, 43. 


Crews, 45; Total personnel, 103. 


Croydon Notes. 


Gales on Friday seem to be becoming a habit. That of 
the last Friday was preceded by less unpleasant conditions 
than marked the Friday before, and the gale itself was if 
anything a little less fierce, but it sufficed to stop all flying 
after 11.00 hours. Moreover, it was renewed on Saturday 
afternoon, and on Sunday raged even more furiously. ‘The 
anemometer readings over this last week-end did not, so 
far as is known, quite equal last week’s record, but in 
respect of long-sustained wind-speed they have seldom 
been equalled in Southern England. 


Those machines which actually flew on Friday and Satur- 
day morning encountered weather of a severity wherein no 
machine would have attempted to fly a few years ago, and 
all of them completed their journeys safely. Moreover, they 
most of them carried a fair number of passengers, who are 
not nowadays it seems deterred by the prospects of a really 
rough weather in an aeroplane to the same extent as are 
passengers by cross-Channel steamer. 


The latest news of Mr. Smith, of Surrey Flying Services, 
who was severely injured when te D.H.g he was flying 
collided with a house at Sanderstead on Saturday, Noy. 17, 
is reassuring. He has been found to haye no broken bones 
and no serious internal injuries. He received a severe blow 
on the head and was unconscious until Thursday. His condi- 
tion is, of course, still serious, but he is making good 
progress. 

The general opinion as to the cause of his accident is that 
something went wrong with the control gear. The engine, it is 
asserted on excetlent authority, was running right up to the 
last, and there is no suspicion of stalling having occurred. 

A new Breguet machine has recently made one or two 
visits to Croydon in the course of service tests by the 
Air Union. This is the Breguet 2807, a commercial version 
of the famous XIX type, with a swollen-up fuselage en- 
closing a passenger cabin, and a Jupiter engine. Despite the 
excellent performance of this type, general opinion at Croy- 
don does not regard it as an ideal commercial machine. 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


THROUGHOUT THE WORLD. 


: Telegrams: 
GAT “41 Manufactured to Specification 2.V.3 by KINLAND 
@ t:see' THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2. LONDON. 


This, of course, may be merely insular prejudice, but it is 
little disconcerting to have to disconnect all the main flyin 
wires in order to change a wheel. 


FRENCH COMMERCIAL AVIATION. 

According ‘to the Paris correspondent of The Times ¥ 
Poincaré attended a plenary meeting of the National Bec 
nomic Council on Noy. 23 and in the course of a speech o 
economic organisation stated that commercial aviation coul 
not be left in its present state of confusion. The Time 
says :-—- 

Among the measures recommended in the report from the Nation: 
Economic Council was the crm#&tion of a Supreme Air Councj 
which would control all air policy. It would develop given route. 
ensure the regular replacement of material, direct training and technic: 
research, develop an effective system of inspection and maintenanc: 
and be responsible for economic results. 

Two different methods of exploitation had been proposed, and it woul 
fall to the Government to choose between them. If the first metho 
were chosen, the State would assume the greater part of the r: 
sponsibilities of commercial air transport and would not only retai 
ultimate control, but would take part in management. Local gover: 
ing bodies, chambers of commerce and agriculture, railway and shij 
ping companies, and seaports would be associated with the Stat 
in this enterprise. 

If the second method were adopted, although the State would giy 
the necessary support to aviation, it would take no part in manage 
ment, which would remain in private hands. -The State would, hoy 
ever, intervene where necessary to prevent its subsidies from bein 
wasted by the harmful competition of innumerable companies. 

M. Poincaré did not say which of these systems the Governmer 
intended to adopt. It appears certain, however, that the choice ¢ 
the Air Minister has already fallen in principle upon the secon 
system, though he will no doubt insist on maintaining effective Stat 
control of policy, while taking full advantage of private enterprise i 
exploitation. 

The Prime Minister also referred to reports which had been re 
ceived on the postal, telegraph, and telephone services, on nation: 
savings, and on the equipment of industry. He considered that th 
Post Office was not yet satisfactory, but even experts were not ye 
agreed upon the methods by which it could be improved. Th 
report on savings said that reforms in taxation should be made a 
fast as the budgetary position would allow. 


AIR MAIL TO SOUTH AMERICA. 

The first air mail from France to Chile arrived at Santiag 
de Chile on Nov. 19, ten days after leaving Toulouse. Th 
mail was carried by air from Toulouse to Dakar and fron 
Pernambuco to Buenos Aires and thence to Santiago d 
Chile. The central section from Dakar to Pernambuco i 
operated by despatch-boats loaned by the French Govern 
ment. 


WINTER SERVICES TO SCANDINAVIA. 


One of the signs of the times is the announcement in th 
L.N.E. Rly. Co.’s time table of Continental services of thi 
joint train, boat and air service between London and Scandi 
navia. The shortened hours of daylight in winter do no 
permit of a through service from Croydon to Copenhaget 
and Malmo in the day, but passengers may leave Liverpoo 
Street Station by the Harwich boat train at 20.15 hours 11 
the evening, reach Amsterdam via the Hook of Holland a 
08.44 hours next morning, where they are met by K.L.M. car 
taken to Schipol aerodrome, and leaving by air at 09.45 hour: 
may reach Hamburg at 12.55 hours, Copenhagen at 15.0. 
hours, and Malmo at 15.35 hours. P 

On the return journey Malmo is left by air at 09.00 hours 
Copenhagen at 09.30 hours, Hambuig at 12.00 hours an 
Schipol (Amsterdam) is reached at 14.20 hours. Leavin: 
Amsterdam at 21.00 hours, the passenger reaches Liverpoo 
Street at 08.38 hours next morning. 


CIVIL AVIATION IN CHINA. — 

A representative of the Deutsche Luft Hansa is at presen 
in Nanking, where he is negotiating with representatives 0 
the Chinese Nationalist Government concerning the forma 
tion of an ‘‘ Aviation Corporation.”’ 

Reports state that the Luft Hansa has offered to undertak 
a mail and passenger service between Berlin and Nankin; 
by way of Moscow and Peking, but this cannot take definit 
shape until negotiations still in progress with the Sovie 
Authorities have been concluded. Any negotiations now be 
ing carried on can only concern the institution of an al 
service in China, but there is no doubt that a service to tht 
Far East plays a part in the ultimate plans of the Luf 
Hansa. 
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VICKERS (AVIATION) LIMITED 


Telephone : Telegrams : 
VICTORIA VICKERS, SOWEST, 
6900. LONDON. 


VICKERS HOUSE, BROADWAY, LONDON, : S.W.1. 
Works: WEYBRIDGE, SURREY. 
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THE LONDON—STOCKHOLM AIR SERVICE. 
A regular daily air service between London and Stockholm 


Hine peters early next year by the Swedish Aero- Four Weeks to Christmas. 


CHRISTMAS STATIONERY. 

The Aircraft and General Fine Art Company of Constitution 
Buildings, East Grinstead, Sussex, the principal of which is 
Mr. W. E. Johns, late R.A.F., have just issued a list of 
Christmas stationery which should be of particular interest BOOKS FOR CHRISTMAS 
to readers of THE AEROPLANE. ‘The list illustrates in colours 0 
samples of the various calendars and Christmas cards which 


the firm can supply from stock. The list also gives the Some Suggestions, 

names of agents in London and the suburbs and provincial TT en) ane ae £ s. a 
towns from whom this stationery can be had from stock. ALL THE WORLD'S. AIRCRART ae 2 2 2 
Readers who want to get off their Christmas cards in good (1928, Bdition ready for Mew ear) 


time will be well advised to write for a copy of this list. 


THE OLD FLYING DAYS - - | Sm 


THE.. STORY. OF A NQRIH san 
PERSONAL NOTICES. wip etre oN oe aang as ae 

EATH. 
ARCHER.—On Nov. 24, as the roeit: of a flving accident at Grantham GUESTS OF THE UNSPEAKABLE 12 


on Oct. 31, Flt. Lt. Gordon Archer, R.A.F. 
Fit. Lt. Archer joined the R.A.F. in. 1918. In 1920 he underwent a LETTERS FROM A FLYING 


course of flying training at Netheravon and in May, 1921, he was OFFICER = = * 8 6 
posted to No. 45 (Bombing) Squadron at Hinaidi. He was transferred 
to No. 216 (Bombing) Squadron at Heliopolis, Egypt, in October, 1923. MEMORIES OF LAND AND SKY - 7 6 


At the end of 1925 he was restored to the Home Establishment and in 


March, 1926, he was posted to No. 7 (Bombing) Squadron, then at LEAVE ME WITH A SMILE. 


Bircham Newton. In November, 1926, he was posted to No. 503 6c 
Squadron at Waddington as part of the regular establishment of this (Another book by the author of “War 
Special Reserve Unit. In December, 1927, he became an instructor at Birds. ) = = < = = 7 6 
No. 2 F.T.S., Digby, and in April, 1928, he was transferred to the 
staff of No. 3 F.T.S., Grantham. He was promoted to be Flight THE ART OF FLYING - ic 5% 5 6 
Lieutenant in July, 1925. ; 
? Mates (Postage should be added to the above prices.) 
ALLINSON—HALL.—On Nov. 20, at Holy Trinity, Brompton, Norman z 
Stuart Allinson, R.A.F., to Florence Muriel (Bunty) Hall, only daughter The new catalogue of Modern Aeronautical books 
of the late Mr. and Mrs. G. B. Hall, of Eastbourne. including books on Aeronautical Engineering, Aero 
Maabeite See tt tne nS 24, a Pod raged pt BEY ORS Engines, Lighter-than-Air Craft, Air War, Practical 
Tr. JON Henry 2 ODpSOU,) LAC INS SA EICAl NES aCe tie ae Flying, Aerial Navigation, Air Surveying, Instruments 
Oo ee Hulton, widow of Sir Edward Hulton, of 50, Upper Brook and Miscellaneous Books, post free von application to: 
FORTHCOMING MARRIAGE. 
BROWN—HAYWARD.—The marriage of Flg. Off. Robert Bayne THE AEROPLANE BOOK DEPT.., 
Brown, R.A.F., younger son of Mr. and Mrs. J. D. Brown, of Crooked e e 
Meadow, Ashtead, Surrey, and Kathleen, youngest daughter of Mr. Cannon House, Pilgrim Street, E.C.4, 


and Mrs. R. C. Hayward, of Alton, Hampshire, will take place, very 
quietly, at Holy Trinity, Sloane Street, on Dec. 5, at 2.30 
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The Avro Avian is Tecalemit Equipped. ia Sspese eas 


Poerese sete eeeeerennee tes. 


Quick, Simple, Clean, Efficient. 
TEcCALEMIr 


HIGH PRESSURE LUBRICATION. 


Tecalemit is standard on Armstrong Siddeley, Avro, Beardmore, Blackburn, Boulton & Paul, Bristol, 
De Havilland, Fairev, Gloster, Handley Page, Hawker, Short, Supermarine, Vickers and Westland 
machines, alsoon Bristol Jupiter, Bristol Cherub, Bristol Mercury, Beardmore & Cirrus A.D.C. engines 


TECALEMIT, LTD., 


LUBRICATION EXPERTS, 
MITRE HOUSE, SCRUBBS LANE, WILLESDEN, N.W.10.: 
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Fo eaglee at the G.P.O. 


as a Newspaper. 


Wolexeex Vv. Now 23. SOE EIN CE SWE HICH Y. 


“NOW CAME STILL EVENING ON, AND TWILIGHT GREY, 
HAD IN HER SOBER LIVERY ALL THINGS CLAD.’—(Milton.) 


A TROOP CARRIER:—The Handley Page Clive (Two 450 h.p. Bristol Jupiter VIII engines). This machine has 
accommodation for 23 armed infantrymen.—(“ Aeroplane ” photograph.) 
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YET ANOTHER CONTINENT 
CONQUERED BY THE AVIAN! 


NCE more the unequalled reliability of 

the Avro-Cirrus-Avian has been de- 
monstrated by an amateur pilot in the person 
of Miss Amelia Earhart. In a return trans- 
continental trip, from New York, via St. Louis 
and El Paso to Los Angeles and back to 
New York via Salt Lake City and Chicago, 
Miss Earhart flew eight thousand care-free 
miles. 


Following the remarkable flights of Hinkler 
and Lancaster through Europe and Asia to 
Australia, of Lady Heath through Africa and 
Europe to England, and of Murdoch from 
England to the Cape, this double flight 
across America 1s a crowning achievement 
for the Cirrus-Avian. 


A. V. ROE & COy Ems 
Newton Heath, Manchester. 


London Office: 166, Ficcadilly, W.1. 
Experimental Works: Hamble, Southampton. 


A CROWNING ACHIEVEMENT 
FOR THE CIRRUS-AVIAN 
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ON 


Does anybody happen to know that the United States are 
at war with Great Britain? ‘There are plenty of crazy people 
who tell us that we are going to have a war with America 
and there are others who for their own foul ends would like 
to see us at war, and do their best to foster a hostile spirit 
on both sides of the Atlantic. Personally one does not be- 
people of the 
United States, either on land or sea or in the air or under 
the sea. But we do, at the present moment, seem to be 
fighting them in hot air. And it is all over a little matter 


of airworthiness certificates. 


worthy, 


| 


aircraft as air- 
their holding  certifi- 
their own Departments 


recognise American 
on the strength of 
cates of airworthiness from 
of Civil Aviation, which is a sub-department of the 
U.S. Department of Commerce. As reciprocity cuts both 
ways, quite naturally the Authorities of the United States 
refuse to recognise our machines as airworthy, although thev 
hold certificates of airworthiness from our Air Ministry. 
And, strangely enough, some people in this country cannot 
understand why. 

This attitude is all part of that curious congenital self- 
esteem which causes the normal Englishman not merely to 
think. but to know that he is of ‘The Chosen People, and so is 
superior to anybody else in the World. And, of course, as 


We refuse to 


all Americans who really matter are English, or Lowland 
‘Scots or Northern Irish, which amounts to the same thing, 


and are more English than the English themselves because 
they or their ancestors had enough self-esteem to get out 


and get on across the Atlantic, naturally the Americans are 


being just as obstinate over the argument as we are. 


So ENGLISH, YOU Know. 
This peculiarly English attitude, which is common to our- 


. 
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AIR PORT OF LONDON.—A recent photograph of the new buildings at Croydon Aerodrome taken by 
In the top right-hand corner may be seen the scars left by the old aerodrome buildings, all of 
which have been remoyed with the exception of the engine test-house of Imperial Airways. 
is the Aerodrome Hotel. 


The Editorial Offices of ‘The Aeroplane’ are at 175, Piccadilly, London W.1. 


Telephone: Gerrard 5407. 


6 months, 15s.; 12 months, 30s. 
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AIRWORTHINESS. 


selves and to the breed which is the motive power in the 
States, has never been more delightfully set forth than it was 
a few days ago in The Daily Express by that comic fellow 
‘“* Beachcomber,’’ who is certainly the sanest uncertified 
lunatic in England. Here is one of his little haphazard para- 
graphs.— 

A Warsaw message reports that the Norway State Railways yester- 
day placed fresh orders for 55,000 tons of Polish coal. 

Well, why not ? 

For the benefit of American readers to whom the jest may 
be a trifle too local for them to get the point at once, 
one may explain that the mere idea of Norway buying coal 
from anywhere other than England evidently came as a 
shock to the newspaper from which ‘‘ Beachcomber ”’ quoted 
the sentence. Of course, hardly anybody in England out- 
side the Coal Trade has any suspicion that coal grows in 
Poland, or that any coal other than British is fit to buy. 
The cold sanity of ‘‘ Beachcomber ”’ is needed to drive home 
in two words the fact that there is no particular reason why 
anybody should be surprised at Norway buying Polish coal 
if it happens to be cheaper than British coal. 

The mental attitude of the Englishman who cannot under- 
stand how any country can refuse to accept a British Certi- 
ficate of Airworthiness. and at the same time cannot under- 
stand why the British Empire should accept a certificate of 
airworthiness issued by any other country is exactly that 
of the people who are surprised that Norway should buy 
Polish coal. 

When one looks at the subject sanely, why on Earth should 
any other country admit that our machines are airworthy 
when we refuse to admit that theirs are? We cannot expect 
every other country to know that our Stress Department, 
which calculates the theoretical strength of a design from 
practical data, is quite one of the most reliable and trust- 
worthy establishments which has ever dealt with the prac- 
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tical application of scientific theory. Nor can we expect 
everybody to know that our Aeronautical Inspection Depart- 
ment, which gauges and tests all the material which goes 
into our aircraft, Service and Civil, and inspects the work- 
manship and assembling of every aeroplane and aero-engine, 
is manned throughout by people of unquestionable experi- 
ence and unimpeachable honesty. 

Ve know it, and consequently we know that all British 
aircraft are as thoroughly airworthy as any human product 
can possibly be. And we do our best to impress these facts 
on other nations. But, on certain parts of the Continent, at 
rate, Albion is still considered perfide. 

MADE ABROAD. 

We, on the other hand, have if anything a greater distrust 
of goods made abroad. Until comparatively recently ‘‘ Made 
in America ’’? suggested articles stamped out of tin and stuck 


_ 


¢ 


together with bits of wire. ‘‘ Made in Germany ” suggested 
clumsy rough castings, and ‘‘ Made in France ” suggested 
pretty paint-work and precious little else. Only of late 


years have we discovered that the average American auto- 
mobile can see most English motor-cars off the road for per- 
formance and equipment and comfort, and that German 
goods, though a trifle solid, are very sound and trustworthy, 
and that though French material and workmanship are apt 
to be erratic the whole article is nearly always designed by 
teal brains, and that Italian products are still made by 
artist-artisans. 

‘At the finish, if you want the very best possible of any 
thing in the World, you have to come to England to get it. 
If you want the best aeroplane, or the best ship, or the best 
motor-car, or the best pair of boots, or the best suit of clothes 
or the best watch, it is made in England. But for ordinary 
purposes, the products of other countries may be just as air- 
worthy or seaworthy or roadworthy or wearworthy as our 
own—and with them we have to compete on price, and on 
celivery, and on giving the buyer what he wants. 

WHat Is WORTHINESS ? 

Also the question arises as to what actually is airworthy 
or seaworthy or roadworthy as the case may be. For 
example, our idea of roadworthiness is a car so solidly built 
that it is ten years out-of-date before its owner is justified 
in putting it on the scrap-heap. The American idea of road- 
worthiness is a car which puts up a marvellous performance 
and is so cheap that the owner can afford to scrap it at 
the end of four or five years,—though, as a matter of fact, 
there are plenty of American cars ten years old or more 
still doing good service. So there is always a_ possibility 
that in our desire for absolute airworthiness we may be ask- 
ing too much,—though personally one does not think so. 


IN THE, BACKWOODS.—A D.H.61 seaplane 
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Furthermore, all nations at present rely on their high- 
browed scientists for their stress-calculations (which decide 
the size of spars and the dimensions of struts and the 
strengths of materials and so forth). And the different 
nations do not agree as to the methods by which these calen- 
lations are worked out. 

One does not profess to understand these things, because 
the sight of more than three figures in a row, horizontally or 
vertically, puts one completely out of control. But people 
who do understand them say that, for example, the French 
airworthiness qualifications are notoriously, and dangerously, 
lower than ours, whereas, according to the French method of 
calculation some of our best machines would not be con- 
sidered airworthy in France. Apparently the French 
Section Technique is satisfied that their method of calcula- 
tion is right and ours is wrong, and they have a perfect 
right to their own opinions. And anyhow, in any profes- 
sion in the World you can always find two specialists of 
equally high standing to contradict one another flatly on 
any subject. 

So long as we depend on theoretical calculations, or at 
any rate until all nations agree to use the same method of 
calculation, there does not seem to be any hope of arriving 
at international agreement. 

In one country wings may collapse in the air and tails 
may come off, but the scientists of that country may be quite 
satisfied that theoretically they are strong enough becausé 
their method of calculations shows them to be so. And 
according to their method of calculation they may be able 
to show that according to their regulations our underecar- 
riages are unsafe. 

RELATIVE INSPECTIONS. 

So far as French aircraft are concerned, one gathers that 
the official methods of calculation are all right in theory, 
but the inspection of machines while under construction 
are not as thorough as ours. Also there is little doubt that 
the French system of inspecting machines day by day while 
they are actually in use is not as thorough as ours—at any 
rate, judging by what the air-line people of other nations on 
the Continent say about French machines operating to and 
from their aerodromes. 

Our ground engineers in this country, whether employed 
by flying-clubs or taxi-services or our one and only Imperial 
Airway, certainly do seem to be more thorough in their 
work than those of any other country. And our authorities 
are more insistent upon the proper keeping of log-books 
and the proper handing-in of reports. 

So far as the trouble between ourselves and the United 
States is concerned, apparently there is no argument about 
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(450 h.p. Bristol Jupiter VIII engine) belonging to the Ontario ~ 
Provincial Air Service in a picturesque setting. 
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Napier Reliability 


UNDER ROYAL AIR FORCE SERVICE 
CONDITIONS 


Four Supermarine-Napier flying boats, 

each fitted with two Napier engines, 

tecently flew from England to Aus- 

tralia, round Australia and back to 

Singapore, covering 184,000 engine 
miles without trouble. 


ON COMMERCIAL SERVICE 


All Napier engines in use by Imperial 
Aitways tun 325 hours (32,500 miles) 
before being dismantled. One Napier 
engine tan 478 hours (47,800 miles) 
before it was taken down for inspection. 


No other aero engine has given 
such efficiency and reliability 


as the 
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the strengths required by the stress-merchants employed by 
the Department of Commerce, which does the same work in 
the States as is done by our Department of Civil Aviation. 
American requirements seem to be just as good as ours. Our 
trouble seems to be simply that because of the enormous ex- 
pansion of aircraft production in the States, and the com- 
paratively small ‘number of {the personnel employed by 
the Department of Commerce, there is no possibility of 
inspecting each of their aeroplanes while it is being built. 

Judging by the output of aircraft in the United States this 
year, the Department of Commerce would have to main- 
tain an Aeronautical Inspection personnel about four times 
as big as the whole of our A.I.D. Quite reliable estimates 
say that some five thousand aircraft will have been built 
by the end of this year in the States and that at least ten 
thousand will be built in 1929. One aircraft firm adver- 
tises proudly that it produces a machine every two hours 
every working day of the year,—and that is not the biggest 
aircraft firm in the States. 

Added to the mere question of output there is the fact 
that the Aircraft Industry in the States is so scattered over 
thousands of miles of territory that if the system of in- 
spection were as thorough as is ours the travelling expenses 
alone of the Inspection Staff would be about equal to the 
whole of the wages of our A.I.D. 

That being so; naturally we are a little bit doubtful about 
granting airworthiness certificates to American aircraft 
which will allow them to fly over here for hire or reward. 
But one gathers that if an American owner brings an 
American machine over here with an American certificate 
he will be given permission to fly that machine about the 
country for his own private use. And if he likes to hire an 
English pilot to fly it, the said pilot is quite at liberty to 
do so at his own risk. 

PILOTS’? LICENCES. 

On this point there is another disagreement between 
ug and the United States. A suggestion seems to have been 
made by this country that we should interchange a recog- 
nition of pilots’ licences with the States, and that the De- 
partment of Commerce refuses to recognise our pilots’ 
licences unless we recognise their certificates of airworthi- 
ness. 

Just why such a proposal should ever have been made, 
officially or semi-officially, is not easy to understand. If a 
fully-qualified British pilot goes to the States, surely he 
cannot have much trouble in passing the tests imposed by 
the Department of Commerce. They are certainly not likely 
to be any more severe than our own. 

Anyhow, the United States Department of Commerce took 
the view that a great many more British pilots would be 
wanting to go to the United States.to get jobs than there 
would be American pilots coming to England looking for 
jobs. That seems true enough. But if a British pilot goes 
to the States to look for work, he has to get himself put 
down for inclusion in the Immigration Quota, which means 
that he has made up his mind to go and live in the States, 
and if he has made up his mind that much, he may as well 
make up his mind to qualify as an American pilot. 

Similarly, if an American pilot were to come over here, 
he would need very little time or money to pass for his 
“B” licence, if he were up to our standard physically, and 
as a pilot. Judging by some of our ‘‘ B”’’ pilots, anybody 
who is sound in wind and limb can get a licence to fly for 
hire or reward. 

This seems to be a matter which could quite easily be left 
for the individual to work out on his own merits. Pilots 
are not recognised as exportable goods, and no industry 
makes a profit out of manufacturing pilots for export, so why 
need anybody worry about them ? 

Be that as it may,.the U.S. Department of Commerce 
seems to have stated that they would be quite willing to 
interchange a recognition of pilots’ licences provided that 
our Air Ministry would do the same for aeroplane certifi- 
cates. So apparently by standing out over a point which is 
of no commercial importance to anybody except a few odd 
pilots who are not clever enough to make a living in this 
country, our Air Ministry has got America’s official back 
up over a matter which is really of vast commercial 
importance. 


AN AMERICAN COMPLAINT. 


Curiously enough the subject of this article has not been 
raised by a British aircraft manufacturer. It has been raised 
by perfectly good 1o0o% Americans in the United States who 
are interested in importing British aircraft. 

The people chiefly concerned in such business at the 
moment are American agents and sub-agents in various parts 
of the States for De Havilland Moths and Avro Avians. 
Arrangements have been made in the States to manufacture 
both these machines under licence, but in the meantime the 
American agents want to get sample machines flying in 
various parts of the States so as to make a market for those 
which they want to import until such time as their pro- 


duction plants are beginning to turn out machines. And 
the American regulations. have absolutely put a stop to this 
preliminary work. i 

According to the regulations of the Department of Com- 
merce, a licensed pilot is forbidden to fly an unlicensed aero- 
plane. So far as the sale of British machines to private 
owners in the States is concerned this does not affect the | 
question, because in the States a private owner, once he has 
got what corresponds to our ‘‘ A” certificate, can fly any-— 
thing he likes. But it does prevent agents for British 
machines from putting up professional pilots to demonstrate 
the machines. All these professional pilots hold what are 
called ‘‘ Transport?’ licences, which correspond with our — 
“B”’ licences, and they would be violating the law by 
demonstrating, that is to say flying for hire or reward, on 
unlicensed machines. 4 

A Way Ov’. 

There seems to be a comparatively easy way out of this — 
trouble. All the American agents have to do is to find 4 — 
few thoroughly competent pilots who hold licences as 
private owners, but not as professional pilots. And then — 
they can go and demonstrate Avians and Moths and Blue- — 
birds and Widgeons and Spartans as much as they like, — 
so long as they do not take up passengers for hire or reward. 

If the prospective owner buys the machine, then, as the - 
owner, he can ask anybody he jolly well pleases to fly the 
ae for him, whether the pilot has a transport licence 
OL Ot : 

Somewhat similar conditions can be imgained in this 
country. There are certain ‘‘A’”’ pilots here who, owing to 
some physical defect, cannot qualify for ‘‘B’”’ licences 
although they are known to be very much sounder and more 
careful pilots than many of those who have “B” licences. 
If a private owner happened to like one of those men, and 
trusted his ability as a pilot, there is nothing to prevent the 
owner from engaging that man as a private-secretary or a 
chauffeur or a gardener, and letting him fly the machine 
whenever he wants it flown. 

From one point of view one is in favour of refusing to 
grant licences to any foreign machines whatever in this — 
country. If we are going to be protectionists, then for 
Heaven’s sake let us go the whole hog and let us be pro- 
hibitionists. But, if we do, we have got to recognise the 
fact that prohibition is a game which two can play, and — 
that if we prohibit other people’s machines from flying in 
this country we must expect them to prohibit ours. : 

SELF-INTEREST. 3 

From another point of view one is entirely in favour of 
Free Trade. If a number of American airplane manufac- 
turers started in to sell their aircraft in the British Isles 
and in the British Empire they would very soon find that the 
best way of doing so would be to advertise largely in 
THE AEROPLANE. 

In that case competition would certainly be good for trade, 
for British aircraft manufacturers would be obliged to ad- 
vertise still more largely in competitions with the Americans 
and the result would be that TtH~ ARrROPLANE would very 
soon become a much larger and fatter paper with a great 
many more editorial pages in which to deal adequately with — 
the news of aviation all over the World and with the problems 
which constantly crop up as to the best way of improving 
aircraft and aero-engines. = 

Also if some of the best American airplanes were sold over 


_here and came to show us what good American machines 


can do and the price at which they can be sold, the sight of 
the machines on the spot and actual demonstration of their 
performance, which could not be doubted as are statements 
of performance when they merely appear in print, would 
certainly spur our manufacturers to greater efforts. 

English motor-cars of to-day are what they are very largely 
because of keen competition of American cars. And the more 
modern American cars, with the very much improved lines 
of the past two years, owe their improvement and appeat- 
ance very largely to competition with English cars. Eyvery- 
body has profited all the way round, manufacturers and users 
alike, and similar competition would be a very good thing 
for the progress of aviation. 

On the other hand, if certain American manufacturers of 
thoroughly bad aeroplanes tried to sell their products over 
here they would fall to pieces, either in the air or on the 
ground. Besides killing a few foolish aviators who trusted 
them, they would also kill their own business. ‘This would 
be the best possible advertisement for the reliability of 
British aircraft, and to that extent they would do good. 

To be quite serious, there is actually everything in favour 
of a complete mutual recognition and interchange of certi- 
ficates both for aeroplanes and pilots. Our airworthiness re 
quirements may be a bit higher in some ways than those 0 
the U.S. Government, but no make of American airplane with 
a good reputation such as is likely to find a market ovet — 
here would be likely to go wrong. i 

If any make gave trouble it would probably kill its owm — 
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market before it killed enough people to make any differ- 
ence. And if it had the luck to kill its importer, probably 
people would say that it served him right for trying to sell 
an airplane instead of an aeroplane. 


THE BRITISH STANDARD. 


If we are going to trade in other countries, other countries 
must be allowed to trade here. And buyers must take their 
own risks when they back their own judgment of what they 
are going to buy. But, just because that is so, there is 
every reason for maintaining the present high standard of 
the British airworthiness certificate. 

There have been so many newcomers to aviation lately, 
that there seems reason for repeating a story of the very 
eatly days of Civil Aviation.—When our system of inspection 
and certification of Civil aircraft was first introduced, nearly 
everybody in the British Aircraft Industry squealed about 
the imposition of Government inspection. They talked of 
interference with Free Trade and the incubus of officialdom 
and so forth. Buta shrewd and far-sighted Frenchman said, 
in effect, “Ah! You hypocritical English, how clever you 
are. You make all this outcry. But you know that in a 


THE VICKERS-SUPERMARINE COMBINE. 


An official announcement has been issued to the effect 
that Vickers (Aviation) Ltd., a firm which is the property of 
Vickers Ltd., and exists for the manufacture of heavier- 
than-air aircraft, has acquired the whole of the share capital 
of the Supermarine Aviation Works Ltd. 

One learns authoritatively that Squadron Commander 
James Bird, R.N., Rtd., who is Managing Director of the 
Supermarine Aviation Works Ltd., is now a Director of 
Vickers (Aviation) Ltd., and remains in command of the 
Supermarine Works. 

So far as all except the financial people are concerned the 
Supermarine Aviation Works Ltd. will retain its separate 
entity with the same staff which has of late made the name 
Supermarine World-famous by the R.A.F.’s victory in the 
Schneider Trophy Contest last year, by the great voyage 
of the four Supermarine all-metal Southamptons, and by 
the recent high-speed flight which is de facto, if not dc 
jure, the World’s record for speed,—all these flights, inci- 
dentally, having been made with Napier engines. 

For the benefit of newcomers to aviation something may 
well be said of the history of the Supermarine Company. It 
was founded in i911 or 1912 by Mr. Noel Pemberton Billing, 
who had already then been adventuring for some years 
with gliders and had, in fact, started the first private aero- 
drome at Fambridge in Kssex in 1909. At the Aero Show in 
1914 a Supermarine Flying-boat was shown with the engine 
in a streamlined nacelle or power-egg of very modern aspect. 

With Mr. Pemberton Billing at that time was associated 
Mr. Hubert Scott-Paine,—and when Mr. Pemberton Billing 
joined the R.N.A.S. at the outbreak of War, Mr. Scott Paine 
ran the Supermarine Works. Early in i916, when Mr. 
Pemberton Billing went into Parliament to work the air 
agitation which resulted in the appointment of the Air 
Board which ultimately became the Air Ministry, he sold 
out completely’ his interest in the Supermarine Aviation 
Works. 

Shortly afterwards Squadron-Commander James _ Bird, 
RONG joined “the! firm’ asiea SDirector, ne wands Mr scott. 
Paine continued to run the firm until 1924, when Mr. Scott- 
Paine’s interests were bought out and the management of 
the firm came entirely into the hands of Squadron Com- 
mander Bird. 

Here one may remark that Mr. Hubert Scott-Paine’s 
brother, Mr. Victor Paine, has remained with the firm and 
has been concerned with what one might call its publicity 
and diplomacy department. Mr. Victor Paine’s pet hobby 
happens to be photography and to this fact is largely- due 
the unusually fine pictures of Supermarine flying-boats 
which appear so often in THE AFROPLANE and are so popular 
as decorations all over the World. 

From its very beginning, as the name implies, the firm 
has been concerned primarily with the production of air- 
craft for use over the sea, and though it has built float 
mach‘nes with much success, as its production of racing 
craft shows, its chief interest has been centred on flying- 
boats which have steadily grown in size and im- 
proved in efficiency. Certainly the Supermarine flying-boat 
is in front of any other twin-engined flying-boat of its 
power in the World. Of late years the excellence of the 
Supermarine products have been largely due to Mr. R. J. 
Mitchell, the firm’s chief engineer, who is rightly regarded 
among aeronautical technicians as being unsurpassed as a 
designer of sea-going aircraft. 

With the World-wide sales organisation of Vickers Ltd. 
behind it and its own inherent soundness as designers and 
constructors of super-marine craft, one hopes to see the 
Supermarine Aviation Works Ltd. not only continuing but 
increasing its successes of the past few years.—c. G. G. 


few years British Certificates of Airworthiness will enable 


you to get a far higher price for your aircraft than any other 


country will get. Your Airworthiness Certificates will be for 
your aircraft what the Certificate Ar at Lloyd’s is for your 
shipping. Shippers of any nation will pay higher rates for 
transport in British ships with an Ar at Lloyd’s Certificate 
than they will in the best ships of any other nation. And 


just so you will get better prices for your aircraft.” i 
Let us stick to our high requirements for our certificate, 
If necessary, let us have graded certificates and let us pass as 
merely airworthy aircraft and engines which are not up to 
our highest standard. Z 


We do this now, to a certain extent, by giving certificates 


of airworthiness up to certain load limits. And we have a 
kind of special airworthiness certificate in that a machine 
which is fully up to strength is given an aerobatic certi- 
ficate. Apparently, a pilot could be prosecuted for chucking 
stunts in any machine which had not such a certificate, 
And so, having admitted grades of airworthiness in our 
own machines, let us accept the airworthiness of any machine 
which is certified by the Air Authorities of its own country. 
And let those who fly in it take their chance.—c. G. G. 


pena af, - 


AIR COMMODORE CHAMIER’S 
APPOINTMENT. 


Among the most notable of the many important happen- 


ings in the Aircraft Industry during the past few weeks is 
the acquisition by Vickers (Aviation) Ltd. of Air Commodore 
J: A. Chamier, C.B., C.M.G., O.B.E., D.S.O., who assumed 
office 
December 3. 


Air Commodore Chamier was appointed Director of Tech- 
nical Development at the Air Ministry under Sir John 


Higgins, Air Member for Supply and Research, as recently 
In the past almost twelve months 


as December -13, 10927. 
he has distinctly made his influence felt in a number of 
directions. 


official procedure to get a job of work done. And he has 


in the technical direction of this great firm on 


He has never hesitated to cut through normal 


been a powerful influence in expediting progress in British 


Aviation. 
Among official people there is an axiom that if you never 


give an official decision you can never get into trouble for 
doing anything wrong. Group Capt. Chamier’s whole 


career seems to have been based on the principle that those — 
who never make mistakes never make anything else. He 
has never been afraid of making a mistake, and in con-— 


sequence he has made very few. In fact, one cannot learn 
that he has ever made any mistakes in his Service career, ~ 

Many a time he has apparently ridden for a fall, as, for 
example, when he came home from India in 1927 to take 
on the job of Director of Technical Development and forth- 
with proceeded to stake his reputation on haying Handley 
Page slots fitted at once to all Army Co-Operation machines. 


What is the precise proportion of Army Co-Operation ma- 
chines fitted with slots one cannot say, but the plain fact — 
remains that although until early this year Army Co-Opera- 
tion machines were responsible for a high percentage 4 


fatal accidents in the R.A.F. there have been no fatal 


accidents in such machines for many months. a 

Air Cmdre. Chamier always disclaims any pretence to 
being a scientist or an engineer. He went into the Army in 
1902 from Sandhurst. 


progress was rapid. He was on Active Service with the 
R.F.C. and the R.A.F. practically until the Armistice. He 


was awarded the D.S.O. in 1917, the O.B.E. in 1918, the 


In 1920 he was 


C.M.G, in toro, and» the -C.B. inta926: 


Director of Operations and Intelligence at the Air Ministry. 


In 1923 he went to India for Air Staff duties. 
In 1927, as already mentioned, he was brought back from 


India to do technical. work,—another example of the way — 
in which Sir John Higgins is able to choose a man for his” 


ability and not for his academic qualifications. Neverthe- 
less, Air Cmdre. Chamier has the best of all technical 
qualifications, namely his ability to see whether some tech= 
nical development is practical, and if practical whether it 
has been developed into a working proposition. 


He learned to fly at his own expetise — 
at Hendon in 1912, and he did not come into the R.F.C. 
as a flying officer until August 1915, after serving with his 
regiment, the 33rd Punjabis, in Egypt. But after that his — 


a 


In the R.F.C. he was one of the keenest workers for thee 


progress of wireless, both W/T and R/T, and though pri- 
marily a Staff officer, after the Armistice he showed himself 
to be a better judge of technical affairs than the majority 
of highly qualified technicians and scientists. ; 

Vickers (Aviation) Ltd. are to be congratu 
acquired him. One only 


speed up'the progress of aviation as he could have done had 


he remained in the King’s’ Service. Needless to say, his 
many friends in the Service and out of it will wish him 


every success.—C. G. G. 


iated on having | 
hopes that with the opportunities — 
afforded by this great establishment he will do as much " 


DECEMBER 5, 1928 The Aeroplane gir 


NE TE TTT UI TTTTITUTETIE LILIUM PITTI TT TTT 
SRAEEEEREAREEE EEE EYER WEES HESPERIA AEP 
=r 


Nip | 


a ENGINE 


=< 
S 
Heed 


=> 
> 


: CIR 


=" = 
See = 
=P = 
=r = 
heed = 
Baer = 
=>? = 
a = 
se = 
aS ANOTHER TRIUMPH FOR e= 
ced MM MMeN es eis SGk oe ee $= 
ae BRITISH ENGINEERING. s= 
xa Pe ee eee = 
Be In proof of the claim of the makers SS 
iz that the Cirrus is the best and most z= 
BU reliable light aeroplane engine in the z= 


world, the strongest group in finance, 


<= 
commerce and engineering that has = 
ever been formed in the United = 
States for such a purpose, has, after = 
exhaustive examination and _ con- == 
sideration, acquired the right of 25 


manufacture of Cirrus Engines in 
the United States. 


SAA ARAM AAA RR AR RRA RA RAR A RAR AA ARR AA RAR RA AA RAAB AAAs 


<= 

= 

z= 
| So ae = 
| = 

<= 
| Specify the ‘*CIRRUS” in your = 
| Light Plane. = 
| . = 
: z= 
= a 2 Te R= 
i CIRRUS AERO ENGINES LTD., = 
& Regent House, = 
s Holboru 4076. 89, KINGSWAY, LONDON, W.C.2. PRE Ree ee = 
Yee eueuey eee ey uu ey ey eu eu ey eu Cue UU UU UYU CY Ue CU UU TN WU UW UU WU uuu Uy Vu UYU TU Tye 


KINDLY MENTION ‘‘ THE AEROPLANE ’”’ WHEN CORRESPONDING WITH ADVERTISERS. 


Se 


gi2 


THE AMERICAN COWLING FOR RADIAL 
ENGINES. 

An article by Mr. F. E. Weick, of the staff of the United 
States National Advisory Committee for Aeronautics pub- 
lished in Aviation for Nov. 17, gives some interesting in- 
formation as to the new type of cowling for radial air-cooled 
engines, concerning which a report was reproduced in THE 
AEROPLANE of Nov. 14. : 

This cowling was devised by the staff of the Langley Field 
Laboratory as the result of tests in the 20 ft. diameter wind 
tunnel, using the full-sized fuselage of a cabin monoplane 
and a Wright J.5 Whirlwind engine. A whole series of 
tests with cowlings ranging all the way from bare engine up 
to one totally enclosing the engine, were made—as mentioned 
in THE AEROPLANE last week. ‘‘ Helmet ’’-type cowling such 
as has been used in Europe on Jupiter and other engines 
was apparently not tried because the Whirlwind,—in common 
with most other American radials—has so little room be- 
tween cylinders that individual helmets are impracticable. 

The type of cowling finally reached resembles outwardly 
that which was used on most rotary engines during the 
war, and completely surrounds the cylinder heads. Cooling 
air is admitted through a central annular orifice round the 
airscrew-shaft, and is discharged through a slot running the 
whole way round the body behind the engine,—like one long 
louvre in a motor-car bonnet. The exhaust was either dis- 
charged through this slot or was brought out under the fuse- 
lage in an ordinary exhaust-ring and pipe. 

The form of slot was designed in accordance with know- 
ledge gained from slotted wing tests, so that the issuing jet 
(or rather film) is tangential to the body surface, and serves 
to accelerate the boundary layer. Thus it is possible that 
the cowling not merely reduces engine drag, but actually 
improves the flow over the body. 

Special measures had to be adopted to direct the air 
entering the cowling onto the hottest parts of the cylinders, 
and much experimental work was done before the neces- 
sary cooling could be provided without increasing the drag 
unduly. No information as to these interior arrangements 
is yet published. 

After tests on the cabin fuselage further tests were made 
on a fuselage of smaller section—-such as employed on mili- 
tary machines. These showed, as was suggested in the note 
in Tur AEROPLANE already mentioned, that the effect of an 
uncowled radial engine on the resistance of a small bodv 
was much greater than that on the large body. 

Full-scale tests on a Curtiss Hawk single-seater with 
Whirlwind engine fully confirmed the results of the wind 
tunnel work. 

With the new cowling the speed of this machine was in- 
creased from 118 to 137 m.p.h.,—figures whose accuracy were 
regarded with some suspicion on the receipt of the original 
report, The most recent information indicates that some pro- 
portion of the gain was the result of improved airscrew effi- 
ciency, only about 70% of the effect being caused by direct 
reduction in body drag. 

Mr. Weick in his account says that the result of this de- 
velopment is that the air-cooled radial can now be cooled 
without a greater amount of drag than is caused by radiators 
of water-cooled engines,—except in such cases as permit the 
use of wing radiators. But the design of this cowling re- 
quires so much care to ensure satisfactory results that it will 
probably have to be provided by the engine-makers for their 
own particular engines. 


SES SO AT EE 
FRANK HEDGES BUTLER. 


Readers of the paper will learn with much regret of the 
death of Mr. Frank Hedges Butler, one of the pioneers of 
British Aeronautics. Mr. Butler died in a nursing home at 
the age of 72. 

Frank Hedges Butler was a partner in the famous firm of 
Hedges and Butler Ltd. of Regent Street, founded in 1667, 
the year of the Fire of London. He was the son of Mr. 
James Butler by his marriage to Miss Hedges, daughter of 
another partner in the firm. 

In the course of his business he visited France, Spain and 
Portugal, buying wine. This work increased his natural love 
of travel and in consequence he visited most of the British 
Dominions Overseas and the majority of foreign nations all 
round the World. 

He was one of the first British motorists, and bought his 
first car in 1897. And he was the first Honorary Treasurer 
of the Royal Automobile Club. Also he took part in the 
famous Thousand-Miles Trial organised by the Royal Auto- 
mobile Club. 

About the same time he was an ardent balloonist. In 
1902 he made the longest solo balloon voyage recorded in 
England, and in 1905 he made the longest cross-Channel 
voyage by balloon,—from London to Caen in Normandy. 

On September 24, 1901, while up in a balloon with his 
daughter, Miss Vera Butler, the Hon. Charles Rolls (later 
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to found Rolls-Royce Ltd.), and Mr. Stanley Spencer, he 
was suddenly struck with the idea of founding an Aero Club, 
On landing this idea was put into practical form and the 
Aero Club was duly registered, the first members being the 
three already mentioned, together with the late Mr. Pollock 
and Mr. Stanley Spooner,—still happily the chief proprietor 
and editor of Flight. 

At first the Aero Club was a part of the Automobile Club, 
not yet Royal. On November 15, 1901, the first balloon ascent 
organised by the Club was made from Chelsea, Miss Butler 
unfurling from the balloon at a height of some hundreds of 
feet, a 36 ft. banner bearing the words “ The Agro 
Club.” In 1904, Miss Butler married Colonel H. I. Nicholl, 
D.S.O., who is now a Director of Hedges and Butler Ltd. 

When flying first began, Mr. Butler took a vivid interest 
in it and was one of the first to go to France in 1908, on the 
arrival of Wilbur Wright, to see the operations of his strange 
aeroplane. Mr. Butler shared with Mr. Griffith Brewer the 
honour of being the first Englishmen to fly,—albeit as pas- 
sengers. 

Thereafter, though Mr. Butler did little actual flying, he 
was always for many years a prominent figure at flying meet- 
ings, and only two or three years back one met him driying 
his own car at one of the Aero Club Meetings. : 

Apart from his interest in flying and motoring, Mr. Butler 
was a musician of a high order, and, according to The Times, 
actually played as a first violin at the Handel Festival at 
the Crystal Palace so far back as 1874. He founded several 
amateur orchestral societies, and introduced music to the 
Automobile Club in 1898. 

In 1920 he summed up all his travels and adventures in an 
interesting book called ‘‘ Fifty Years of Travel by Land, 
Water and Air,’”’ his travels including six visits to the wine 
vaults of Reims during the War. Later he made a trip 
round the World of which he told in “‘ Round the World,” 
published in 1925, a book of high value to World tourists and 
containing an earnest plea for an Empire Tourist Bureau. 
Both these books may well be of interest to World-touring 
aviators. 

Frank Butler was a good friend, kindly, hospitable and 
cheerful. He had his full share of the good things of life 
and a long life in which to enjoy them.—c. G. G. 


MR. SAMUEL WHITE. 


Mr. Samuel White, Chairman of the Bristol Aeroplane Co. 
Ltd. and of. the Bristol Tramways Co. Ltd., died on Noy. 29 
at the age of 67. 

In partnership with his brother, the late Sir George White, 
Bart., he organised the tramways system of Bristol and put 
in the first electric traniway system in England (the first 
in the British Isles was from Portrush to the Giant’s Catse- 
way). They built up the whole transport system of Bristol 
and its suburbs, including taxi-cabs and motor-’buses, with 
the result that more than twenty years ago, public transport 
in Bristol was better than that in any city in the British 
Isles, including London. ‘To-day the Bristol Tramways Com- 
pany’s motor-’bus service operates practically all over what 
is commonly called the West Country. : 

In 1909, Sir George White founded the British and Colonial 
Aeroplane Co. Ltd., which was the first manufacturing under- 
taking in the British Empire formed to make aircraft. Mr. 
Samuel White co-operated heartily with his brother in what 
appeared to many people to be at best a sporting gamble 
and at worst a crazy idea. 

With them were associated Sir George’s son, Mr. Stanley 
White (now Sir Stanley), and his nephews, Mr. Sydney White- 
Smith (later to become Lieut.-Colonel, R.A.F.), Mr. Henry 
White-Smith (now Sir Henry, K.B.E.) and Mr. Herbert 
Thomas. After the death of Sir George in 1916, Sir Stanley 
became Managing Director of the firm with Mr. Samuel 
White as Chairman of Directors. : 

After the War, Lieut.-Col. White-Smith devoted himself 
entirely to the growing affairs of the Tramways Company 
and some years ago Sir Henry White-Smith left the firm, 
so that of recent years the control has been in the hands of 
Mr. Samuel White, Sir Stanley, and Mr. Herbert Thomas. « 

The success of the post-War policy of the firm may be 
gauged by the widespread use of the Jupiter engine. The 
widespread use by many nations of the various modifications 
of the Bristol Fighter show that the firm has maintained the 
high reputation for workmanship which Sir George and Mf. 
Samuel White laid down as its ruling principle at the very 
beginning. And the recent success of the Bristol Bulldog 
shows that the firm still holds its place in the front rank 
of aircraft constructors. , ie 

Mr. Samuel White was a bachelor. Apart from his aircraft 
interests he was a prominent member of the Bristol Stoc 
Exchange and was recently Chairman of that Institution. 
Like his brother Sir George, he gave generously to ae 
Bristol Hospital and other charities, and he was a pillar © 
the Church.—c. G. G. 
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Hello! that’s old Peter going up solo. Nice take Offence ‘Course, hz started right... yes, on a Moth at 
quite useful for a lad who's only had eizht hours dual. on2 of the Clubs— nost people do these adys'.. 


wish there’d bezn Moths when I was learning. 


Climbs well, that machine . . . oh, bout 5,000 ft. in And just you remember thit there’s not another 
nine minutes. Very pretty figure of eight he’s doing light aeroplane in the World with a finer... 
. yes, you soon get confidence on a Moth. Great Scott! he’s surely not going to... 


... he isn’t... he has! I say, that was a stout Congratters, Peter—zood show ! Here’s to your 
effort! As neat a loop as any you'd see. Pilot’s “A.” What? Got it last week? My hat, 

the Moth does bring them along, doesn’t it... 

of course, there’s not a finer training machine. 


Per Gk The Moth has gained its reputation as “ The Best Light Aeroplane in 
the World” by the yeoman service it has given for nearly four 
£ 6 5 O years in every corner of the world, and by its exceptional performances 
in the classic events of the air. Let us send you literature telling you 
READY TO how moderate a Moth is to fly, run and house, and why you should 
FLY AWAY learn to fly at the de Havilland School of Flying. Your name should be 
added to the Subscription List of the D.H. Gazette which, in a popular /\ 
way, keeps you in touch with up-to-date flying. DU 


y MOTH 
THE GIPSY aia 
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‘THE DE HAVILLAND AIRCRAFT COMPANY LIMITED, STAG LANE AERODROME, EDGWARE, MIDDLESEX 
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THE ROYAL AIR FORCE. 


The London Gazette. 


Roya, AIR FORCE. 


GENERAL DUTIES BRANCH.—The following are granted perm. comns. 
in the ranks stated (Oct. 1) :—FIt. Lt. D. W. Clappen, Fit. Lt. D. F. 
Lucking, Flg. Off. D. D. M. Eastwood. 

Wing Cdr. O. T. Boyd, O.B.E., M.C., A.F.C., is seconded for three 
years’ duty at the Staff College, Camberley (Jan. 22). (Substituted for 
the notification in the Gazette of Mar. 27.) 

Fig. Off. H. A. M. Weir is transferred to the Reserve, Class C 
(Nov. 15); Lt.-Cdr. R. St. A. Malleson, R.N., Fit. Lt., R.A.F., ceases 
to be attached to the R.A.F. on return to Naval duty (Nov. 26); Plt 
Off. on probation H. Cook resigns his S.S. comn. (Nov. 16); the S.S. 
comn. of Pit. Off. on probation J. L. Smallwood is termiaated on 
cessation of duty (Nov. 16). 

STORES BRANCH.—Plt. Off. on probation O. D. Allerton is confirmed 
in rank and promoted to the rank of Fig. Off. (Oct. 15). 

MEDICAL BRANCH.—Flg. Off. R. A. W. Kerr, M.B., is promoted to the 
rank of Fit. Lt. (Nov. 22); Fit. Lt. T. J. X. Canton, M.B., is promoted 
to the rank of Sq. Ldr. (Nov. 25); Fit. Lt. A. H. Mills (Temp. Capt., 
General List, Army Dental Surgeon) relinquishes his temp. comn. on 
completion of service (Nov. 11). 

RESERVE OF AIR FORCE OFFICERS. 

GENERAL DUTIES BRaNCH.—The following officers on probation are con- 
firmed in rank :—Ciass A.—Flg. Off. C. Byron, Flg. Off. A. W. Simon 
(Nov. 22). Cuass AA (ii).—Plt. Off. T. S. Dykes (Nov. 21). 

SPECIAL RESERVE.—Plt. Off. N. D. Wardrop, Pit. Off. L. V. G. Barrow 
(Sept. 26). 

The following officers are transferred from Class A to Class C:— 
Flg. Off. G. Clapham, A.F.C. (Nov. 17); Plt. Off. A. Barron (April 28). 
The following Flg. Offs. relinquish their comns. on completion of 
service :—C. G. Bloomer (Nov. 18); C. B. Bond (Nov. 19). The follow- 
ing Fig. Offs. relinquish their comns. on completion of service and are 
permitted to retain their rank:—J. A. H. Savage (Oct. 23); G. R. B. 
Smyth (Oct. 24). The notification in the Gazette of Nov. 13 con- 
cerning Fit. Lt. H. V. Stammers, D.F.C., is cancelled. 

MEDICAL BRANCH.—Flg. Off. R. G. J. McCullagh relinquishes his comn. 
on completion of service (Oct. 4). 

AUXILIARY AIR FORCE. 

GENERAL DUTIES BRANCH.—NOo. 602 CITY oF LONDON (BOMBING) 
SQUADRON.—Plt. Off. C. A. S. Parker is seconded for a further period 
of one year (Dec. 8). 


November 27. 


Appointments. 


c Week ending December 3. 

GENERAL DuTIES BRANCH.—Group Captain P. H. LL. Playfair, M.C., 
to H.Q., Transjordan and Palestine, pending taking over command, 
15/11. 

‘Squadron Leaders N. C. Spratt, O.B.E., to R.A.F. Depot, Uxbridge, 
4/11. C. O. F. Modin, D.S.C., to R.A.F. Depot, Uxbridge, 14/11. 
W. Sowrey, D:E.Cy “A-H.Cy or HOl) ALD.GsB., Uxbridge, 23}/12, 

Flight Lieutenants E. F. Turner, to Air Ministry (Signals Branch), 
1/12 KE. C. Delamain, M.C., to No. 3 F.T.S., Grantham, 19/11. C. H. 
Stilwell, to No. 2 Sqdn., Manston, 6/12. A. McR. Moffatt, to A. and 
G. School, Eastchurch, 26/10. E. D. Davis, to A. and G. School, 
Eastchurch, instead of to H.Q., Wessex Bombing Area, as previously 
notified. J. Marsden, to H.Q., A.D.G.B., Uxbridge, 28/11. A. P. 
Revington, to H.Q., ‘Iraq Command, 22/11. 

Flying Officers R. H. W. Empson, to A. and G. School, Eastchurch, 
20/11. R. As Whyte, to No. 5 F.U.S., Sealand,’ 10/11. A.. E. Haes, 
to No. ror Sqdn., Bircham Newton, 9/11. S. Pritchard-Barrett, to 
No. 3 F.T.S., Grantham, 28/12. G. L. Gandy, to No. 482 Flight, Catte- 
water, 10/11. J. S. Wilkins, to R.A.F. Depot, Middle East, 27/11. 
Cc. J. Stone, to E. and W. School, Flowerdown, 23/12. D. S. Brookes, 
to R.A.F. Depot, Middle East, 27/11. P. J. Bett, to No. 6 Sqdn., ‘Iraq, 
27'/1T-, “A> We wise NielSon, to7sREALES SDepot,mUexbridse, sr) Toren ahr 
Nuttall, to R.A.F. Station, Duxford, 15/11. G. N. Pilcher, to No. 8 
Sadn., Aden Command, 24/11. 

Pilot Officers J. I. Smallwood, to R.A.F. Depot, Uxbridge, 28/10. 
G. Wood, to No. 30 Sqdun., ‘Iraq, 30/10. R. F. J. Doran Webb, to 
R.A.F. Depot, Uxbridge, 4/11. J. F. X. McKenna, E. M. Thomas, 
R. S. Collins, P. Kinsey and P. G. Thomson, to No. 3. E.7:S., 
Grantham, 7/11. 

Mepica. BrRaNcH.—Squadron Leader A. 
British Hospital, Aden Command, 1/11. 

Flight Lieutenant J. Hutchieson, M.B., to No. 5 Sqdn., India, instead 
of to H.Q., India, as previously notified. Flight Iieutenant (Q.M. 
Medical) F. W. Goodread, to H.Q., Inland Area, Stanmore, instead of 
to H.Q., A.D.G.B., as previously notified. Flight Lieutenant (Dental) 
A. R. H. Bennett, to R.A.F. Hospital, Cranwell, on appointment to a 
Temp. Comn., 12/11. 

STORES BRANCH.—Flight Lieutenant H. E. T. Crocker, to No. 1 Stores 
Depot, Kidbrooke, 22/11. R. G. Gore, to H.Q., Transjordan and 
Palestine, 14/11. 

Flying Officer C. I. Fry, to No. 3 Stores Depot, Milton, 22/11. 

ACCOUNTANT BRANCH.—Flying Officer D. F. A. Clarke, to No. 2 
Armoured Car Coy., Middle East, 18/11. 

CHAPLAINS BRANCH.—The Rev. W. P. Hughes, to -H.Q., ‘Iraq, 30/10. 


Briscoe, M.B., to R.A.F. 


The Director of Technical Development. 


Air Commodore F. V. Holt, C.M.G., D.S.O., has succeeded 
Air Commodore J. A. Chamier, C.B:., C.M.G., D.S.O., O.B.E., 
as Director of Technical Development, Department of the 
Air Member for Supply and Research, Air Ministry. 

Air Commodore Holt was born in London in 1886 and is 
the third son of the late Sir Vesey Holt, K.B.K. He was 
educated at Eton and the Royal Military College, Sandhurst, 
and entered the Oxfordshire and Buckinghamshire Light 
Infantry in 1905. He learned to flv on a Bristol biplane at 


"ir 


Brooklands and his Royal Aero Club certificate, No. 312, .s 
dated Oct. 1, 1912. 
In April 1913 he was seconded to the Royal Flying Corps” 
and was appointed Flight Commander in May 1914. He was 
promoted Captain in July i914. He went to France in 
October 1914 and joined No. 4 Squadron. In February i915 
he was made a Companion of the Distinguished Service 
Order for gallantry on Jan. 22, 1915, “‘in engaging single- 
handed a group of 12 German aeroplanes which were attack- 
ing the town of Dunkirk. He was subsequently joined by 
two of our own biplanes, which resulted in one of the 
German machines being brought down and the pilot and 
observer captured.”’ ; 
He was made Squadron Commander with the temporary 
rank of Major in February 1915 and appointed to command 
the newly-formed No. 16 Squadron at La Gorgue. No, 16 
Squadron consisted of Flights from No. 2 and No. 6 and 
No. 5 Squadrons and took a distinguished part in the battles 
of Neuve Chapelle and Aubers Ridge equipped with one 
B.E.2a, two B.E.2cs, three Voisins and four Maurice Far- 
mans. a 
He was restored to the Home Establishment in July roms, 
and in March’ 1916 he was appointed to command a Wing. 
He returned to France in February 1917 and from there he 
went to the Italian front. He was awarded a Brevet Majority 
in January I917. : ~ 
In April 1918 he was appointed to command the oth B 
gade, with the acting rank of Brigadier General. -. 
In the New Year Honours of 1919 he was made a Com- 
panion of the Order of St. Michael and St. George for 
distinguished services rendered during the War. In August 
1919 he resigned his Army commission on appointment to 
a permanent commission in the R.A.F. with the rank of 
Group Captain. a 
From February 1920 until September 1922 he was seconded 
to the Chinese Government as Aeronautical Adviser, for 
which services he was awarded the Order of the Striped 
Tiger (3rd class) by the Chinese Government. In January 
1923 he was appointed to command the Central Flying 
School, Upavon. ; : = 
In 1925 he underwent a course of instruction at the Royal 
Naval Staff College, Greenwich. He was promoted Air 
Commodore in July 1925. In April 1926 he was appointed to 
Headquarters, Air Defence of Great Britain, for Air Staff 
Duties. : a 


Group Captain Playfair. z 


Group Captain P. H. L. Playfair, M.C., whose appointment 
to Headquarters, Transjordan, and Palestine; pending taking: 
over the Command, is dated Nov. 11, was born in Edinburgh 
in 1889 and was educated at Cheltenham and the Royal Mih- 
tary Academy, Woolwich. He entered the Royal Artillery 
in 1910. He learned to fly on a Bristol biplane at Brook- 
lands and his Royal Aero Club certificate No. 283 is dated 
Sept. 3, 1912. He was seconded to the Royal Flying Corps 
in November, 1912. In August, 1914, he went to France with 
No. 4 Squadron, R.F.C., and he was appointed Flight Com- 
mander with the temporary rank of Captain in January, 
tg15. After a short period of home service he returned to 
France in August, 1915, and in January, 1916, he was ap- 
pointed to command No. 8 Squadron, R.F.C., and made tem- 
porary Major while so employed. Under his command No. 8 
Squadron, equipped with B.K.2cs, took a distinguished part 
in the battles of the Somme. On Jan. 14, 1916, the London 
Gazeite announced the award to him of the Military Cross 
for distinguished service in the Field. In July, 1916, he was 
promoted Captain, R.A., and in August, 1916, he was 4p- 
pointed to command the 13th Wing with the temporary tank 
of Lieut.-Colonel. During 1916 he was awarded the Russian 
Order of St. Stanislaus (3rd class with swords) for distinguished 
service during the course of the campaign. He served at 
home during part of 1917, but returned to France at the end 
of the year. In 1918 he was awarded the United States Dis- 
tinguished Service Medal for valuable services in connection 
with the War. : ; 

On the formation of the R.A.F. he was appointed Lieut. 
Colonel and in August, 1919, he resigned his Army comms: 
sion on appointment to a permanent commission 1m the 
R.A.F. with the rank of Wing Commander. In Jamuaty, 
1919, he was appointed Commandant of the Central Flying 
School and in August, 1919, he was posted to Netheravon to 
command. In November, 1922, he was appointed to commande 
the R.A.F. Training Base, Leuchars. He was promote¢ 
Group Captain in January, 1923, and was appointed 
Staff Officer at Coastal Area in November, 1925. 


Group Captain Bigsworth. a 


Group Captain A. W. Bigsworth, C.M.G., D.S.O., ABCs 
whose appointment to Headquarters, Coastal Area as Chiet 


Staff Officer, is dated Nov. 11, was born at Croydon in 5 
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and educated by a private tutor. He entered the Royal 
Naval Reserve as a Midshipman in 1903 and was made Acting 
Sub-Lieutenant in 1909 and Acting Lieutenant in 1911. He 
learned to fly on a Bristol biplane on Salisbury Plain and 
his Royal Aero Club certificate No. 396 is dated Jan. 21, 
IQI3. 

In April, 1913, he was placed on the Supplementary List, 
Royal Navy, and appointed Flying Officer, Royal Naval Air 
Service. In July, 1914, he was appointed Flight Commander 
and in September, 1914, he went overseas with the R.N.A.S. 
In March, 1915, he was specially commended for good work, 
notably for an attack on German troops massing, and for 
locating a heavy gun at Leffinghe. He was promoted 
Squadron Commander in May, 1915, and during the same 
month took a distinguished part in an attack by aeroplanes 
from Dunkirk, on a Zeppelin patrol. From an Avro machine 
he dropped 4 twenty-pound bombs onto L.Z.39 from 10,000 
ft., over Ostend. The L.Z.39 got back to her shed at Evere 
severely damaged and with one of her crew dead and several 
wounded. 

He was made a Companion of the Distinguished Service 
Order in September, 1915. The London Gazette of Septem- 
ber 13, 1915, states :— 

For services in destroying single-handed a German submarine on 
26.8.15 by bombs dropped from an aeroplane. He was under heavy 
fire from shore batteries and from the submarine while manceuvring 
for position. With great coolness, however, he descended to 500 ft. 
and was subsequently able to get a.good line for dropping bombs 
with full effect. 

The War in the Air Vol. II describing this action states 
that he was flying a Henry Farman to bomb Zeebrugge and 
surprised a submarine on the surface about six miles north- 
west of Ostend. Two of his 65-lb. bombs appeared to make 
direct hits. 

In December, 1916, he was appointed Wing Commander, 
R.N.A.S., and posted to a command in Home Waters. In 
October, 1917, he was awarded a Bar to the D.S.O. for ser- 
vices on patrol duties and submarine searching in Home 
Waters. 

On the formation of the R.A.F. he 
Lieutenant-Colonel. In June, 1918, he was mentioned in 
Despatches. He was made a Companion of the Order of St. 
Michael and St. George in January, 1919, in recognition of 
distinguished services during the War. In May, 1919, he 
was given the acting rank of Colonel while in command of a 
Group. In the King’s Birthday Honours of 1919 he was 
awarded the Air Force Cross in recognition of distinguished 
services rendered during the War. In August, 1919, his 
name was removed from the Navy List on appointment to a 
permanent commission in the R.A.F. with the rank of Wing 
Commander. 

In September, 1919, he was posted to Malta and in July, 
1920, he took over the command of the Armament and 
Gunnery School, Eastchurch. He was promoted Group 
Captain in January, 1923, and in March, 1923, he was ap- 
pointed to command the R.A.F. in the Mediterranean. He 
was restored to the Home Hstablishment in August, 1925, 
and pod to the R.A.F. Training Base, Leuchars, to com- 
mand. 


The Nomenclature of Service Aircraft. 


A new system of giving type names to Service aircraft 
a been adopted by the Air Ministry and will be effective in 
uture. 

Under this scheme the different types of aircraft will be 
named by the Air Ministry as and when they are adopted for 
Service use. Letters of the alphabet have been allotted by 
the Air Ministry and types will be named according to those 
letters. The first type to be so christened is the Handley 
Page Clive, the letter ‘‘C’’ having been adopted for the 
troop-carrier class. [This machine appears on the frontis- 
piece this week.—Ep.] 

Until they are adopted for Service use machines will be 
known by a number. Names beginning with letters of the 
alphabet not in use for Air Ministry types, will be used for 
civil and discarded types. 


was appointed 


Army Officers and Aviation. 


A special War Office Order which forms an additional para- 
graph to King’s Regulations Paragraph 728 has been promul- 
gated. The Order states :— 

Officers and other ranks, unless certified as being physically unfit 
for flying, may be ordered, as part of their military duty, to go up 
in the air by day when such flight is considered by superior authority 
to be necessary for some military purpose or training. 

Officers commanding units will take every advantage of the neigh- 
bourhood of a unit of the Royal Air Force to accustom their officers 
to carry out reconnaissances in the air. 

The Order does not state whether, in the event of aircraft, 
carrying Army personnel, being obliged to continue opera- 
tions after nightfall they should land at dusk to deplane the 
Army personnel or whether the Army personnel should be 
launched over the side in parachutes at the approach of 
night. 


An Air Regatta. 


The rumour that a display by the sea-going aircraft of the 
R.A.F. will be given during the Schneider Trophy Competi- 
tion next summer, has not been confirmed by the Air 
Ministry. Such a display would undoubtedly add to the 
interest of the Schneider Competition and alleviate the 
periods of boredom which are a necessary part of these high- 
speed entertainments. 

It has been pointed out that a display by Service seaplanes 
and flying-boats would interfere with the practice and other 
flights of the various competitors. But there does not seem 
to be any reason why a display by the R.A.F. should not be 
given during the mooring-out tests of the racing machines. 
The public have had no previous opportunity of seeing any- 
thing of the nature of an air-and-water Pageant by the R.A.F. 
and it should be extremely popular. 


Explosives in Service Aircraft. 


An Air Ministry Order states that it has recently been 
brought to notice that explosive and pyrotechnic stores have 
been carried in aircraft, although they have not been ap- 
proved either for the Service or for use in the conduct of 
authorised experimental trials. While it is not desired to 
discourage the exercise of initiative, it should be clearly 
understood that no such stores may be carried in aircraft 
without express and prior permission from the Air Ministry. 


SPORT IN THE R.A.F. 


December Sports Fixtures, 


Association Football: Dec. 1, R.A.F. Officers XI v. R.A.F. 
Cadet College, Cranwell, at Cranwell. Dec.’ 5, R-AB aye 
Oxford University, at Halton. Dec. 8, R.A.F. Officers XI vy. 
R.N. and R.M. Officers, at Uxbridge. Dee.) 22, Amie 
Corinthians, at Uxbridge. 

Boxing :—Dec. 7, R.A.F. Composite Team y. Civil Service 
Boxing Club, at Uxbridge. Dec. 14, R.A.F. Officers v. Bel- 
size Boxing Club, at the Stadium Club. 

Rugby Football:—Dec. 17, R.A.F. Final Trial at Ux- 
bridge. 

Squash Racquets :—Dec. 
ship, at Queen’s Club. 


17 and 18, R.A.F. Champion- 


Association Football. 


The draw for the second round of the R.A.F. Football As- 
sociation Challenge Cup is as follows :— 

Henlow v. Eastchurch; Kenley v. North Weald; Halton v. Uxbridge}; 
Flowerdown v. Calshot; Worthydown v. Gosport; Shrewsbury v. 
Digby; Felixstowe or Martlesham v. Grantham. Bye, Netheravon. 

The matches are to be played on Dec. 12 on the ground 
of the first-named station in each instance. 


Squadron Leader Hinkler’s Lecture. 


The Royal Aeronautical Society announce that it has been 
found necessary to postpone Dr. Thurston’s lecture. Sq. 
[dr. H. J. Ll. Hinkler, A.F.C.; D.S.M., R.A.ACP assess 
kindly agreed to put forward the date of the lecture he is 
preparing, and will read a paper on the technical aspects of 
his record flight in a light aeroplane to Australia. 

Sq. Ldr. Hinkler’s lecture will take place at 6.30 p.m. on 
Thursday, Dec. 6, at the Royal Society of Arts, 18, John 
Street, Adelphi, W.C.2, and will be fully illustrated by a 
film. 


VERY RARE. 


The German Air Force in 
the Great War. 


NEUMANN. 
(Translation by J. E. Gurpon.) 


The Aeroplane Book Department has secured one 
dozen copies (new) only of this valuable book, 
now out of print, and will supply orders in strict 
rotation at 


£1: 5:6 per copy, post free. 


THE. AEROPLANE: ~-BOOK “DEFia 
Cannon House, Pilgrim St., Ludgate Circus, E.C.4. 


JECEMBER 5, 1928 The Aeroplane 


REAR REE ARERR ER ERE ERE EERE 


“GEARED 
JAGUAR 


Sie Si Se See ET Ee EEE EE ee ee ae 


The best air-cooled engine 


of 450 h.p. in the world. 


he 14 cylinders and gearing give 
complete freedom from vibration. 


The 3 to 2 reduction gear gives greater 
propeller efficiency and the higher 
engine revolutions provide more power. 


For a given power the overall diameter 
is smaller than that of any aircooled 
engine. 

The cylinders are more _ efficiently 
cooled than on any other engine. 


SIDDELEY 


MOTORS LIMITED 
COVENTRY, ENGLAND, 


an 
10,"Old Bond Street, London, W.1, 


‘FLOWN AND KNOWN ALL OVER THE WORL 
RAERERERERERERERERERERERERER ER ER ER ERERERER 


KINDLY MENTION ‘‘ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


918 


The Aeroplane 


DECEMBER 5, 1928 | 


eee ESSE eee 
THE WAKEFIELD—HINKLER DINNER. 


Some 330 people were the guests of Sir Charles Cheers 
Wakefield at the Savoy on Wednesday, Nov. 28, to meet 
Squadron Leader H. J. L. Hinkler, A.F.C., D.S.M., R.A.A.F. 

When partaking of feasts at the Savoy one always feels 
that one is doing other people ont of their just dues. The 
lad who brings his lass to dance on the famous spring floor 
at the Savoy must feel very much annoyed at having to 
dance on portable parquet upstairs while the coveted floor 
is occupied by hundreds of well-fed people who are doing 
still more feeding. Really the Savoy Hotel people ought to 
build a proper banqueting-hall big enough to accommodate 
Sir Charles Wakefield’s ever-increasing host of friends. 

Anyhow, Sir Charles Wakefield’s friends certainly profit 
by the generosity of our modern Meecenas. 

SIR CHARLES WAKEFIELD, introducing Bert Hinkler (he 
must really be called by his popular title), said how grati- 
fied he was to offer him (Bert) this expression of admiration. 
One of the remarkable features of his flight was its extreme 
modesty—one might even say its stealth. He departed in 
silence and he returned equally unobtrusively. The British 
public had had no real opportunity of showing its apprecia- 
tion of a truly grand achievement. 

Our kinsmen in Australia rightly looked upon Sq. Ldr. 
Hinkler’s fifteen-and-a-half-day flight as a national event and 
we prized his exploit just as sincerely in the Motherland. 
Sir Charles said that we here thought imperially and were 
even beginning to buy imperially. In a sense we had had a 
share in Sq. Ldr. Hinkler’s achievement, for the machine 
which carried him was all-British in material, workmanship 
and design. 

Sir Charles then presented to Mrs. Hinkler as a souvenir 
of the flight, a magnificent brooch showing a diamond 
kangaroo leaping round the globe. 

Air Vice-Marshal Sir Sefton Brancker, starting to propose 
the toast of Bert Hinkler, made one of the few verbal slips 
one has ever heard him make in a speech, beginning “ Sir 
Charles Wakefield, Ladies and Brancker,’? which brought 
shouts of laughter and put everybody into an even more good 
humour. 

When the applause had gone down he said how glad he 
was that instead of talking about Imperial aviation and the 
benefits of air transport he had just got to talk about Bert 
Hinkler, who was quite one of the most popular figures in 
Civil Aviation. He said that Bert had created a record 
thirty-six years ago in putting Bundaberg on the map by 
being born there, and that since then Bert had never done 
a stroke of work,—except in connection with the air. 

He (Bert) experimented with a towed glider in 1911. In 
1912 he attached himself to an American aviator. [One 
Wizard Stone,—and incidentally this nickname antedates 
the R.A.F. use of the overworked word wizard.—c. G. G.] 

Bert came to England in 1914 and joined the Sopwith firm. 
At the beginning of the War he enlisted as what the Navy 
curiously call a gun-layer and took part in anti-Zeppelin 
patrols on the North-East coast. [One of his most exciting 
adventures was with Flt. Sub-Lt. R. E. Nicholl, later Major 
R.A.F., now with the Ontario Provincial Air Service.— 
c. G. G.] 

Then he served at Luxeuil, near Nancy, where he learned 
to fly with the first independent bombing force, commanded 
by Capt. Elder, R.N., and there he won the D.S.M. After 
that he went to Italy, and when his squadron was equipped 
with Camels, of which there were not enough to go round, 
Bert kept formation with the rest by super-tuning a Sop- 
with Pup. 

After the War he got a Sopwith Dove, intending to fly to 
Australia but Ross and Keith Smith got there first. Then he 
got hold of an Avro Baby with a Green engine and started 
to fly to Australia. He set up a record by flying non-stop 
from London to Turin, but owing to engine trouble could 
get no further. Next year he was second in the Aerial 
Derby. Then he took his Baby Avro to Australia and put 
up another record by flying non-stop from Sydney to 
Bundaberg. 

After returning, as the smallest pilot in England he flew 
the biggest machine, namely the Avro with a Napier Cub 
engine. At the Lympne Competition in 1923 he won the 
prize for the maximum mileage. In 1924 he won the 
Grosvenor Cup. In 1925 he was one of the Schneider Trophy 
team which went to the States without any luck. In 1926 
he won at Lympne the prize given by the Society of Motor 
Manufacturers and Traders. In 1927 he put up another record 
by flying 1,200 miles from London to Riga non-stop and for 
that flight was awarded the Latvian Air Force decoration. 

His great flight to Australid was a national event. In fact 
he (Sir Sefton) had heard that most of the 1928 vintage of 
Australian babies were being called after him. ‘There was 
a legend that a Chinese admirer in Australia had also called 
his baby after Hinkler, and that on being told that Hinkler 
was not a Chinese name he had said that in Chinese it 
translated into Wun Long Hop. 


Sir Sefton said that, speaking in modern air phraseology, 
Bert was a wizard of a pilot and never boobed anything. 
He was a perfect ground engineer and a perfect navigator 
and he was thorough and adventurous. 

BERT HINKLER replying, said that he had done his best 
to preserve a calm demeanour under all the kind things 
that were said about him, but that there was a devil of a 
lot going on inside. He said that under such circumstances 
the proud victim of such remarks should be taken out while 
the barrage was proceeding and brought in when his turn 
to speak arrived. 

He said that he went to Australia because he was going 
to see the old people and he thought it was a good use to 
make of a fair sample of British light aircraft. The part 
of the journey of which he felt most proud was the flight 
to Rome in a day, but that nearly caught him bending 
because he had to find his way to the aerodrome in the dark. 
He thought that under the present rule the aerodrome at 
Rome would be quite up-to-date, but his signals that he 
wanted to land brought no response till he was actually on 
the ground, and then; the local officials sent up a flare which 
nearly set light to his machine. 

Commenting on the long over-seas stretches, he said that 
one never thought how pretty the land looked, because it 
faded away too fast. And then one sat for hours looking at 
the water and making all sorts of resolutions never to lose 
sight of land again. ; 

In the course of his long hops, the Sun “ did it on him” 
twice and he had to land in the dark in the desert. 

He paid a generous tribute to the goodness of the R.A.F. 
at all the stations at which he landed, referring especially 
to Karachi where the R.A.F. repaired and strengthened a 
leaking tank. 

At Victoria Point, while he and a friendly planter were 
working on his machine in the open after dark by the light 
of an electric torch, there was a terrible row from the jungle 
near by, and the planter explained casually that this was 
only a couple of lions adjusting their family affairs. But, 
said Bert, the rest of the examination of the engine was — 
rather hurried. 

Between Singapore and Batavia he started counting the 
islands. He got as far as 543 and then he looked on his 
map and found that the archipelago was called “ The Thou- 
sand Isles.”” And he added “I agree, there is every one of 
them.’’ 

When he was flying about Australia some controversy was 
roused by his arriving at certain places on Sundays. But at 
Perth somebody wrote to one of the local papers saying that 
at any rate by arriving there on Sunday he had done more 
than all the churches had done, because his expected arrival 
had kept the whole population looking towards Heaven for 
two hours. ee 3 

In spite of the various landings, his. Avian arrived in 
Australia still with the original air in its tyres, but while 
it was being wheeled through Melbourne to entertain the 
population one tyre punctured and let out the English air. 
Next day Melbourne was enveloped in a thick fog. : 

In conclusion he said that he regarded himself just as 2 
representative English pilot hundreds of whom could flip 
to Australia just as well as he had. a 

Sir Harry Brittain, K.B.E., C.M.G., M.P., proposed the 
toast of the Commonwealth of Australia. After introducimg. 
an amount of extraneous matter he delivered himself, with 
the air of an epigrammatist, of the phrase “‘ Aviation must 
play an ever-increasing part in the history of this great 
continent.” 

THE HONOURABLE SIR GEORGE FULLER, K.C.M.G., fe- 
sponded to the toast much in the manner of, and at much 
the same length as, the Prophet Isaiah, his matter being 
more or less analogous to the theme of the Vth Chapter. 
By the time he had finished, Major-General the Honourable 
Sir Newton J. Moore, K.C.M.G., V.D., M.P., who was to 
support the reply, had faded away, accompanied by all the 
other Members of Parliament among the gnests,—the legis- 
lation of the country must proceed, in spite of the hospr 
tality of Sir Charles Wakefield and the oratorical stayimg- 
power of his friends. 

THE HONOURABLE SIR ARTHUR STANLEY, G.B.E., proposed 
“ Aviation and the Empire ” in a speech which unfortunately 
had to be postponed so as to give precedence to the pro- 
fessional Parliamentarians. Consequently we were only 
allowed to hear a little of a very delightful speech. 

Sir Arthur first paid a deserved tribute to the memory of 
the late Frank Hedges Butler, and said how glad he was 
that Frank Butler had lived to see the day when his visious 
of twenty years before had been realised. He then describe 
himself as a peg, a somewhat substantial peg, on which to 
hang the speeches of Colonel Sempill and Major Brearley, 
who would follow. : 

He said that Sq. Ldr. Hinkler’s sensations when flying over 
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big stretches of water reminded him of the late Lord Charles 
Beresford when he went down in the first submarine ever 
built in this country. The boat went down and sat on the 
bottom of the Solent, or somewhere, and to prevent it from 
sticking in the mud the crew had to keep rocking it from 
side to side. When at last it came up somebody asked 
Beresford what his sensations were while on the bottom. 
He said ‘‘The only thing I thought about was what a damned 
fool I was ever to go down.”’ 

COLONEL THE MASTER OF SEMPILI, said that as one of the 
pioneers of Motoring Sir Arthur Stanley was primarily re- 
sponsible for the fact that to-day 5,000 new cars were being 
put onto the roads. He hoped that some day as many aero- 
planes would be put into the air, and that they would take 
from the Exchequer their share of the tax on cars, because 
no roads had to be maintained for their benefit. 


He pointed out that Australia in the forthcoming year 
would be spending an additional £200,000 on subsidising 
Aviation and that Australia would have by April next 8,000 
miles of air line running regularly. There were only 7,000,000 
people in Australia, and yet in this way they would be spend- 
ing more money and running more miles of air line than 
existed to-day in the whole Empire. He paid a well-deserved 
compliment to Major Norman Brearley for the extraordinarily 
good work which had been done by West Australian Air- 
ways. 

MajoR NORMAN BREARLEY, of West Australian Airways, 
said that what was being done in Western Australia was done 
by men like Hinkler. They were just a team of pilots carry- 
ing on their daily duties. He remarked that if people only 
knew they would be deeply touched by the gratitude shown 
by back-block settlers for the benefits brought to them by 
the air-line pilots in emergencies. 

He said that the Australian Government was subsidising 
the air-lines on the condition that they used purely British 
equipment. ‘This, he said, was all very well so long as the 
subsidies existed. But when the subsidies were withdrawn 
and the air-lines had to compete in the open, market, British 
manufacturers of aircraft equipment had got to get down 
to producing a competitive article. The people operating 
aircraft in Australia wanted British goods and they would 
have them every time. But British manufacturers must re- 
member that though Australia to-day was the happy hunting 
ground of British manufacturers it would also become the 
happy hunting ground for foreign competitors and that 
British manufacturers must produce what Australia wanted 
and must produce it at competitive prices. 

Australia wanted to link up by air with England. Bert 
Hinkler and others had been through on the air line. ‘Traffic 
for a through line was already in existence, both as regards 
individuals and the Governments concerned. 


LONDON’S NEW AIR-PARK.—An air view, taken by Aerofilms Ltd., of the Air-park at Heston which is being 


Next year they would be running a line from Perth to 
Adelaide which would cut two days off the time of the mails 
to the Eastern Australian cities. The mails coming from 
Perth amounted to 7 tons a week for less than 7,000,000 
people, so there was every reason to believe that if the mails 
could be brought through from England by air in 15 or 18 
days a big percentage of them would pay a surcharge big 
enough to pay for air transport. 

If Australia had been a German colony there would have 
been an air-line through to Australia before this date. Aus- 
tralia had done its share in developing its internal air 
routes and it had proved that those routes were warranted 
up to the hilt. It was now up to the rest of the Empire to 
put through an Imperial airway. 


[This straight hitting from the shoulder in the best open 
honest Australian fashion produced prolonged applause. One 
can only hope that it will go right home not only to the 
British Government, from which people are always begging 
subsidies, but to the British manufacturers who at the finish 
have got to compete in the open market against intensely 
efficient American and German business men.—c. G. G.] 

THE RIGHT HONOURABLE CHARLES A. MacCurpy, K.C., pro- 
posed the health of the Chairman and Sir Charles replied 
in his usual sincerely touching terms.—c. G. G. 


LONDON’S NEW AIR=-PARK. 


Seme time ago the fact became fairly generally known that 
a large area of land close to the Great West Road had been 
acquired by Mr. H. N. St.V.. Norman and Mz) Bo Ase 
Muntz. In due course there appeared among other news of 
new companies the registration of a firm known as Airwor 
Ltd., with Messrs. Norman and Muntz as directors. 

This firm has taken over the development and operation ot 
the land aforementioned. At the present moment it is be- 
ing drained and levelled for use as an aerodrome and at one 
corner of it is a shed capable of holding three folded Moths, 
where the directors of the firm house their own machines. 
Very shortly work will begin on a number of sheds and a 
club-house on the South side of the aerodrome, adjoining 
the road which will connect them in a distance of a few 
hundred yards with the main West Road close to its junc- 
tion with the Bath Road. ‘The intention of the firm, as its 
name implies, is to do air work of all descriptions. Primarily 
it will operate an air-park where owners and operators of 
aeroplanes can keep their machines. For this purpose the 
aerodrome is excellently situated. It is a little over 8 miles 
from the centre of London, but most of that distance is on 
the new Great West Road, and the rest of it is along one of 
the easiest outlets from London, so that it is probably quicker 
to reach than any of the other aerodromes round London. 


organised by Airwork Ltd., the principals of which are Mr. H. N. St.V. Norman and Mr. F. A. I. Muntz. The 
road in the foreground leads off on the right in a few hundred yards to the Great West Road close to its 


junction with the Bath Road at Hounslow. 


In the background is seen the Southall district, with the various 


chimneys which stand up so prominently on the horizon when seen from the Great West Road or the first 


part of the Bath Road. 
clear white lines. 
levelled and laid out. 
drome in the foreground. 


The limits of the ground at present being developed as an aerodrome are shown in 
The part within the dotted lines will be developed as soon as the first 


part has been properly 


The permanent sheds will be built along the approximately horizontal line of the aero- 
The prevailing wind is from the left bottom corner of the aerodrome to the right top 


corner, but as there is a run of 600 yards in any direction in the area enclosed by the solid white lines, and as 
there are practically no trees or obstructions within several hundred yards of the boundary, the aerodrome is in 
effect much bigger than the figures indicate. : st 
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AT THE HESTON AIR-PARK.—Here are seen Mr. 


Evans, operating a ground-hog, and Mr. Muntz of 
Airwork Ltd., with Mr. Norman’s Moth in the back- 
ground. The photograph gives some idea of the flatness 


of the ground. Mr. Evans is the younger son of the 

former holder of the area which is now being turned into 

an aerodrome, of which he and his father are both keen 
supporters. 


The air-park will be properly equipped with workshops at 
which repairs of all sorts will be done to aeroplanes and 
engines. 

The ground has been bought from the Ecclesiastical Com- 
missioners. It was formerly farmed by Mr. Evans, whose 
house may be seen in a kind of bay in the aerodrome area, 
on the left of the accompanying picture. As this is his resi- 
dence it and its immediate surroundings form a kind of 
Naboth’s Vineyard in relation to the rest of the aerodrome. 
But fortunately in this case Naboth happens to be very 
friendly with those who have dispossessed him. He him- 
self is keenly interested in the developnient of the air-park 
and one of his sons, who himself hopes to be one of the first 
pupils at the air-park, is working hard levelling the ground. 

Airwork Ltd. hope to have the aerodrome itself in proper 
flying order by about March next, and every effort is being 
made to put up enough shed accommodation for a number of 
machines in connection with the Aero Show at Olympia in 
July. 


The air-park is less than 8 miles from Olympia and obyi- 
ously people who are thinking of buying machines which are 
in the Show will want trial runs on similar machines. For 
such work the Heston Air-Park is particularly handy. — 
Cy. GG. 


THE COBHAM FILM. 


The 6,000-foot film prepared for exhibition from the 20,009 
feet taken in the course of Sir Alan and Lady Cobham’s flight 
in the Short Singapore round Africa on the Sir Charles 
Wakefield Tour is on view at the Marble Arch Pavilion this 
week, Anybody concerned with aviation who wants to see 
it is advised to do so during the next three days, as the 
film will not be generally released until well on into next 
year. 

Unfortunately this week’s exhibition of it was only fixed 
late last week and consequently there was no opportunity of 
giving due warning in THE AEROPLANE, but it is such a good 
film that one strongly recommends all readers of this paper 
who happen to be in London to go and see it. Not only are 
the actual flying pictures very interesting but those who 
are interested in commercial aviation in Africa and in the 
technical aspects of operating flying-boats as commercial pro- 
positions will find many points of particular interest in the 
picture.—¢. G. G. 


FINNISH FLOATS FOR MOTHS. 


The photographs here reproduced show the floats of a Moth 
seaplane built under licence by the Finnish Government’s 
Aircraft Factory at Helsingfors. The floats fitted to this 
machine unlike those used for British-built Moths are of 
three-ply instead of duralumin. This three-ply is specially 
treated to prevent soakage, and the first pair after 100 hours 
of flying were found not to have increased in weight. 


As a result of this experience the factory has been ordered 
to make 100 pairs of similar floats. The three-ply float weighs 
slightly more than the standard duralumin type (40 kg.=88 
lbs. each as against 36 kg.=79 lbs. each) but can it is said be 
built for less than half the cost of the metal type,—at ony 

rate in Finland where labour and timber are cheap. 

As the photographs show the floats have a curiously shaped 
tail, but are otherwise normal. 


FINNISH FLOATS FOR MOTHS.—A set of wooden floats for the D.H. Moth made at the Finnish Government 2 
Aircraft Factory at Helsingfors. 
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Telegrams: 


(© Aeroplane ” 


An ideal light ’plane for the private owner, club use, etc. Robustly 
constructed to exceedingly high standards. An excellent machine 
which will be appreciated by the most experienced as well as the 
new pilot. Possesses exceptional controllability, even when in 
stalled flight. Folding wings—no rigging to require adjustment ; 
excellent view for pilot and passenger. Low running costs. With 
Cirrus III or Genet Engines. 


A well-known Flying Officer touring Europe writes :—‘‘ We were 
lucky, perhaps, to be flying a ‘Westland Widgeon,’ which is 
exceptionally stable in bumpy weather, owing to the position of 
the wing, and which is provided with controls that are delight- 
fully balanced. The view is also exceptionally good, and this does 
a lot to relieve anxiety in bad weather.”—/ligh’. 


For full particulars and prices, apply ¢ 


; (Branch of Petters Limited), 


Works: YEOVIL, ENGLAND. 


“Aircraft, 141, Yeovil.”’ 


photograph.) 


WESTLAND AIRCRAFT WORKS 


Telephone: Yeovil No. 141. 
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THE ENGLAND—INDIA SERVICE. 


“In the House of Commons on Nov. 28, in reply to Mr. Malone, the 
Secretary of State for Air said that agreement between Imperial Air- 
ways and the Persian Government with regard to the establishment 
of bases in Persian territory had been reached. ‘The letters in which 
the agreement was recorded were to be signed that week in Persia. 
The publication of the terms of the agreement would be considered 
in due course. The settlement of the questions which had been out- 
standing with the Persian Government had made it unnecessary at 
the present time to seek for any alternative route for the Imperial 
Airways service to India. 


MR. HINKLER’S AIRSCREW. 


The following letter has been sent by Mr. Bert Hinkler 
to the Fairey Aviation Co. Ltd. :— 

Dear Sirs,— I have despatched to you by passenger train the metal 
airscrew which was used on my record flight from England to 
Australia. 

This has been returned for your inspection and I shall be glad to 
have your report on its condition. The test should prove of mutual 
interest, particularly as the airscrew has been exposed to extreme 
variations of climate, from flying through heavy tropical rains and 
very dry heat of the desert, to snowstorms. On other occasions when 
taking off under bush surroundings the blades have mowed a track 
through the tall grass and brushwood. 

Although the airscrew was one of the items about which I had no 
doubt whatever and at the conclusion of my tour of Australia with 
a total of over 35,000 miles, was running as smoothly as on the day 
I set out from England, I should welcome your expert examination 
and report. i 

Congratulating you on an excellent production, 

Yours faithfully, 
(Signed) B. 


THE FLYING CLUBS. 
The London Aeroplane Club. 
[Sec.: Harold E. Perrin, 3, Clifford Street, London, W.1.] 
Aerodrome: Stag Lane Aerodrome, Edgware, Middlesex. 
Report for week ending Dec. 2. 
Instructors: V. H. Baker, M.C., 
Engineer: C. Humphreys. Aircraft: 2 (MP: and XS). 
Fiying Time: at hr. 20 min.; Instruction: 14 (xr yhie xo 
Soloists: 11 (11 hr. 10 min.). 
Notes.—First solo flights were made by D. ‘. 
Rose Richards on Friday, Nov. 30. 
Christmas Closing.—Members are notified that the Club will close 


Nov. 30, HINKLER. 


A.F.C., F. R. Matthews. Ground 
min.) ; 


Bennett: and IT. EB. 


e 


Hubert Broad. 
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down for the Christmas holidays on Sunday evening, Dec. 
re-open on Tuesday, Jan. 1. 

Christmas Staff Fund.—The Christmas Fund for the Ground Staff has 
been opened. Individual subscriptions are limited to os. 

Christmas Raffle—Members are reminded that there are still a fey 
more tickets available (ros. each) for the D.H. Moth. Applications 
should be made to the Pilot Instructors at Stag Lane or at 3, Clifford 
Street, W.1. ‘ ; 

Club Premises.—The building of the new hangar for the Club 
machines has now been completed and we shail take possession during 
the week. 

The erection of the Club rooms for the members is proceeding satis- 
factorily and they should be available before Christmas. The Club 
will be fully licensed and luncheons and teas will be served daily, 


The Lancashire Aero Club. 
[Sec.: F. W. Atherton, Avro Aerodrome, Woodford, Cheshire. ] 
Report for week ending Nov. 24. 
Instructor: D. E. Hall. Ground Engineers: W. Bartram, J. Chap- 


23, and 


man. Aircraft: 3 (MQ, PH and XD). 
Flying Time: 10 br. 55 min.; Instruction: 9 (3 hr. 10 min.); 
Soloists: 14 (4 hr. 25 min.); Passengers: 3° (2 hr. 30 mae 


Notes.—New member, Russell. 

Report for week ending Dec. 1. 

Aircraft: 4 (KD, PH, QL and MQ). 

Flying Time: 12 hr. 45 min.; Instruction: 6 (2 
Soloists: 14 (8 hr.. 45 min.); Passengers: 2 
(55 min.). 


hr. 30 min); 
(35 mun.) Destsme6 


The Yorkshire Aeroplane Club. 
[Sec.: Lieut.-Col. J. Walker, The Aerodrome, Sherburn-in-Elmet. | 


Report for week ending Dec. 1. 
Instructor: G. R. Beck. Ground Engineer: R. Morris. Aircraft: 
3. CEBYISV ‘arid er). : 


Flying Time: 11 hr. 40 min.; Instruction: 5 (2 hr. 35 min.); “A” 
Pilots: 7 (8 hr. §5 min.); Passengers: 1 Io min.). 

Notes.—Mr. Beck is doing his Resérve Course at Brough this week, 
but is managing to carry on the Club work as well. 

Col. Walker is progressing as favourably as can be expected. 

The Midland Aero Club. 
[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 
Aerodrome: Castle Bromwich, Birmingham. 


Report for week ending Dec. t. 

Imstructors 2. eKit.. kta he 
Engineer: W. I, 
(EDS Wilander 

Flying Time: 13 hr. 45 
Soloists : 13 
25 min. 


and W. H. 
G. Rees: 


Rose, 
Asst. 


Des 
Engineer: 


Sutcliffe. 
Halland. Aircrafts, 3. 
min.; Instruction : 
30 min.); Passengers: 5 


7. (8 “ar: 
(2 hrs 30 mine 


Io min.) 3. 


(ex rir. Test: 


FOR SARAWAK.—A. D.H. Gipsy-Moth seaplane fitted with Short metal floats being tested at Rochester by Mr. 
This machine is one of a batch ordered by the Sarawak Government for instructional purposes. 


( Aeroplane”? photograph.) 
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Notes.—One new member, Mr. C. Blakeway, commenced instruction 
during the week. 

On Wednesday Fit. Lt. Rose flew LW to Stag Lane for renewal of 
the C. of A. This machine has now completed 1,000 hours’ flying on 


school work without mishap. 


The Norfolk and Norwich Aero Club. 


[Sec.: G. McEwen, Mousehold Aerodrome, Norwich. ] 
Aerodrome: Mousehold Aerodrome, Sprowston, Norwich. 

Report for week ending Dec. ti. 

Instructor: B. Young. Ground Engineer: A. Kirkby. Aircraft: 


2 (QX and ZW). 
Flying Time: 
o7(x hrs srnin,) 
Notes.—The incessant bad weather is making us all fireside aviators 
with a vengeance. It does nothing but rain and blow so that we 
are again reduced to a paltry three hours to our credit. We have 
no first solos and no ‘‘ A” tests this week, although there are several 

just awaiting the weather for both these joys. 


The Suffolk and Eastern Counties Aeroplane Club. 


2 hrs -dnstrmuction+ 4.-(1 br 4s) min) “7A sPrlots:: 


[Sec.: Major P. L. Holmes, D.S.C., The Aerodrome, Hadleigh, 
Suffolk. ] . 

Aerodrome: 2 miles. E. from Hadleigh, Suffolk. 

Report for week ending Dec. I. 

Instructor: G. EB. Lowdell, A.F.M. Ground Engineers: ‘*C,” E. 
Mayhew; “A” G. Keeley. Aircraft: 3 (RE, SZ and UH). 

Flying Time: 9 hr. 35 min.; Instruction: 4 (2 hr. 55 min.); “A” 
Pilots: 2 (5 hr. 20 min.); 1 trip was made on the Ipswich—Cambridge 
Airway: 1 trip (50 min.); Tests: 5 (30 min.). 

Notes.—Mr. Garner, a new member, started dual instruction at 


Hadleigh during the week. 

Mr. Schofield, an “A” Licence member, made two trips to Mouse- 
hold to visit our friends and neighbours, the Norfolk and Norwich 
Aero Club. 

The weather has excelled itself and for sheer vileness beat last 
week to a frazzle, Club flying being possible only on Thursday and 
Saturday. 

The Cambridge Aeroplane Club.—Although we had a machine at 
Conington on Monday, the weather rendered flying out of the ques- 
tion. Although fine on Thursday for a spell it was not considered 
fit to send a machine over to Cambridge. 

The Ipswich—Cambridge Airway.—Only one -trip was made during 
the week, a machine flying from Cambridge to Hadleigh on Monday 
morning. By special request passengers may book to Grantham on 
Mondays and Thursdays. The machine leaves Hadleigh at 10 a.m. 
to connect at Grantham with the Scotch Express which leaves King’s 
Cross at 10.5 a.m. From many parts of Suffolk it is necessary to travel 
to London over night in order to catch this train. The alternative 
from Ipswich is a train leaving at 8 a.m. ‘Thus the saving in time 
by air is anything from 16 to 20 hours. The fare from Hadleigh to 
Grantham is £4 4s., including Associate Membership of the Club for 
one year. 

The Cinque Ports Flying Club. 

[Hon. Sec.: R. Dallas Brett, 114, High Street, Hythe, 

Aerodrome: Ivympne. 

Report for week ending Dec. ti. 


Kent. ] 


Instructor: H. G. Travers, D.S.C. Ground Engineer: R. H. Wynne. 
Aircraft: 2 (YJ and NN). 

Flying Time: _9 hr. 25 min.; Instruction: 6 (9 hr. 15 min.); 
Test: 10 min. 


Notes.—On Sunday, Nov. no flying was possible owing to the 
strong gale. 
Mr. Armstrong Payn, a-new member from Deal, started instruction 


during the week, and put in 3 hr. 45 min. He is progressing very well. 


The Scottish Flying Club. 


25, 


[Sec.: George Baldwin, Moorpark Aerodrome, Renfrew.] 

Report for week ending Dec. It. 

Instructor: R. M. Stirling. Ground Engineer: W. Calder. Air- 
craft: 2 (YG and TY). 


Flying Time: 35 hr. 20 min.; Instruction: 15.hr. 15 min.; Soloists: 
14 hr. 25 min.; Joyrides and Tests: 5 br. 40 min. 

Notes.—The general improvement in weather conditions this week 
is reflected in our increased flying hours. Jn view of the short days 
and the deplorable state of the landing ground, our total of 35 hr. 
20 min. is really gratifying and speaks well for the general enthusiasm. 
Taking advantage of the bright spell, Mr. D. K. Fairweather and 
Mr. H. D. Primrose were launched on their first solo flights and both 
are to be congratulated on their excellent performances. On ‘Thurs- 
day afternoon Mr. Fairweather provided us with quite a thrill by 
disappearing into a cloud bank on his third solo attempt, and failed 
to return for nearly two hours. The rumour that he had gone in 
search of his customary rainy day is reported to be quite untrue. 
The real explanation is that it took most of the time to decide 
exactly which lake was Moorpark Aerodrome. 

In the course of the week, Mr. E. R. Robertson and Mr. Fair- 
weather completed their ‘‘ A” Licence tests in a most satisfactory 
manner. Both are ab initio pupils. 

The end of this week also marks the end of our first complete 
year of existence. On the whole, it appears that it has been quite 
satisfactory but, until accounts are prepared and the general meeting 
held, our exact positiom cannot be stated. On Friday, Dec. 7, the 
Club holds the second of its season’s dances in the “ Plaza” Palais 
de Danse, Glasgow, at which it is expected there will be a good 
attendance. We ask that any members of other clubs who might be 
in Glasgow at that time, will accept this invitation and we assure 
them of a hearty welcome. 


The Singapore Flying Club. 

[Sec.: H. Chapman.] 

Report for week ending Oct. 27. 

Flying Time: 14 hr.; Soloists: 3 hr. 40 min.; 
40 min.; Joy-rides: 4 hr. 30 min.; Tests: 1 hr. 10 min. 

Notes.—_The small amount of flying time put in this week has 
been due to UJ still being out of commission and to the fact that a 
top overhaul of the engine of UK was due. This meant that there 
was no flying at all on Tuesday and Wednesday, but the latter 


Instruction: 4 hr. 


machine was flying again on the morning of Oct. 
to UJ are now almost complete and we hope to have both machines 
in the air by the end of next week. 

On Oct. 21 Mr. L. W. Learmount (an old pilot) did his first solo 
after only xr hr. 5 min. dual, putting in the necessary 3 hr. and 
completing his qualifying tests for “A” licence the same day. 

Report for week ending Nov. 3. 

Flying Time: 15 hr. 10 min.; Instruction: 
perience: 7 hr. ; Tests: 20 min. 

Notes.—Flying time has been low this week owing to unfavourable 
weather on several afternoons. : 

UJ is now in action again, having been tested after re-assembly 
on Nov. 3. It is very gratifying to see both machines once more 
in the air together and we now hope to be able to launch several 
ab initio soloists before very long. 


FLYING SCHOOLS. 


The Brooklands School of Flying. 
[Sec.: H. S. Hamilton, Brooklands Aerodrome, Byfleet.] 
Report for week ending Nov. 25. 
Instructor: Capt. H. D. Davis, A.F.C. -Ground Engineers: 
Watts, W. H. Hellon. Aircraft: 2 (VE and WJ). 
Flying Time: 2 hr. 50 min.; Instruction? 5; 
Pilots 92; 

Notes.—Owing to the severe gales during the week there has been 
very little flying time. 

Report for week ending Dec. 2. 


7 hr. 50 min.; Air Ex- 


Woes 


Soloists - 23 “tage 


Instructor: Capt. E. A. Jones. Aircraft: 2 (VE and W)J). 
Flying Time: 6 hr. 15 min.; Instruction: 8 (3 hr. 40 min.) ; Soloists: 
3 (1 chr. “A Pilots 2-3 Waters 695) 


Notes.—We welcome Messrs. and 
Capt. Ellison. 

We regret to say that Capt. H. D. Davis is temporarily out of 
action through illness and has had to retire to a Nursing Home, but 
he is now showing great improvement. 

We have been very lucky in securing the services of Capt. BE. A. 
Jones, who is well known as a Free Lance Joy Riding Pilot, and who 
had the misfortune to have his machine blown to pieces during the 
gale a few days ago. This demonstrates the truth of that old 
saying that “It’s an ill wind that blows nobody good.” If this mis- 
adventure had not occurred we should not have secured his services. 


The De Havilland Flying School. 

Report for week ending Bie. Bee 

Flying Time: 57 hr. 45 min.; Instruction: 13 hr. 15 min.; Soloists: 
29 hr. 5 min.; Other Flying: Is hr. 25> min. 

Mr. L. Kashif, our second Egyptian pupil, accomplished a very 
successful first solo on the advanced type, D.H.9 Jaguar. 

On Friday, one of our instructors took Sir Sefton Brancker to 
Cardington, in Capt. de Havilland’s cosy Coupé Moth, for an inspec 
tion of the giant airship which is being constructed there. 


W. L. Mummery, R. Beaton, 


Fifteen new Gipsy-Moths made their initial acquaintance with the 


“higher atmosphere,’ and were despatched along with the usual 
weekly quota for Canada and Australia. 


Three Weeks to Christmas. 


BOOKS FOR CHRISTMAS. 


Some Suggestions, 


£. Ss: 2a 
ALL THE WORLD’S AIRCRAFT - 2 22.08 
(1928 Edition ready for New Y ar.) 

THE OLD FLYING DAYS - - 1 See 
THE STORY OF A NORTH SEA 

AIR STATION - - = 1. 13% 

GUESTS OF THE UNSPEAKABLE 12 46 
LETTERS FROM A FLYING 

OFFICER - - - Z 8 6 

MEMORIES OF LAND AND SKY - 7G 


LEAVE ME WITH A SMILE. 
(Another book by the author of “War 
Birds.’’) = = - - - af. 
5 


THE ART OF FLYING - = < 
(Postage should be added to the above prices.) 


ND 


The new catalogue of Modern Aeronautical books © 
including books” on Aeronautical Engineering, Aero 
Engines, Lighter-than-Air Craft, Air War, Practical 
Flying, Aerial Navigation, Air Surveying, Instruments 
and Miscellaneous Books, post free on application to; 


THE AEROPLANE BOOK DEPT., 
Cannon House, Pilgrim Street, E.C.4. 
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OIL COOLER 


(English Patent No. 285524) (Foreign Patents applied tor) 


For the efficient cooling of Lubricating Oil in Aero Engines. 
Adopted by the British Air Ministry. 


The illustration shows a Vickers-Potts Oil Cooler mounted on 
n “Asso’’ 1,000 h.p. Isotta Fraschini Aero Engine. 


“Fabbrica Automobili Isotta Fraschini” of Milan write : 
* (TRANSLATION.) 


‘““We have much pleasure in stating that the cooler which you supplied 
to us some time ago has been mounted on an aeroplane fitted with an 
| ‘Asso’ 1,000 h.p. engine and has been found very reliable in its 


working, giving satisfactory results both as regards cooling and solidity 
of construction.” 


ivailable in all capacities to suit air-cooled or water-cooled engines of any horse-power. 


| The VICKERS-POTTS OIL COOLER has a lower aerodynamic resistance 


for cooling capacity provided than any other apparatus of similar purpose. 


| VICKERS (AVIATION) LIMITED, 
; VICKERS HOUSE, Works :—WEYBRIDGE, SURREY. 
| BROADWAY, LONDON, S.W.1. Telegrams :—VICKERS, SOWEST, LONDON. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 2; Monday, 15; Tuesday, 16; Wednesday, 16; 

Thursday, 17; Friday, 8; Saturday, 11. 

IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich; Jondon 
turn: Machines 33, passengers 198, 

AIR. UNION: 
Paris—London 
tons. 

15S BAY EASA 
Amsterdam—Rotterdam—London and return: Machines 11, passengers 
56, freight 5} tons. 

SABENA : 

Brussels—London and rcturn: 

DeEuTScHE JUFTHANSA A.G.; 
Amsterdam—I.onden and return: Machines 11, passengers 19, freight 
1g tons. 

MISCELLANEOUS : 
British machines 


Ostend and re- 


freight 11 


Brussels—Cologne 
tons. 


and return: Machines 17, passengers 41, freight 14 


Machines 9, passengers 10. 


3, passengers I. 


Foreign Machines 1, passengers I. 
Total number of trips by British Machines, 36, carrying 199 pas- 


49, carrying 127 passengers. 


FIGURES. 


Foreign Machines, 
COMPARATIVE 

Week ending Dec. 1: 
Machines, 85; Passengers, 
Corresponding week, 1927: 


sengers. 


326; Crews, 167; Total personnel, 493. 


Machines, 55; Passengers, 121; Crews, 94; Total personnel, 215. 
Corresponding week, 1920: 
Machines, 6); Passengers, 140; Crews, 87; Total personnel, 227. 


Corresponding week, 1925: 
Machines, 42; Passengers, 91; 
Corresponding week, 1924: 


Crews, 53; Total personnel, 144. 


Machines, 69; Passengers, 168; Crews, 85; Total personnel, 253. 
Corresponding week, 1923: 
Machines, 19; Passengers, 38; Crews, 27; Total personnel, 65. 


Corresponding week, 1922: 
Machines, 60; Passengers, 130; 

Corresponding week, 1921 
Machines, 29; Passengers, 36; 

Corresponding week, 1920: 
Machines, 22; Passengers, 33; 


Crews, 116; Total personnel, 246. 


Crews, 49; ‘Total personnel, 85. 


Crews, 28; Total personnel, 61. 


Croydon Notes. 

Approaching Croydon by foot one grey and misty morning 
recently attention was attracted as far away as the corner 
of Purley Way and Stafford Road by a new vivid yellow wind- 
sleeve at the N.E. corner of the aerodrome. Compared with 
the time-honoured black and white type the new wind-sleeve 
stands out against a typical autumn sky in most striking 
fashion, and if the effect from the air is as marked as that 
from the ground the new colour will be a distinct improve- 
ment. 

Apologies are due to the new Breguet machine, which was 
mentioned in these notes last week, but so far one has not 
been able to inspect. It is not of the 2801 type, but a near 
relative, fitted with the 450 h.p. twelve-cylinder water-cooled 
Renault engine. 

Some disappointment is felt at the aerodrome because the 
new pyrotechnic signal gun, mentioned in these notes dur- 
ing the Summer, has been taken away for further develop- 
ment in the hope of meeting R.A.F. requirements. In its 
original form it was a definite improyement on the existing 
mortars and bombs, but Croydon must now be content with 
these for this Winter. F 

To reduce the delays in signalling between the Control 
Tower and the operator of the mortars, these have now been 
installed just off the ‘‘ tarmac’’ (which is actually con- 
crete) right in front of the Hotel, wkere they will certainly 
shake the Hotel and any nervous visitors who may be im- 
bibing nourishment therein at the time of their discharge. 

Incidentally the Hotel has now provided a separate dining 
room for members of the Aeronautical Staff who desire to 
avail themselves of the specially reduced terms granted to 
them by the management. ‘This is perhaps an improvement 
from the point of view of the staff, but it seems a little un- 
wise from the Hotel’s own point of view. It will completely 
cramp the style of the youthful sportsman who likes to 
bring his most recent young woman to Croydon for lunch and 
there point out one of Imperial Airway’s fair clerical staff as 
‘the famous lady pilot, Lady....,’? or even THE AERO- 


times?) 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


Telephone. THROUGHOUT THE WORLD. Telegrams 
onan ei Manufactured to Specification 2.V.3 by in AND 


TUE AERONAUTICAL & PANEL PLYWOOD CO., L1D., 218-226, KINGSLAND RD, LONDON, E.2. LONDON. 


PLANE’S Croydon correspondent as the ‘‘ well-known cross- 
Atlantics airmman,=Captaties. =e 

The condition of Mr. Smith, of Surrey Hlying Services, 
continues to improve, and he is now able to take solid food, 


AIR MAILS TO SCANDINAVIA. &: 

The Postmaster-General announces that, owing to the 
suspension of certain connecting air services abroad, the 
letter air mail services to Denmark, Sweden, and Norway, 
and the air parcel services to Denmark and Sweden haye 
been suspended until further notice. 

AIR MAIL TO COLOMBIA. 

The Postmaster-General announces the abolition, as from 
last Saturday, of the minimum charge of 10s. per parcel on 
parcels intended for transmission by the Scadta air service in 
Colombia (South America). The new charge is at a flat rate 
of As: 6d- per alb: 

Air parcels can now be accepted for all places in Colombia. 


SOUTH AFRICAN AIR SERVICES. 

Mr. John Keyser, a Johannesburg business man, repre- 
senting a London banking corporation, is negotiating with 
the Union Government for the establishment of tri-weekly 
passenger, mail, and cargo air services between Johannes- 
burg and Durban, and of similar fortnightly services between 
the Rand and other centres in the Union, Rhodesia, and South 
West Africa. 

Mr. Keyser’s principals are prepared to supply £100,000 for 
a company to be formed for this purpose. Within a fortnight 
of signing the contract, the company will operate a seryice 
from the Rhodesian border southward, thereby linking up 
with the Imperial Airways service from Cairo to Rhodesia. 
British machines will be used, and experts are now in Hng- 
land looking for the best type of aeroplane. 

Mr. Keyser told the Government that its subsidy of £8,000 
was inadequate, and negotiations are now proceeding on the 
basis of a subsidy of £15,000. 

A SOUTH AMERICAN DISASTER. 

On Dec. 3 a seaplane belonging to the Kondor Sydikat of 
Rio de Janeiro, which was going out to meet a liner on 
which Senhor Santos Dumont was returning to Brazil, fell 
into the sea off the Ilha das Cobras, and all the seventeen 
occupants were killed. 

RAYNOIL MAPS. 

Those pilots whose flying is confined to Western Hurope 
can have little cause for complaint on the score of the 
accuracy or the adequacy of the maps which are available 
for their use, despite the fact that very few maps specially 
prepared for flying purposes are available. 

In spite of this, entirely satisfactory maps for use in the 
air, even over the best mapped areas in the world, are not 
easily to be discovered. ‘The excellent 4 miles to the inch 
Ordnance survey sheets of this country are too large to 
handle in a cockpit and must be dissected, and mounted 
either as a strip or in separate sheets to be of practical use. 
Even so they do not last long. Rain or oil will spot and 
stain them, they rapidly become ragged and dirty. If a 
course be marked on them with ink or pencil it cannot be 
erased without damaging the map. . 

All-Weather Motor Maps Ltd., of Iincoln House, High 
Holborn, London, W.C., now produce maps known as the 
“ Raynoil ” series which seem to meet the needs of the 
pilot admirably. The essential feature of their maps is that 
each sheet is Coated, back and front, and sealed on all edges 
by a transparent material looking like celluloid, which 1s 
impermeable to water, oil or petrol and non-inflammable. | 

This coating gives to the map a card-like’ stiffness which 
prevents it from cockling, creasing, or flapping about m 
a wind. It is perfectly transparent, and it can be written 
upon, with a grease pencil, the marks of which can at once 
be removed by wiping with a cloth. : 

Any map may be treated in this way, and further, it may 
be dissected into a series of sheets of any size convenient 
for the particular purpose for which it may be needed. | 

Maps treated by this process have been tested by the Air 
Ministry over a long period, and found so satisfactory that 
large contracts for flying maps have now been placed wit 
All-Weather Maps Ltd. And Imperial Airways have adopted 
Raynoil maps as standard. 

‘Twenty-four of the competitors in this year’s race for the 


DECEMBER 5, 1928 


IMPORTANT TO CLUB MEMBERS. 


The machine 


waiting for spares would be in the air if it were a 


The Aeroplane 


tnateis inaethe 


hangar 


‘SPARTAN’ 


Four main spares only: 


WING, AILERON, FIN, 


These give instant replacement of any damaged surface. 


SIMMONDS AIRCRAFT LTD., SOUTHAMPTON. 


[The Manufacturers 


DORNIER.- WAL Aeroplanes 
Ma kefield CASTROL Motor 


| 
\ 


: 


~ C. WAKEFIELD & CO, 


use and recommend 


The “ Dornier-Super-Wal ” illustrated above is fitted with 4 “Jupiter” engines built 
under license by the Gnome et Rhone Co., and several of the machines are in 
regular service over Mediterranean routes of the S.A. Navigazione Aerea. Early this 
year a “Dornier-Super Wal” broke the following 12 World’s Records, using 
Wakefield CASTROL. 


With 1000 Kgs. useful load 


100 Km..... 209.54 k.p.h. 1000 Km..... 177.27 k.p.h. 
_ With 2000 Kgs. and 4000 Kgs. useful load 
100 Km ... 209.54k.p.h. 500 Km.... 179.41 k.p.h. r1ooo Km... . 177.27 k.p.h. 


With 4000 Kgs. useful load 
Duration 6hrs. 1 min. 56 secs. Distance 1000 Kms. 
Greatest useful load ata height of 2000 metres .. . 


Height 2845 metres 
. 4037 Kgs. 
All-British Firm, 
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Wakefield House, 


Oil 
“Of the quality of 
CASTROL R we can say 
that we have found this, 
in the course of time, to 
be an excellent lubricant, 
which has never given rise 
to any complaint. 

We can recommend your 
oil very specially.” 


Translation of letter from Dornier 


Metallbauten, G.m.b.H., dated 
18/9/28. 
Cheapside, London, 
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King’s Cup used a special Raynoil map prepared for this 
event. 

The company has now prepared for the use of pilots a 
special Raynoil map of England and Wales ‘The basis of 
this map is the 4-mile per inch Ordnance survey. ‘The 
country has been divided into areas, each area comprising 
a radius of approximately 100 miles from an important 
flying centre in such a way that these circular areas among 
them cover the routes between all at present existing aero- 
dromes. 

These maps are dissected into sheets of about 8 in. by 
6 in., each provided with eyelet-holes, and are supplied, 
either in the form of a complete set for the whole country 
or of sets for particular areas in an oil and waterproof con- 
tainer, with a key map. For use, the invidual sheets needed 
for a given trip are selected, and are then joined together 
in the order in which they are required by metal rings, so 
that the user may readily turn from one to the next. The 
sheets not required are left in the container—either at home 
or in the aeroplane baggage locker. Courses may be marked 
on the face of the sheets, or notes on the back thereof with 
a special pencil and these can be erased without leaving any 
trace when no longer needed. 

Specimen copies of this exceedingly useful map are in 
the hands of the chief instructors of all the English Flying 
Clubs, and all private pilots would do well to inspect one 
ot another of these specimens before deciding upon what maps 
to acquire. 

The activities of the All-Weather Map Co. are not con- 
fined to maps of Britain. They can supply Raynoil map sets 
for any area which has been mapped, and many long dis- 
tance flights have already heen n.ade with the aid of these 
special sets. 

The latest example of this special type of map was the 
set produced for use on Sir Philip Sassoon’s recent tour 
to the East in a Blackburn Iris flying-boat. This set is con- 
tained in four separate books, each rather smaller in page 
dimensions than is THE AEROPLANE, and each about 2 in. 
thick. 

The production of this type of map, it may be mentioned, 
is due to the enterprise of Mr. S. B. Berry, managing director 
of All-Weather Maps I/td., who is to be congratulated on 
having produced so useful a series of flying maps—incident- 
ally at very reasonable prices—at a time when the demands 
for them is certain to increase rapidly. 


NAPIER RELIABILITY. 


It is interesting to note, as showing the remarkable re- 
liability of the Napier aero-engine, that the ‘‘ Lion ”’ en- 
gines used by Imperial Airways on their Continental Ser- 
vices in 1925 were overhauled every 250 hours. In 1926 this 
had been increased to 300 hours and in September, 1927, the 
time between overhaul of engines was as much as 325 hours. 

Many of the engines used by Imperial Airways exceed this 
period, one having run for 478 hours (47,800 miles) before 
being dismantled. 

When one considers the strenuous work of these engines 
on the Continental Services, day in and day out, and realises 
they have all been in use for a number of years, the majoritv 
having 2,000 hours (200,000 miles) total flying to their credit 
and some well over 3,000 hours (300,000 miles), all will 
agree that the reliability and long life of the Napier ‘‘ Lion ”’ 
aero-engine has been proved beyond doubt. 


MORTGAGES AND CHARGES. 


TLonpDoN ArRO Crus Lrtp.—Particulars filed of £4,000 debentures 


authorised Nov. 12, 1928, charged on the company’s undertaking and 
property, present and future, 
amount being now issued. 


including uncalled capital, the whole 


weoaedis 
The 

PASSENGER SALOON, 
Silver Wing Service de Iuxe. 


IMPERIAL AIRWAYS LTD. 


LONDON and the CONTINENT 
BRUSSELS PARIS COLOGNE 
BASLE ZURICH OSTEND 


AIRWAYS HOUSE, CHARLES STREET 


LOWER REGENT STREET - S.W. 
Telephone—Regent 7861-5 Telegrams—'' Impairlim.” 
AIR PORT OF LONDON. CROYDON 


Telephone—Croydon 2046. 


THE BRITISH AIR LINE TO THE 


NEW COMPANY. ; 
DOMINION AIRCRart Lrp.—Private co. Registered Nov. 26. Capital, | 
£1,500 in £1 shares. Objects: to acquire the business of a civil air. | 
craft pilot carried on by J. C. Don, and to carry on the same and the 
business of an aerodrome, and that .of aeroplane manufacturers, re. 
pairers, carriers of passengers, dealers in spare parts, tools and acce: 
sories, petrol, benzol, or other motor spirit and oil, ete. The fi 
directors (to number not less than 3 nor more than 20) are: J, 
Don, Hand and Sceptre Hotel, Southborough, Tunbridge Wells, civil 
aircraft pilot (managing director). F. S. Miles, Stafford Bungalow, 
Old Shoreham Road, Hove, civil aircraft pilot. Mrs. E. Don, Hana 
and Sceptre Hotel, Southborough, Tunbridge Wells. Qualification ; £10. 
Solicitors: Bowles and Stevens, 3, Liverpool Gardens, Worthing. 
Registered office : 3, Liverpool Gardens, Worthing. , 


PERSONAL NOTICES. 


MARRIAGE. 

LYWOOD—HORDERN.—On Noy. 28, at St. Mark’s, North Audley 
Street, Mr. Geoffrey Edwyn Gifford Lywood, R.A.F., of the Malt House, 
Farringdon, Hants, son of Col. Gifford Lywood, to Miss Joan Edith 
Hordern, daughter of the Ven. Hugh Hordern, Archdeacon of Lewes, 
and Mrs. Hordern, of Baldwyns Park, East Grinstead. 
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Tue Wuite Cross AVIATION INSURANCE AssN. 
SUBSCRIBED BY UNDERWRITERS AT LLOYD'S. 


Union INsuRANCE SoclETY OF CANTON 


INCORPORATED IN HONG-KONG. ESTABLISHED 1635. 


UNION BUILDING, 
78, 79, 88, Cornhill, London, E.C.3. 
Tele: bone - - - =~ - Avenue 8662 (four lines), 
Telegrams @ Cables: - - - “Unionist, London,” 
Underwriting Office s; 
Lloyd’s Building, 3-4, Lime St., E.C.3: 


Telephore = - = - - - = - Avenue 9288. 
Telegrams @ Cables - “Aviagrour, Steck, London,’ 
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“OCH! HI! YE OUGHT TO HA’ SEEN MAC-CHI.” 
(Sir Harry Lauder.) 


WUD UNIVERSITY OF ILLINGI3 


ae 
ESCUELA DE AERONAUTICA NAVAL:—A formation of Macchi 18 Flying Boats of the Spanish Royal 
Nayal Air Service. 
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By the successful conclusion of many 
pioneer long distance flights and by the 
verdict of International Competition, 
the Cirrus-Avian has been shown to 
possess the three essential features of a 


light aeroplane in a marked degree: 


EXC EP Fa ON 48 
STRUCTURAL STRENGTH 
SUPREME 
RELVAB PEP 
HANDSOME 
APPEAR AN C# 
SA 
A. V. ROE & CO”, Lib. 
Newton Heath, Manchester. 


London Office: 166, Piccadilly, W.1. 
Experimental Works: Hamble, Southampton. 
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On Tuesday, Dec. 4, a party of some twenty-five guests, 
nost of whom were the Air Attachés of foreign nations, 
vaid a visit to the Coventry Works operated by the Arm- 
trong Siddeley Development Co. Ltd., where they were 
eceived by Mr. J. D. Siddeley, Mr. C. D. Siddeley, Mr. E. 
i. Siddeley, Major F. M. Green (Chief Engineer), Mr. S. 
NV. Hiscocks (Aircraft Design and Production), Mr. 1EeKs 
riggs (Foreign Sales), Mr. W. Gordon McMinnies (Pub- 
icity) and Mr. B. W. Shilson (Home Sales). 

The visitors included: Lieut. S. A. Casares (Argentina), 
wieut.-Col. H. Nerinck (Belgium), Sq. Ldr. A. Kubita 
(Czechoslovakia), Mr. R. A. Mollerson (Esthonia), Lieut. de 
Taisseau Sala (France), Capt. D. Papalexopoulo, C.M.G. 
Greece), Major S. A. Beldy (Hungary), General R. Ver- 
juzzio (Italy), Col. the Marquis Mayedo, C.V.O., M.C., 
eut.-Col. J. Tozawa and Capt. K. Shiozawa (Japan), Mr. L. 
kis and Capt. Kandis (Latvia), Dr. A. Reyés-Guerra (Sal- 
lador), Major H. R. Harmon (U.S.A.), and Major A. R. 
joyle, O.B.E., M.C. (Air Ministry). The party was joined 
It Coventry by Major F. P. Scott of A. V. Roe and Co. Ltd., 
tho had with him Lieut.-Cdr. Falconakis (Greece) and Mr. 
}. Burke Wilford, of Philadelphia. 

' The visitors were taken first to the Aircraft Works of Sir 
¥. G. Armstrong Whitworth Aircraft ‘Ltd. at Whitley, 
where they were shown the whole process of producing the 
-steel aircraft on which the firm specialises, notably the 
tlas and the Siskin. These machines, as many readers of 
\HE AFROPLANE naturally know by now, are built entirely 
if strip steel, except where there are obvious advantages in 
sing steel tube, as for example in the under-carriage. 
che methods of rolling and otherwise manipulating the 
erip-steél into the special sections needed for the patented 
pars and other fittings of these machines was most inter- 
sting. 

the process which seemed to excite the keenest interest 
jas the electrical heat-treatment, in which a current is 
assed through a strip of steel held in tension on a kind of 
vaw-bench. 

/The steel, already rolled to its special section, is brought 
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up to a bright red heat for a precisely specified time and 
is then allowed to cool. Then a lighter current is put 
through it to temper it, after which it is allowed to grow 
cold while powerful tension by means of a weighted lever 
is put onto the end of it. This tension is found to pull 
out from the strip the almost imperceptible waves produced 
in the rolling process. Contrary to the general idea that 
heated metal expands and that cooling metal contracts the 
strip actually elongates in the process of cooling. 

The various methods of rivetting up the strips to form 
corrugated tubular spars, and of rivetting up light channel 
steel for ribs and other fittings, were also very enlightening, 

All these processes have in view one definite end, namely 
that with an adequate equipment of jigs and tools compara- 
tively unskilled labour shall be able to turn out in quantities 
parts which are unquestionably accurate. When once the 
jigs and tools had been produced, they themselves can be 
re-duplicated in quantities, and so a factory which is pro- 
perly equipped at the start can be turned onto mass produc- 
tion at short notice. And there is the certainty that the 
mass-production parts can be assembled without the need 
for skilled fitters. 

APPLIED SCIENCE. 

After seeing these various processes the visitors were 
taken to a beautifully designed and equipped wind-tunnel, 
in which for their special benefit there were arranged to 
balance one another a streamline, or fuseform, shape, like 
a tiny airship, with a cross-section about as big as a half- 
crown and a flat plate certainly no bigger in area than 2 
shilling. When the current was turned on the drag ‘of the 
tiny flat plate distinctly drove the big streamline shape 
forward. 

This at any rate must have impressed on some of our 
visitors the benefit of wind-tunnel experiments, always pro- 
vided that the air stream in the tunnel is adequate, either 
through speed or compression, to indicate the correct 


streamline shape for the speed of the machine for which it 
is intended. 
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AIRCRAFT ENGINEERING.—Testing a Jaguar on the Dynamometer-bench at Park Side Works. 


Thereafter we were taken to the Aerodrome, where un- 
fortunately low mist, amounting almost to fog, was too bad 
for even such an able pilot as Mr. A. C. Campbell-Orde, the 
firm’s instructor and test-pilot, to demonstrate the recenc 
products, among which are several unarmed dual-control 
Siskins for advanced training. And very pretty jobs they 
are. 

Quite one of the most interesting machines on view was 
a Siskin fitted with cowling totally encircling the cylinder- 
heads of the Jaguar engine. We learned that experiments 
along these lines have been in progress for about a year 
with very encouraging results,—so evidently our American 
friends are not the only people working towards reducing 
the head-resistance of air-cooled engines. 

MR. SIDDELEY’S POLICY. 

From Whitley we were taken to the Park Side Works of 
Armstrong Siddeley Motors Ltd., where we were entertained 
at lunch by Mr. J. D. Siddeley, who, after lunch, said a few 
words on the general policy of his firms. He stated that 


AIRCRAFT ENGINEERING.—The experimental wind-tunnel at the Whitley Works. 


their policy was rather to be engineering works on a large 
scale than simply an aeroplane factory. They believed that 
not only was steel the best material for aircraft but that as 
this is a steel-producing country it was the best material for 
us to use. And he remarked that thanks to the success of 
their type of steel-construction they had had the honour of 
instructing other firms in the Aircraft Industry in the use 
of their methods. 

He referred to the increasing efficiency of air-cooied en- 
gines and said that the firm’s latest product, the Leopard, 
had been introduced to the Air Ministry as a 600 Ip. 
engine, had been rated by them as 650 h.p., and was now 
giving 800 h.n. 

THE ENGINE WORKS. 

After lunch we were taken to the engine-test sheds, where 
the whole range of Armstrong Siddeley aero-engines were 
seen, and very much heard, running on dynamometers. 
Naturally the Leopard attracted the most attention. We 
learned that this engine has already been tried out in the 
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AIRCRAFT ENGINEERING.—Assembling all-steel wings at the Whitley Works. 


air, fitted to a Hawker Horsley, and has given very good 
results. 

It is a big 14-cylinder engine, the cylinders being 6 in. 
bore by 73 in. stroke and the whole engine 57 in. across in 
frontal diameter. It certainly is a very impressive affair. 
On either side of it were arranged a Jaguar, a Mongoose, a 
Lynx and a Genet, all running beautifully. 

From the test-sheds we were taken to the comparative 
quiet of the machine shops, where the various parts of the 
engines were being built. One of the interesting things seen 
there was the new master-connecting-rod of the Jaguar, all 
machined out of one piece instead of being built-up, as in 
the types hitherto used. It is a beautiful piece of machine 
work and obviously simpler than the older type. The new 
airscrew gears for the Jaguar also attracted particular atten- 
tion. 

Those of the visitors who were inclined towards engineer- 
ing found heaps of interest in the high-grade machinery 
used in producing the parts of the engines, such as gear- 
grinders, to which Major Green referred as the secret of 
all good gears. 

The engine assembly shop was uncommonly impressive. 
The output is now between 25 and 30 engines a week and 
though this quantity may seem small to motor-car peopie 
who think in thousands a day, it represents a very hand- 
some turnover, and quite a big proportion of the total out- 
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put of aero-engines. Incidentally, as the bigger aero-engin 
have so many cylinders, the rows upon rows of eylinde 
in the assembly shop certainly gave the impression of ma 
production. 

Mass-production, which has to carry with it the accura 
of the finest individual manufacture, has to reach a ye 
high level of engineering skill. Altogether, both in t 
aircraft works and in the engine works all the visitors we 
obviously impressed by the way in which high gra 
engineering had succeeded in combining accuracy of mar 
facture with possibilities for mass-production.—c. G. G, 

H.M. AIRSHIP R100. 

In the Hous2 of Commons on Dec. 5 in reply to Mr. Hard 
the Secretary of State for Air said that good progress h 
been made with the construction of the Rroo and the a 
ship was now about 85 per cent. completed. ‘The last péz 
ment made by the Government was last March. ‘The airsh 
would be completed early next year and ought to fly sot 
time in the spring. 

THE ROYAL AERO CLUB. 

CHRISTMAS CLOSING.—The Club will be entirely closed fre 
23.00 hrs. on Monday, Dec. 24, to 08.00 hrs. on Thursde 
IDOP 277, 

The Club will also be closed on Saturday, Dee. 29, fre 
15.00 hrs. to 24.00 hrs. on the occasion of the Club staf 
Christmas party. 
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THE VETERAN AIR NAVIGATORS. 


A distinguished company composed of members of that 
unincorporated society known as the Veteran Aerial Navi- 
gators met at dinner on Dec. 5 at Rule’s Restaurant, Maiden 
Lane. The Chairman was Sq. Ldr. E. ly. Johnston, O.B.E., 
A.F.C., R.A.F.O., who is one of the assistants-ito the 
Director of Airship Development at Cardington. Sq. Ldr. 
Johnston is well known in the Service as the navigating 
officer of the old R.33, and he is to be navigating 
officer of the new airship when she appears. 

The principal guest was Air Vice-Marshal Sir Sefton 


Brancker, K.B.E., A-E.C., and those “present were :—Sir 
Graham Mackinnon, Messrs. Entwistle and Hay, of the 
Aviation Section of the Meteorological Office, Messrs. 


Tymms, Chattaway and Jeffs, of the Department of Civil 
Aviation, Mr. Hope, of Air Taxis Ltd., Messrs. Rogers, 
Robinson, Wilcockson, Youell, Horsey, Lawford, Walters, 
Olley and Jones, of Imperial Airways Ltd., Mr. Stack, of 
A.D.C. Aircraft Ltd., Messrs. R. F. Little, Birkett and Gib- 
lett, Flg. Off. Downer, and Lieut.-Commdr. Atherstone, and 
Major C. C. Turner and Mr. Colebrook. 

The Chairman said that this group of Veteran Aerial 
Navigators had been gathered together to maintain and in- 
crease the high standard of efficiency created by those pilots 
who had pioneered British Civil Aviation, and its object 
was to put them on a professional basis similar to that of 
other long-established professional bodies and institutions. 

Sir Sefton Brancker said that the Air Ministry did its 
best to help Civil Aviation, but they had to look to the 
pilots and operators of air-lines for the success of air 
transport. The high standard of our piloting together with 
the knowledge of air navigation now required under the 
new regulations would eventually make British Aviation 
supreme. The gathering that night might in the future 
become a body of professional air navigators setting a very 
high standard of proficiency and might occupy a position 
similar to that of one of the City livery companies. 

Another speaker suggested that in these early days of 
flying the work of a scientific air navigator should rank 
with that of the aircraft designer, the research expert, and 
the engine designer, for air navigators were collecting highly 
valuable data. He argued that the day would never come 
when the navigator of an aeroplane could be compared to a 
locomotive driver or a taxi-man. 

[Here one would suggest that though the air navigator of 
the long-range airship or the big air-line flying-boat of the 
future may be in fact a man of qualities equal to those of 
the navigating officer of an ocean-going liner of to-day, the 
fact remains that on a properly organised air-line with a 
chain of emergency landing grounds, a course deliberately 
chosen over easy country, adequate lighting at night, and 
a proper system of wireless directional beacons, an air-line 
pilot of an inherently-stable unstallable  self-landing ma- 
chine will certainly need no more education or intellect than 
a ’bus-driver. Therein lies the essential difference between 
the air-line pilot and the air navigator.—c. G. G.] 

Mr. Lawrence Hope stated emphatically that greater inter- 
national freedom of the air was needed. He said that 
recently he had arranged a contract to take a passenger to 
Bombay and then had to cancel it because he found that 
fifteen days were needed to get permission to fly in Turkey 
and that thirty-two days were needed to get similar per- 
mission to fly in Egypt. 

[This seems to be a matter in which our Foreign Office 
might well concern itself. In the meantime, so far as 
Egypt is concerned, long distance aviators can always fly 
over it, as did Mr. Bert Hinkler.—c. G. G.] 


A NOTE ON AIR NAVIGATORS. 

The general situation as regards air navigators, veteran 
and otherwise, is excellently set forth in the following 
statement by one who is intimately concerned with them :— 

For three years I have preached to our Civil Aviation 
pilots that unless they created some standard of technical 
efficiency in their profession, their status would be under- 
mined as a result of the law of supply and demand, and 
that just as the pioneers in the industry had made sacrifices 
to attain our air supremacy, so we had a duty to maintain 
a standard in our profession worthy of being handed on to 
future generations of airmen. 

When the Air Ministry introduced the regulations for Air 
Navigators it was never anticipated that those regulations 
would be anything else but a dead letter. How could you 
stop men like the late F. L. Barnard and Hinchliffe from 
flying if they did not present themselves for examination ? 
It looked as though the certificates of competency would 
have to be given away and that the whole purpose of the 
regulations would be defeated. 

It was a difficult proposition and you can see for yourself 
that if these men had been that way inclined they could 
have ignored the regulations and made the Air Ministry 
look ridiculous. 

Happily our pilots were made of finer stuff,—they saw 


here an opportunity to establish their profession on goo 
solid foundation. Men who had long forgotten their scholas 
tic and academic qualifications set about io learn again the 
rules of arithmetic. Here was “ Bill”? Lawford struggling 
with logarithms, F. L. Barnard evolving trigonometrica 
ratios, Rogers and Olley working slide-rules, and Dudley 
Travers constructing Mercator Charts as a hobby. @ 

Even the greatest sceptics, Hope of Air Taxis, Muir o 
the Surrey Flying Services, Stack of A.D.C. (only to men. 
tion a few) ceased to scoff. 

What is the result? No operating company will conside 
applications for vacancies for pilots from men unless they 
have qualified as air navigators. The result is even re. 
flected in the Insurance Rates. 

Apart from that there is a much more significant feature 
to be realised. The original purpose of the regulations wa: 
to aim at creating a newcomer into the ranks of the 
Industry in the form of a Specialist Navigator,—on the 
assumption that the pilot could not attain the educationa! 
standard required for the wnavigator’s certificate. The 
phenomenal effort on the part of our pilots confounded the 
prophets, and the whole of the I.C.A.N. regulations in 
respect of Air Navigators have had to be put up for revision 
to meet the new situation which has arisen. 

Having achieved this remarkable result, and having made 
so much progress in the last three years it seems that out 
position should be consolidated. Many schemes more or less 
worthy have been afoot to create Leagues and Societies for 
aggrandisement and advertisement, but none with the 
object of raising the professional status of the Civil Pilot. 

There is much to be done to attain the ideal, and the 
work cannot be done without united effort. The most 
urgent need is to make provision for the tuition of prospec- 
tive candidates. At almost every constructor’s aerodrome 
and light aeroplane club there are pilots and imstructor: 
who are most anxious to get their certificates of competency 
as navigators, but owing to the lack of facilities for tuition 
they can only grope in the dark. 

The Air Ministry, mostly owing to the efforts of Colone! 
Edwards and Mr. Tymms, have given series of lecture: 
during the last three years to prepare candidates for the 
examinations. But as a result of the attitude of the 
Treasury there is every likelihood of these lectures being 
discontinued. The Treasury disclaim the liability for in 
curring expense for the tuition of civilians. 

The reason given is that the Board of Trade does no! 
coach the sea-faring profession for Masters’ and Mates’ cer 
tificates of competency. Quite true—but being a sea-faring 
nation whose very life depends upon the Mercantile Marine,— 
noble-minded benefactors have endowed Marine School: 
which are to be found at all the principal ports, which it 
addition to their endowments get an income from grants 
allowed by municipalities, the Education Board, and from 
other sources, so that candidates can get tuition in thei 
sea-faring profession at purely nominal fees. if 

The Royal Air Force have their School of Navigation a 
Calshot where serving officers can get the best tuition at the 
public expense while getting a handsome salary in the pro 
cess. When his time is expired an R.A.F. pilot can com 
into the civilian market, take his civil exams and compet 
with the civil pilot, who at the very best can get what littl 
private tuition he can at considerable loss financially t 
himself. ; ' 

Our civil pilots would be the last to complain of thi 
competition—in fact I only quote it as an argument agains 
the Treasury attitude of refusing assistance to the civil pilot 

Having then, more or less found our feet and realisin; 
that we are at least united in one purpose, to maintain 
professional standard, we wish to find ways and meams t 
attain the highest technical. qualifications so that we can b 
justly proud of our profession. : 


EARLY BIRDS. 


WaSHINGTON, D.C.—The “ Early Birds,’? an association © 
pioneer airmen, has been instituted by P. S. B. Morriss © 
New York and Ernest Jones of Washington and will hol 
its first annual meeting at Chicago, Dec. 3, during the al 
show in that city. ; 

More than 200 are estimated to be eligible for membershit 
Among those who have already signified interest Mm th 
organisation are: Brig.-Gen. Benjamin D. Foulois, assistat 
chief of the Army Air Corps; Capt. George A. Gray, 
representative of Pioneer Instrument Co.; Maj. Ernest Jone: 
of the Commerce Department; Maj. Thomas DeW. Milling 
Office Chief of Air Corps; Miss Marjorie Stinson, sister ¢ 
Eddie; Capt. Holden C. Richardson, Materiel Division, a 
of Aeronautics; Comdr. John H. Towers, of the Navy; ous 
V. Cessna, Parker D. Cramer, Glenn H. Curtiss, Chas. 5 
Day, Ivan R. Gates, B. R. J. Hassell, EK. M. Laird, i 
Ovington, Augustus Post, B. Russell Shaw, Walter J. Shatie 
and Igor Sikorsky.—(From “ Aviation,’ New York.) 
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CIVILIAN AIR ACCIDENTS. 


The following analysis by the Aeronautical Correspondent 
of the ‘‘Morning Post” of Civilian Air Accidents since January 
Ist, 1928, is conclusive proof of CIRRUS RELIABILITY. 


O——————— 


ANALYSIS of CAUSE in 13 CASES. 
“STALLING” THE CHIEF DANGER. 


oO 


Six due to stalling. 

One due to rash flying. 

One due to racing in bad weather. 
One due to inexperience. 

Three due to carelessness. 


One ~ due to mechanical failure. 


——_ —— () ——- —— 


‘“This analysis shows that private and club flying has 
attained a high degree of safety: that not one serious light aero- 


plane accident can be attributed to engine failure.” 


“*Praise for the absence of engine failure must be mainly 


bestowed upon the A.D.C. engine. with which the vast majority 


of Light Aeroplanes are equipped.” 


(Vide ‘* Morning Post,’’ 29-11-28.) 


ce) 


SPECIFY A “CIRRUS” for your Light Plane. 


O 


Manufacturers: 


CIRRUS AERO ENGINES LTD., 


REGENT HOUSE, 


89, KINGSWAY, LONDON, W.C.2. 


| Telephone— Works & Aerodrome : CROYDON, SURREY. Cables— 
Holborn 4076. Airdisco, London. 
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THE ROYAL AIR FORCE. 


940 
The London Gazette. 
December 4. 
Royal, AIR FORCE. 
GENERAL DUTIES BRANCH.—Fleg. Off. C. H. Tighe 


is restored to full 
pay from half pay (Dec. 1). 3 
RESERVE OF AIR FORCE OFFICERS. 

GENERAL Duties BRANCH.—Flg. Off. E. D. Cummings, D.F.C., is 
transferred from Class A to Class C (Nov. 24); Flg. Off. D. H. B. 
Clark is transferred from Class AA to Class C (Dec. 5); Pit. Off. 
J. R. Wardrop is transferred from the Special. Reserve to the Reserve, 
Class C (Oct. 24). 

AUXILIARY AIR FORCE. 


GENERAL DUTIES BRANCH.—NO. 603 (CITY OF EDINBURGH) (BOMBING) 


SQUADRON.—The following to be Plt. Off.:—E. S. V. Burton (July 
31). (Substituted for the notification in the Gazette of Sept. 11.) 
Appointments. 
Weeks ending December tio. 


GENERAL DUTIES BRANCH.—Wing Commander A. A. 
DEE. Cs, to RAGE Denot,, Us bridgen ssn, 

Squadron) Leaders) Awe Gapely= DiSiOs EDrEAG., 
Uxbridge, 5/11. J. ‘W. Woodhouse, D.S.O., M.C., 
Wing, ‘Iraq, 22/11. 

Flight Lieutenants H. J. Collins, to No. 1or Sqdn., Bircham Newton, 
g/r. R. B. Sutherland, D.F.C., to No. 14 Sqdn., .Middle East, 11/11. 
G. S. Shaw, to No. 8 Sqdn., Aden Command, 1/12. F. G. A. Robinson, 
to No. 1 Sqdni, INetherqgvon,; 25/110 "E. HH. DD. Spencey ito INo.) Adi 
Flight, 19/1z. C. W. Busk, M.C., to R.A.F. Depot, Uxbridge, 5/11. 

Flying Officers G. W. P. Irwin, to R.A.F. Depot, Uxbridge, 5/11. 
A. N. Francombe, to R.A.F. Depot, Uxbridge, 5/11. ‘W. L. McLaren, 
to RACK Depot, Uxbridge, ar/12: BV) a Richardson, eto NO: mio 
Sqdn., Upper Heyford, 9/12. C. H. Tighe, to No. 13 Sqdn., Andover, 
1/12. J. W. M. Nancarrow, to R.A:F. Station, Duxford, 7/12. ~V. C. 
Taylor, to No. 3 F.T.S., Grantham, 3/12. D. lL. Thomson, to Air- 
craft | Park, india, en/a7: 

MepIcAL BRANCH.—Group Captain A. V. J. Richardson, O.B.E., M.B., 
D.P.H., to Aircraft Depot, India, 13/ro. 

Squadron Leader F. KE. Johnson, to C.F.S., Wittering, 

Flight Lieutenants R. H. Stanbridge, to H.Q., Middle East, 
G. P. O’Connell, M.B., to R.A.F. Officers’ Hospital, Uxbridge, 1/12. 

Flying Officers J. F. McGovern, M.B., to No. 84 Saqdn., ‘Iraq, 8/11. 
S. B. S. Smith, to School of Army Co-operation, Old Sarum, 28/11. 

STORES BRANCH.—Flying Officers A. A. Quayle, to R.A.F. Reception 
Depot, West, Drayton, 12/17 EBs iSmith;) to ERO ASD :GaBs, 
Uxbridge, 3/12. 

Pilot Officer J. KE. Reynolds, to H.Q., A.D.G.B., Uxbridge, 30/11. 

ACCOUNTANT BRANCH.—Flying Officer G. Goodall, to Station H.Q., 
Hinaidi, 21/11. 


Walser, M.C., 
to R.A.F. Depot, 
to Armoured Car 


29/11. 
15/11. 


A Fatal Accident. 

The Air Ministry regrets to announce that as the result 
of a collision in the air near Whittlesford between two 
Siskin machines of the Station Flight, Duxford, and No. 19 
(Fighter) Squadron, on Dec. 10, 203773 F-S. Osmond Cecil 
Tostevin, the pilot and sole occupant of one of the aircraft, 
was killed. The pilot and sole occupant of the other machine 
(Flg. Off. KE. G. Cayley) made a safe descent by parachute. 


Two New Bombing Squadrons for the R.A.F. 

Two new Squadrons will be formed before the end of the 
financial year (in March, 1929), to replace No. 11 (Bombing) 
Squadron and No. 39 (Bombing) Squadron which have been 
withdrawn from the Wessex Bombing Area for service in 
India. These two Squadrons are sailing for India at the end 
of this month. 

The two new Squadrons will be designated No. 33 (Bomb- 
ing) Squadron and No. 35 (Bombing) Squadron. Their 
equipment has not yet been announced. 

The programme for the establishment of the R.A.F. by the 
end of the present financial year will be completed by its 
formation, in addition to the two replacement. Squadrons, of 
two Flights for the Fleet Air Arm. 

The Editor of THE AEROPLANE will be glad to hear from any 
officers or men who served with 33 or 35 squadrons any facts 
about or incidents in the War-time lives of those squadrons, 
so that they may be passed on to the personnel of the re- 
surrected squadrons. 


The Fleet Air Arm. 

The Times of Dec. 11 states :— 

The procedure for showing Naval and Royal Marine officers attached 
to the Royal Air Force in the Navy List has been modified. In 
the seniority lists there is shown in brackets after an officer’s name 
his rank and seniority in the R.A.F., instead of the mere notification 
« Attached to R.A.F.”? The latter phrase has been transferred to the 
alphabetical list at the beginning of the volume. ‘The change has 
taken effect in the December Navy List. It indicates clearly how an 
officer’s seniority in the R.A.F. is determined by his flying courses, 
and is quite irrespective of his seniority in the Royal Navy. Only 
pilots are affected by this change, observers being shown as before 
by the symbol (O), and as “Lent to R.A.F.” 


A Display at Heliopolis. 

A Display by R.A.F. Units in the Middle Kast Command 
will be given at Heliopolis Aerodrome, Cairo, on Feb. 7, 
1929. All profits from the Display will be given to the 
R.A.F. Memorial Fund. 


Specialist Posts. 

An Air Ministry Order states that specialist’ officers will 
be known by the following descriptions eae Signals, 
Armament, Photographic, Navigation. Sinular descriptions 
will be applied to warrant officers performing similar duties, 
i.e., S/M Engineer, S/M Signals, S/M Armaments, S/M 
Photographic, the descriptions of warrant officers employed on 
duties not te within these categories remaining as at 
present, e.g., S/M Blacksmith. Promotion’ to or in warrant 
rank will ‘7 ‘no w ay be affected by this change in nomenela- 
ture. 

Establishments are being gradually amended accordingly, 
annotations being made in any case in which more detailed 
description of the qualifications required is necessary. The 
term ‘‘ Technical ’’. will therefore disappear from estaba 
ments and be replaced by ‘‘ Engineer.” 

Accordingly the use of the term ‘‘ Technical ”’ in the narrow 
sense as applving to personnel employed in the maintenance 
of air-frames and engines should cease. It may still be ap- 
plied in a general sense to officers, whether specialist or short- 
service officers, performing some technical function, and to 
airmen of Groups I, II and III. 


The Directorate of Technical Development. 

The post of Director of Technical Development to which 
Air Commodore F. V. Holt, C.M.G., D.S.0O., has been ape 
pointed, will be temporarily held by Group Capt. the Hon. 
J. Di Boyles CBE. DiS-O; 


The Air Member for Personnel. : 

A farewell dinner to Air Vice-Marshal Sir Philip Game, 
K.C.B., D.S.O., p.s.c., Air Member for Personnel iwiome 
retiring from the Service at the end of this year, was given 
by the Secretary of State for Air at the Army and Navy 
Club on Dec. 4. The dinner was attended by the Under- 
Secretary of State for Air, by the Members of the Air Council, 
by senior officers of the Royal Air Force and by officials 
of the Air Ministry. 

Air Vice-Marshal Sir Philip Game was born in 1876 and is 
a son of the late Mr. George Beale Game of Barn House, 
Broadway, Worcestershire. He was educated at Charter- 
house and at the Royal Military Academy, Woolwich. He 
entered the Royal Artillery in 1895. He was promoted 
Captain, R.A., in r1gor and served in the Transvaal and 
Orange River Colony during the South African War in 1901 
and 1902. He was mentioned in Dispatches during this 


campaign and was awarded the Queen’s Medal with five 


clasps. 

In 1908 and 1909 he attended a course at the Staff College, 
Camberley. In 191r he won the Prize Essay Gold Medal 
of the Royal United Service Institution. He was promoted 
Major, RoA.; in’ arora: 

He went to France in November, 1914, and in June, 1915, 
he was made a Companion of the Distinguished Service 
Order for service in the Field. In January, 1916, he was 
appointed Brevet Lieutenant-Colonel and in March, 1916, he 
was made G.S.O.1. British Expeditionary Force. 

On March 19, 1916, he was appointed to the Headquarter 
Staff of the Royal Flying Corps at St. Omer to take over 


_the operations side of the headquarter work. Wing Com- 


mander the Hon. Maurice Baring, Reserve of Air Force 

Officers, in his book R.F.C., H.Q., 1914-1918, in a paragraph 

headed, March 19, 1916, St. Omer, writes :—‘ Game arrived. 

He is to be G.S.0.1. He comes from a Divisional Staff and | 
is furious at being sent to the. R.F.C.” 

He was promoted Lieutenant-Colonel, R.A., in August, 
1916, and Brigadier-General in October, 1916. In May, 1917, 
he was awarded the Italian Order of the Crown (Officer) for 
distinguished services rendered during the course of the 
campaign in France, In June, 1917, he was appointed 
Brevet-Colonel and in December, 1917, he was made am 
Officer of the Legion of Honour '(France) for distinguished 
services during the campaign. 

On the formation of the Royal Air Force in April, 1918, he 
was appointed to the Air Staff as Colonel, R.A.F., ‘and 
temporary Brigadier-General. He was mentioned in’ Dis- 
patches six times during the War 1914-18. 

In the New Year Honours of 1919 he was made a Com- 
panion of the Order of the Bath for services rendered it 
connection with the War. In March, 1919, he was appointed 
Director of Training and Organisation at the Air Ministry 
with the rank of Air Commodore. In August, 1919, he re- 
signed his Army Commission on appointment to 4 
permanent commission in the Royal Air Force. 

In January, 1922, he was promoted to be Air Vice-Marshal. 
In December, 1922, he was appointed Air Officer Command 
ing in India. 

In November, 1923, he was appointed Air Member for 
Personnel on the Air Council. 

In the King’s Birthday Honours of 1924 he was promoted 
Knight Commander of the Order of the Bath. 
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Squadron Leader Bottomley. 


‘Sq. Ldr. N. H. Bottomley, A.F.C., p.s.a., whose appoint- 
ment to command No. 4 (Army Co- -operation) Squadron, is 
dated Oct. 15, 1928, was born in 1891 at Ripponden, Halifax, 
Yorkshire. He was educated at Halifax School and Brough 
College, London, and joined the 3rd (S.R.) Battalion, East 
Yorkshire Regiment, on Aug. 15, 1914. He learned to fly 
in January, 1916, and was seconded to the Royal Flying 
Corps in April, 1916. He was appointed Flight Commander 
and Staff Officer 2nd class with the acting rank of Major in 
September, 1918. In November, 1918, he was awarded the 
Air Force Cross in recognition of valuable flying services. 
In August, 1919, he resigned his Army commission on ap- 
pointment to a permanent commission in the R.A.F. with 
the rank of Flight Lieutenant. 

After the -Armistice he served for a year at H.Q., No. 1 
Group, Kenley, and in May, 1921, he went to H.Q., Egyptian 
Group, and from there to H.Q., Middle Kast, for Air Staff 
Duties. He was promoted to be Squadron Leader in June, 
1922, and in December, 1922, he was posted to No. 4 Flying 
Training School, Abu Sueir, Egypt. In 1923 he won the 
second prize in the R. M. Groves Memorial Essay com- 
petition. He underwent a course at the R.A.F. Staff Col- 
lege, Andover, in 1924, and in May, 1925, was posted to the 
Directorate of Operations and Intelligence at the Air Ministry. 


The Administrative Wing, Halton. 


The unit now known as the “‘ Administrative Section, Hal- 
ton,’’ will henceforward be designated, ‘‘ the Administrative 
Wing, Halton.”’ 

This Unit is commanded by Sq. Ldr. W. H. de W. BS 
ALEC: 


No. 3 Stores Depot, Milton, 


All postal correspondence for No. 3 Stores Depot, Milton, 
will be addressed as follows as from Dec. 1, 1928 :—The Com- 
manding Officer, No. 3 Stores Depot, R.A.F., Milton, Didcot, 
Berks. 


The R.A.F. in the House of Commons. 


METAI, CONSTRUCTION. 

In the House of Commons on Dec. 3, in reply to a question by Sir 
N. Grattan-Doyle, the Under-Secretary of State for Air said that no 
more wooden types of machines were being brought into the Service. 
Metal was considered a more workable and more economical material 
than wood. Its qualities could be widely varied and scientifically 
controlled. It lent itself to mass-production, great durability and ease 
of maintenance. It was available in quantity whereas timber of 
the higher grade -required had to be specially imported. Aircraft 
structures in metal were lighter, strength for strength, than wooden 
ones; they were less affected by extremes of climate, and by their 
resilience and freedom from splintering reduced the risk to personnel 
if the machine should be involved in a crash. 

THE FLYING-BOAT DAMAGE. 

In the House of Commons on Dec. 5, in reply to a question by Mr. 
Day, the Secretary of State for Air said that the aircraft damaged 
at Portland in the gale of Nov. 23 had been three R.A.F. flying-boats. 
One of these, a wooden-hulled boat, had parted from her moorings and 
had been wrecked against the breakwater. She was a complete loss 
except for the engines, which had been salved and were being re- 
paired. The other two, which were metal-hulled boats, had collided 
with one another and sunk. Their hulls and engines had been salved 
and were now also undergoing repair. 

FATAL ACCIDENTS. 

In the House of Commons on Dec. 6, in reply to Mr. Buxton, the 
Secretary of State for Air said that, including accidents to personnel 
of the Special Reserve and of the Reserve and Auxiliary Air Force, 
the fatal accidents in the last four years were 43 in 1925, 54 in 1926, 
4o in 1927, and 48 in 1928. The size of the Force, and consequently 
the amount of flying done, were increasing year by year. 


The Royal Air Force Club. 


The Royal Air Force Club will be closed from 2.30 p.m. 
on Thursday, Dec. 27, until 12.30 p.m. on Friday, Dec. 28 (for 
the purpose of holding the Annual Staff Dance) except in 
so far as affects bedroom accommodation (with breakfasts 
only) to Residents and Members who have engaged bedrooms 
prior to noon on Dec. 27. The Club will remain open during 
the Christmas Holidays. 


SPORT. INV FHESB-AGCE. 


The R.A.F. Rugby Union. 


The following names have been added to the list of R.A.F. 
Rugby Union referees :— 

Fit. Lt. A. S. Thompson (Henlow), Wing Cdr 
0.B.E. (West Drayton), Grp. Capt. A. IL. Godman, 
{(Flowerdown), Wing Cdr. A. T. Harris, O.B.E., A.F.C. 
Andover), The Rev. W. T. Rees (Cranwell). 


R. J. Mounsey, 
CMG) DSO! 
(Staft College, 


The R.A.F. Rugby Football Final Trial. 
The final trial for the R.A.F. Rugby XV will be played 


on the Depot Ground, Uxbridge, on Monday, Dec. 17, at 
14.15 hours. The teams will be :— 
Wautes.—Flg. Off. H. C. V. Jolleff (Upper Heyford). Flg. Off. G. D. 


Harvey (Worthy Down), Pit. Off. R. D. Cotton (Sealand), L-AC. 
Massey (Shrewsbury), Plt. Off. N. E. White (North Weald), or Flg. Off. 
T. H. Downes (Manston). Fit. Lt. R. V. M. Odbert (Kastchurch), 
Sq. Ldr. J. C. Russell (Air Ministry). Sjt. Hall (Wittering), AGE 


Maxwell (Duxford), Sjt. Kirby (Halton), Fit. Lt. GC. D. Adams 
(Halton), Pit. Off. H. A. Constantine (North Weald), AC. Collins 
(Gosport), .Flg. Off. G. R. Beamish ‘(Bicester), Fit. Lt. J. Chick” 
(Wittering). 7 
CoLtours.—AC. Sargent (Andover), Fig. Off. C. BP. Vines (Farn 
borough), L-AC. Coach (Felixstowe), Flg. Off. J. R. H. Pott (Horn- 


church), Fig. Off. C. H. G. Bremridge (Digby), Plt. Off. M.-G. Phil- 
pott (North Weald), Pit. Off. M. V. Delap (Netheravon), IL-AC. 
Munkley (Henlow), F-S. Cockell (Henlow), Flg. Off. F. V. Beamish 
(Cranwell), Plt. Off. C. KE. St. J. Beamish (Hawkinge), Plt. Off. Franks 
(North Weald), Plt. Off. P. N. R. Hallward (Andover), Fig. Off. R. J. 
Stevens (Worthy Down), Flg. Off. J. Clarke (North Weald). 


The Referee will be Sq. Ldr. H. S. F. T. Jerrard (Manston), 


International Boxing. 


The team of Danish amateur boxers who are visiting 
England met a Royal Air Force team at Halton on Dec. 10. 
The R.A.F. beat them by four bouts to three. The results 


were :— 
Fly-weight.—AA. Cooper (R 
points. < : 
Bantam-weight.—AC. Johnson (R.A.F.) beat Anker Poulsen (Den- 
mark), who was disqualified for hitting low in the second round. : 
Feather-weight.—Svend Kaas (Denmark) beat AC. Fairclough (R.A.F.) 
on points. ; 
Light-weight.—AC. Varley 
on points. 
Welter-weight.—Arne Sande (Denmark) beat L-AC. Garratt (R.A.F.) 
on points. 3 
Middleweight.—Reinhold © Sylvander 
(R.A.F.) on points. 
Light-Heavy-weight.—AC. Munkley (R.A.F.) beat Helge Jensen (Den- 
mark), the referee stopping the bout in the fifth round. 


A Record Bag, 

The athletic success of the R.A.F. Cadet College, Cranwell, 
for the month of November must be something in the nature 
of a record. 

On Nov. 3 the Cadet College Fencing Team beat the Cam: 
bridge University Fencing Team by 15 victories to 12. On 
Noy. ro the Cranwell Cadets Rugger teani beat Sandhurst 
team by 13 points to 8. 

On Noy. 17 the Cadets Rugger Team, having already 
beaten Sandhurst, beat the R.M.A., Woolwich, by 24 points 
to I 
On the same day the Cadets Soccer Team beat the R.M.A., 
Woolwich, by 2 goals to 1. 

On Nov. 24 the R.A.F. Cadet College beat the London 
Rifle Brigade at Skill-at-Arms by 30 victories to 22. 

These successes by a Unit with a strength of under 120 
is a matter for considerable congratulation, especially as each 
of their opposing establishments has three or four times as 
many cadets. 


.A.F.) beat Emil Sorensen (Denmark) on 


(R.A.F.) beat Richard Madsen (Denmark) 


(Denmark) beat AC. Clapp 


AN APPRECIATION. 


[There are no finer pilots than those of the Netherlands, 
as many long-distance flights have shown. Therefore appre- 
ciation from one of them is worth haying. Even at this” 
late date those who had part in the R.A.F. Display will be 
glad to know that their work was approved by one who is” 
entitled to judge, and so one gives hereafter a portion of a 
letter written by an officer of the Netherlands Royal Age 
Force :—] 

It would carry me too far, to describe exactly what we 
thought and felt in the current of that Saturday afternoon, 
but as a summary I can tell you that at a certain moment 
we came to the conclusion that if we wanted to make sure 
that we ourselves still would believe the next day the things 
we saw before our eyes, we should have to take photos. We 
did not however, but we waited for the next number of THE 
AEROPLANE. F 

Now you make it a habit of qualifying the Dutch as good 
airmen (with which we do agree, but of course we are far 
too modest to say so). Especially of formation flying we 
have some knowledge, more I presume than any other Mili- 
tary Air Service on the Continent. And that is the very 
reason why we are in a position to appreciate the tremendous 
performance the R.A.F. bomber and fighter squadrons accom- 
plished at this Display. 

We still do not know what to admire most,—the technique 
perfection of the aerobatics and the formation flying in itself 
(the very bumpy weather taken into consideration), or the 
never-failing organisation of the Show as a whole, as well — 
as in every minute detail of the smallest event. The | 
manceuvring with formations as big as 27 aeroplanes (and — 
three formations at a time at that!) with an exactitude of 
place and time, only expressible in metres and seconds, was 
nothing less than grand. Also the fact that not one eyent 
in the crowded 43 hours of the programme we attended went 
wrong (except the piece of burning fabric falling from the 
kite balloon, setting on fire the petrol refinery a few minutes — 
too early) impressed us much. 
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THE EMPLOYMENT 


A Lecture on the Employment and Development of Flying- 
toats was given by Wing Cdr. R. B. Maycock, O.B.E., R.A.F., 
at the Royal United Service Institution on Dec. 5. 

Vice-Admiral Sir H. W. Richmond, K.C.B., Commandant of 
the Imperial Defence College, was in the Chair. : 

Wing Cdr. Maycock, who is now in the Directorate of 
Personal Services at the Air Ministry, commanded for threc 
years the Marine Aircraft Experimental Establishment at 
Felixstowe. He was originally in the Merchant Service, 
and transferred to the Royal Navy from the R.N.R. in 1913. 
He -was appointed to the R.N.A:S. during the War 1914-18 
and learned to fly in 1917. 

Wing Cdr. Maycock said that he naturally had a strong 
prejudice in favour of flying-boats, having had so much to 
do with them in the past. He thought that they would take 
a position of great importance in the development of both 
military and civil flying, principally because they were not, 
like land machines, restricted to aerodromes. ‘The flying- 
boats of to-day could be moored out for months at a time in 
any sheltered water without suffering more deterioration than 
if they were housed in sheds. 

THE Past. 

In a brief history and description of the flying-boat Wing 
Cmdr. Maycock said that the first practical experiments in 
this type of aircraft were made by the Admiralty at Felix- 
stowe in 1916 when the ‘‘ F ’’ type was evolved. [The first 
flying-boat in- Great Britain was one flown by Mr. Glenn 
Curtiss at Brighton in 1913, and with it was associated L(t. 
John Porte, R.N. (retd.), who afterwards re-joined the Navy 
and produced the ‘‘ F ’’ boats when commanding at Felix- 
stowe.—c. G. G.] 

Variations of this type were in use until 1924 and, al- 
though numerous experiments were made with larger boats 
and a certain number of these were manufactured and put 
into operation by the exigencies of the War, they were not 
successful to any extent. In spite of the fact that the flying- 
boat was not developed until con:paratively late in the War 
it had been claimed that one-third of the total mileage flown 
between 1916 and the end of the war was done in flying- 
boats. These boats had been employed with considerable 
success on Fleet co-operation, reconnaissance, submarine 
spotting, and on conyoy work with merchant shipping. 

The closing down of most of the large and expensive sea- 
plane bases for purposes of economy after the Armistice had 
served a very useful purpose in the development of these 
craft in that it had been necessary to develop them more on 
the lines of seaworthiness, and to increase their ability to 
ride out high seas and wind at their moorings and to operate 
from any sheltered harbour or inland water and without 
fixed bases. The result had been that the flying boats were 
now the most mobile units in the R.A.F. 

Wing Commander Maycock then gaye the relative perform- 
ance figures of the F.5 of 1916 and the Southampton of 1925. 
The F.5 had a maximum speed of 74 knots and a cruising 
speed of 58 knots. Its range was 350 miles and its bomb 
load 500 lbs. It had a span of 102 feet and weighed 53 tons. 
The Southampton had a maximum speed of 95 knots and a 
cruising speed of 65 knots. Its range was 585 miles with 
full load and 700 miles without war load. Its span was 25 
feet less than the F.5 and it weighed one ton more. 

In the more recent types size was the dominating factor. 

At this stage of the lecture Wing Cdr. Maycock showed 
a number of lantern slides ilustrating the development of 
the flying-boat from 1916. ‘These slides showed the ‘Titania 
a four-engined experimental boat, built by the Fairey Avia- 
tion Co. Ltd., with a span of 139 feet, among other old 
types several pictures of the F.5 boats and some of the re- 
cent designs. He pointed out the marked difference in 
the water disturbance between the old and the new types. 
He also showed several views of the first floating dock for 
flying-boats in use at the Isle of Grain in 1922. 

Other interesting slides illustrated towing tests in high 
seas in which flying-boats were towed at a speed of eight 
knots into and across wind. One picture showed one flying- 
boat towing another from Weymouth Bay to Portland Har- 
bour on an emergency occasion. 


SEAWORTHINESS. 

Describing the seaworthiness of the modern flying-boat 
Wing Cdr. Maycock said that the Blackburn Iris was moored 
out at Felixstowe during the gale early this year when the 
Thames overflowed its banks. She rode out the gale for 24 
hours before she began to drag her anchor. The sea was too 
rough for any of the Felixstowe sea-going boats to go out and 
make her fast. Felixstowe sent an S.O.S. to the Navy at 
Harwich who replied that it was unsafe to send any of their 
boats. Fortunately the Iris’ anchor fouled another anchor, 
she held fast to it, and survived the gale undamaged. 

Another advantage of the modern flying-boat’s ability to 
ride out a rough sea was that it removed the risk of damage 


ee 


OF FLYING-BOATS. 


in launching and bringing ashore. A further instance o 
their seaworthiness was the occasion when a Southamptor 
was towed from Felixstowe to Calshot in weather so ba¢ 
that they had to put into two harbours on the way. a 
Continual experiments were being made to reduce the 
speeds of alighting and taking-off without interfering witt 
other important factors. Improvement in this direction woul 
make for greater safety in rough seas. At the same time the 
Lecturer thought that the seaworthiness question could he 
exaggerated, as the principal function of a flying-boat wa: 
to remain in the air. Experiments were also being mad 
with a view to finding the most reliable kind of anchor, th 
difficulty being that an anchor and cable heavy enough t 
hold the flying-boats was usually too heavy to be carried i: 
the machines. 
Successful experiments had been made in refuelling fron 
barges, oil tankers, pier heads, etc. 


BASES AND SUPPLIS. 

Discussing bases and supplies Wing Cdr. Maycock saic 
that flying-boats required advanced bases and a main base 
Flying-boats lent themselves more readily to temporary re 
pairs than any other kind of aircraft, and a temporary bas: 
could be made practically in any harbour with shelterec 
water about one mile square. ‘The selected spot should be 
quite enough for the crew to get proper rest, and a sandy 
beach was useful for beaching boats for repair. 

In 1922 four flying-boats had been moored out at Spitheac 
without damage in a 42-knot gale which had made thei 
parent ship the Ark Royal very uncomfortable. 

The advanced base must be in communication with the 
main base. He thought that an advanced base for flying 
boats could be found anywhere in the world within 500 mile: 
of a legitimate objective. 


THE PRESENT. 

Wing Cdr. Maycock then described the work of the flying. 
boat units in the R.A.F. at the present time and said that 
the best example of the development of these craft was th 
cruise of the Far East Flight, which, when it returned t 
Singapore, would have been absent from England for fifteer 
months and would have flown approximately 25,000 miles. 

Flying-boats had no special military function at present 
but in the future they would probably be divided into as 
many classes as the land machines were at present, day anc 
night bombers, and high and low performance machines 
He thought that their duties would not be limited to opera 
tions over the sea but that they would co-operate with thé 
Army as well as with the Navy and that they would also be 
used on reconnaissance and bombing duties, for patrol ove: 
large areas and for convoy and escort duties. He did no’ 
not think that they would entirely replace aircraft-carriers. 

THE FUTURE. 

With regard to Civil Aviation he felt that flying-boats wer 
bound to take a very important part in its future. Already 
in the Baltic there was a network of flying-boat lines workin; 
every day. Here again they had the advantage that no aero 
drome was required. ; a 

~Wing Cdr. Maycock visualised the flying-boat of the futur 
as having an extreme range of 1,500 miles, to allow it t 
reach its theatre of operations independently of foreigi 
countries, a range of 870 miles with full load, a speed 0 
133 m.p.h. with a load of 2,000 Ibs. A very high top spee 
would be required for anti-submarine operations. ;: 

THE DISCUSSION. 

Opening the discussion Air Vice-Marshal Sir Vyell Vyvyat 
(a Director of Imperial Airways) said that it was only recent: 
that flying-boats had become a commercial proposition. Th 
mooring problem was still a difficulty and anchors for flying 
boats had to be far bigger than anyone would imagine. _ 

Vice-Admiral Richmond said that the uses of flying-boat 
for military purposes was limited to transport or as weapo! 
carriers. At present they could not carry a useful number o 
troops although under certain conditions they could be use 
for the quick transport of small numbers of men. As weapon 
carriers they could be used as gun-boats or as torpedo-boats 
They were not very valuable as gun-boats but they were use 
ful as carriers of under-water weapons, i.e., torpedoes 9 
bombs. 

For protection of commerce against submarines they mus 
have more flexible speed to enable them to keep down to the 
speed of the convoys. He thought their value for submari 
patrols in the past and their possibilities for this work in th 
future were very much exaggerated. He did not think the, 
were much use for chasing raiders and as raiding warship: 
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THE GUEST SCHEME. 


The organisation which has hitherto been talked-of as the 
Guest Scheme is to be known officially as National Flying 
Services Ltd. The name is a good one. It is thoroughly 
comprehensive without tying the firm down to any particular 
activities. It is a name which might have been adopted by 
any purely commercial undertaking, so that it does not 
necessarily imply Government support or control. And, 
if the firm succeeds in doing what its founders have set forth 
as their intention to do, it will justify its name by doing a 
National service. 

For the information of those who have not as yet taken 
any particular interest in the firm, something may be said 
of those responsible for it. 

The Chairman of Directors is Sq. Ldr. the Right Hon. 
Fo.  H, ~Guest;, (CaB.E., ~D:S.O. VPs brothexrmeore tue 
present Lord Wimbourne. — As an officer in the Regular 
Army, Sq. Ldr. Guest served in the Sudan and in South 
Africa, and in the War 1914-18. He was Secretary of State 
for Air in Mr. Lloyd George’s Government in 1921-22, and 
during that period he worked with all his power for the good 
of the Air Force and of Civil Aviation. He was appointed 
to command 600° (City of London) (Bombing) Squadron, 
Auxiliary Air Force, on its formation in 1926. He owns a 
Junkers and a Moth. 

The Managing Director of the firm is Lieut.-Colonel Ivo 
A. HK. Edwards, C.M.G. As a Captain in a heavy battery, 
R.G.A., he went to the Dardanelles from India early in the 
War tio914-18, and when, after 2 couple of months, all the 
guns went out of action he joined the R.N.A.S. under Wing 
Cdr. Samson, R.N., as an observer. 

Capt. Edwards had tried to get into Military Aviation 
as early as 191I,.and was nominated for the first course at 
the Central Flying School in 1912. But he was obliged to 
join his battery in India. Consequently, after having served 
as an observer with the R.N.A.S. in Gallipoli for nine months, 
he applied to be attached to the R.F.C. 

He joined the first course at the new school at Oxford, 
then went to Northolt, and afterwards to Norwich: to fly 
F.Es. In the meantime he became in the course of Army 
promotion a Major, R.A., and with that rank he joined 
No. 6 Squadron in France early in 1916 as a Flying Officer. 
But by the end of 1916 he was promoted to command No. 9 
Squadron on the Somme. 

In 1917 he returned to Home Establishment to command 
a Wing at Waddington and later in the same year he 
returned to France to command the 15th Wing in General 
Charlton’s Brigade. In May, 1918, he came home for Staff 
Duty at the Air Ministry where he remained until the 
Armistice. 

In July, r919, he retired from the R.A.F. and the Army and 
went to India for Handley Page Ltd., returning at the end 
of 1921 owing to ill-health. In 1922 he was appointed Deputy 
Director of Air Transport at the Air Ministry under Air Vice- 
Marshal Sir Sefton Brancker, and later was appointed Techni- 
cal Advisor to the Director of Civil Aviation. In this office 
he served until Nov. 30 of this year when he took over his 
duties as Managing Director of National Flying Services 
Ltd. 

There can be few officers of his seniority in the Army who 
served in the R.F.C. with such juniority and yet saw so 
much Active Service. 

The Deputy Managing Director of N.I.S. Ltd. is Mr. 
G. EK. F. Boyes, late R.A.F., who first became prominent in 
Civil Aviation as Secretary of the Seven Aero Club, which 
was one of the first Light Aeroplane Clubs and entered 
machines in all the earliest light aeroplane competitions. 

The other Directors of the firm are Colonel the Master of 
Sempill, A.F.C., Sir Alan Cobham, K.C.B., Mr. A. G. Hemsley 
of Halsey, Lightly and Hemsley, Solicitors, and Mr. John 
Graham Peel, J.P., Vice-Chairman of the Fine Cotton 
Spinners Association. 

Thus it may be seen that the firm has a very strong Board, 
the majority of whom are thoroughly up-to-date in their 
knowledge of aviation. And if the firm is not a success it 
will certainly not fail for lack of trying. It has set itself 
a very big task, and if it succeeds it will certainly do a 
very great deal to popularise aviation in this country. 


EARLY FLIGHTS. 


The Special Committee appointed by the Royal Aero Club 
to investigate the claims of British Subjects to early aero- 
plane performances in the British Isles, met on Dec. 6 at 
the Royal Aero Club, when there were present The Right 
Hon. the Lord Gorell, in the Chair, Capt. G. de Havilland, 
Lieut.-Col. W. Lockwood Marsh, and H. E. Perrin, Secre- 
tary. 

The Committee took evidence from the following claimants 
who appeared before them :—Lieut.-Col. J. T. C. Moore- 
Brabazon, M.P., Mr. A. V. Roe, and Mr. A. H. Phillips. 
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A NEW AIRCRAFT FIRM. 

An interesting notice appears under the heading of new 
companies this week. The Desoutter Aircraft Company Ltd, 
has been registered, with Mr. Marcel Desoutter and Mr. 
M. l,. Bramson as Directors. 

Mr. Desoutter was one of the earliest Blériot pilots in this 
country and lost his leg as the result of a crash at Hendon in 
1913. Being a trained aircraft engineer, he objected to 
carrying seven pounds of wooden leg, and proceeded to make 


‘himself a leg of duralumin, on aircraft principles, which 


weighed 3 lbs. He made this leg a working proposition just 
before the War, and as the result of his personal success 
with it requests for similar legs soon came to him in the 
early days of the War. From this small beginning he built 
up the firm of Desoutter Brothers Ltd., and designed a leg 
suitable for mass-production. At the end of the War, after 
years of arguing with the Army Medical Service as to the 
respective merits of wood and metal, the firm received a 
contract for 50,000 duralumin legs for all ranks. ‘= 

For some years Mr, Desoutter has been anxious to return 
to aviation, and the registration of this firm indicates that 
his wish has been achieved. As yet one cannot say much 
about the firm’s intentions, but when they are disclosed 
they will be found to be very interesting indeed. 

Mr. M. ly. Bramson has long been known in this country 
as a pilot and a first-class engineer. He learned to fly 
during the War and tried to join the R.F.C., but was refused 
admission owing to his Danish origin. After the War he 
became one of the most expert and best known of Sky- 
writing pilots. Also he became a Director of the British 
Instrument Co. Ltd. 2 

He has a number of other interests in mechanical en- 
gineering. And he was one of the leaders in the movement 
which resulted in the amalgamation of the Institution of 
Aeronautical Engineers with the Royal Aeronautical Society. 

Under these circumstances, and others which cannot at 
the moment be disclosed, this new firm has every prospect 
of success. And it should do a great deal for the progress 
of Civil Aviation. 


TRADE IN SOUTH AFRICA. 
Aircraft firms in this country which are interested in 
South African business should note the fact that Capt. S. M. 
Wood, of South African Enterprises Ltd., will be arriving in 
England about the middle of December with the intention of 
negotiating South African business with English firms. — 
Capt. Wood served in the South African Air Force and 
later was on the Headquarters Staff of the R.F.C. and 
R.A.F. in France. Since the War he has been in business 
in South Africa but has kept closely in touch with aero- 
nautical developments. He has all the latest information 
about South African aviation and the various schemes which 
have been put forward and have failed to materialise, and 
he has definite proposals to make to people who are in- 
terested in the establishment of an air transport service to 
South Africa. He also wishes to discuss prospects with 
those who are interested in manufacturing aircraft in South 
Africa and especially desires to do business with manufac- 
turers of aircraft engines, parts and accessories. ~ 
Recently Capt. Wood has connected up with a big organisa- 
tion in South Africa which is prepared to deal with all ayia- 
tion matters. And his trip to England is for the purpose of — 
linking up that firm with the right people here and of 
endeavouring to get something solid and lasting started in 
South Africa. Be 
Those who are interested will find that Capt. Wood has 
introductions from the most influential people in South 
Africa. They can get in touch with him either by writing 
to him at South Africa House, Trafalgar Square, London, 
W.C.2, or to the office of THE AEROPLANE. 


THE WESTERN AIR PARK. : 
Work is now proceeding on the Air Park at Heston s0 
rapidly that the proprietors of Airwork Ltd. have established © 
a temporary office at Albion Lodge, Cranford, Middlesex. 
Mr. Norman or Mr. Muntz may be found there during all 
reasonable working hours, but prospective visitors are 
advised, in case the one who is on duty happens to be 
called away, that appointments may be made beforehand by 
telephoning Hayes 360. 


ANOTHER AMALGAMATION. ! 
Rumour, still as active as ever in the Aeronautical Com- 
munity, insists that Mr. John Lord, who has for many years 
been a leading figure of A. V. Roe and Co. Ltd., is joimimg — 
the alliance recently formed between Mr. A. V. Roe and Mr. 
Samuel Saunders of Cowes. As one of the most popular per — 
sonalities in aviation everybody will wish well to Mr. Lord. 
A CARLISLE MUNICIPAL AERODROME. 5 
Sites for a municipal aerodrome at Carlisle have been sub- — 
mitted to the Air Ministry, who have selected one at 
Kingstown, and negotiations for the land, which is owned — 
by Sir James Watt, are proceeding. a 
Kingstown is two miles north of the city on the direct 
road to Glasgow. a 
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AERO ENGINES - 


“Those who saw the beautiful 
‘Wizard’ Monoplane fitted with 
this (Rolls-Royce) Engine leap 
skyward when the pilot opened 


his throttle gained some idea of 
what the ‘F’ Engine enables de- 
sleners to accomplish.’ —From 


The Daily Mail, endof July 1928 


ROLLS-ROYCE LIMITED 
14-15 Conduit Street 
London W.1 
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Actions speak 
louder than 
words .... 
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THE DE HAVILLAND AIRCRAFT PTY. LTD. THE DE HAVILLAND AIRCRAFT CO. 


Whiteman Street, South Melbourne, Australia Stag Lane Aerodrome, Edgware, Middlesex 
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nother World’s 
ecord for the MOTH 


in Friday, December 7th, Mr. A. S. Butler, piloting his 
wn Gipsy Moth with passenger, broke the 


VORLD’S SPEED RECORD for 2-SEATER LIGHT 
EROPLANES over a closed circuit of 100 kilometres. 


SPEED 192.864 k.p.h. 


} 119.84 m.p.h. 
(subject to official confirmation by F.A.I.) 


The Moth now holds the official 
VORLD’S RECORD FOR CLIMB 


the unoflficial 


WORLD'S RECORD FOR 
DURATION 


AND THE KING’S CUP 


/'DE HAVILLAND AIRCRAFT OF CANADA LTD. 


Bay-Richmond Ge ae ing MAE Bay Street, Toronto 2, Canada 
‘ams: Moth, Toronto 
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BY BLUEBIRD FROM BERLIN. 
[By COLONEL THE MasTER OF SEMPILL, A.F.C.) ‘ 


From October 7 to December 4 the Bluebird seaplane 
which went to the Berlin Aero-Show was moored out on the 
Wannsee. During October a representative of the Black- 


burn Co. was in Berlin and visited the Wannsee about twice 


a week to run the engine (75 h.p. Armstrong-Siddeley 
Genet). He, however, left Berlin at the end of October and 
during November the machine was not touched, being merely 
watched by one of the boatmen attached to the Royal Pots- 
dam Yacht Club. 

While the machine has been moored out two heavy gales 
have swept over Europe, and these gales caused serious 
damage to the Rohrbach Romar at Travemiinde, and to 
British flying-boats at Portland and Felixstowe, but the 
little Bluebird survived. Messages were received from 
Major Wronsky of the Luft Hansa after each gale saying 
that the machine was quite all right but, frankly, whether 
this optimism was really warranted seemed somewhat doubt- 
ful. 

On December 3 I again visited the Wannsee and found 
the machine in perfect condition in every way. The engine, 
it is true, refused to start, but this was merely due to a 
swollen bush in the make-and-break of each magneto and 
when this defect had been remedied the engine started with- 
out difficulty. As the machine had been moored out almost 
without intermission since July all the metal parts had been 
properly painted, and wires, etc., greased, so that no 
deterioration on the score of rust could be observed. 

The fact that the machine has so well withstood these 


really violent winter storms is not only a tribute to the © 


particular machine but to the light seaplane as a type. It 
shows that even to-day light seaplanes with any development 
behind them can be used in a serious way without elaborate 
organisation and accommodation. 

Damage to marine aircraft generally occurs when they are 
being man-handled, and if they are treated, as is intended, 
by being flown or handled on the water under their own 
power then there should be no special difficulties. 

The flight back from Berlin was interesting as showing 
the great advantage the seaplane has over the land machine 
under certain bad weather conditions and also, of course, it 
proves the need for proper organisation of routes, if they 
are to be flown over regularly under all weather conditions. 

Tuesday, Dec. 4.—Left Wannsee 9 a.m. and flew via Pots- 
dam and Ketzin to Brandenburg. After leaving Brandenburg 
continued to follow the River Havel but ran into foggy 
weather after passing Rathenow. When passing Havelberg 
visibility was only about roo yards, but after Wittenberg visi- 
bility improved, becoming bad again after passing Hitzacker. 

By the time Bleckede was reached it was so bad that there 
was a danger of colliding with the tngs and barges on the 
river. In fact several of them had narrow shaves, so a 
landing was made. 

When in the middle of the river it was impossible to see 
‘either bank. The machine lay to her own anchor for 23 
hours before the weather cleared sufficiently for any move 
to be made. The fog showed no signs of lifting so the 
machine was moored to the bank alongside of Heisterbusch 
Farm. . 

On this day no machines had left Berlin,—at least, the 
machine that had left for London had to return speedily 
on account of the fog. With the seaplane, low flying in 
fog is possible under conditions that no aeroplane could look 
at. 

Wednesday, Dec. 5.—By 11 a.m. the fog had cleared some- 
what and it was possible to leave for Hamburg. The machine 
took off well, running up stream (the Elbe was in full flood) 


THE TOURING BLUEBIRD.—Colonel Sempill 


and the Blackburn Bluebird 


against a light wind. The course of the Elbe was followed — 
to Altona, Hamburg, which was reached in about an hour. — 
There fuel was taken on board with the assistance of the 
Hamburg pilot-boat and aided, also, by the officials of. the 
Luft Hansa. = 

At 2 o’clock left Hamburg and continued down the Elbe, — 
past Cuxkhaven and down the coast towards Wilhelmshaven. — 
Speed was reduced by heavy contrary winds and the neigh- 
bourhood of Wilhelmshaven was reached about 4 o’clock in ~ 
thick weather with light rain. As it was impossible to see 
further, a landing was made in the Naval Base of Wilhelms- _ 
haven, where the machine was allowed to remain, thanks — 
to the courtesy of the Commander-in-Chief. It was moored © 
in the dock provided for the destroyers which were away 
in the Baltic. 


Thursday, Dec. 6.—Although the weather in the early morn- — 
ing was fine, by 8.30 a thick fog had come on, and it wa 
impossible to leave. It improved in the afternoon but 
was then too late to leave for Amsterdam. 

Friday, Dec. 7.—Left Wilhelmshaven at 9.30 a.m. in stron 
W.S.W. wind. In order to shorten the journey to Amsterdam 
as much as possible, followed the course of the Ems-Jade 
Canal to Emden and then, crossing the month of the Em 
followed the Dutch Canal systen: to Groningen and Lee 
warden. Progress had been very much delayed owing 
heavy head winds, and speed over the ground was not mu 
more than 25 miles an hour. - 

It took some 43 hours to reach the Zuider Zee from Wi 
helmhaven, by which time the petrol had become nearly ex- 
hausted. A landing was, therefore, made on a lake in Fries-— 
land in the neighbourhood of Oudeya, where petrol was 
obtained from the local Dutch garage with which to complete 
the remaining hour's flight to Amsterdam. Arrived Amster. 
dam at 4.30. : 

Saturday, Dec. 8.—left Amsterdam at 8.30 a.m. and f 
lowed the course of the North Sea Canal to the coast 
Ijmuiden. Left the Dutch coast about 9 o’clock and saw the © 
English coast after about 31 hours’ flying. W.N.W. wind 
all the way across but good visibility until approaching th 
English coast when it was reduced to about a mile. 

After re-fuelling at Felixstowe left at 1.30 for the Wels 
Harp, London, arriying at 3 o’clock. — 

I had many interesting experiences, particularly when ~ 
staying in that out-of-the-way farmhouse on the Elbe where, 
for many hours, I was cross-questioned by all the local 
inhabitants, who were extremely interested,_—never having 
seen a seaplane before. Knowing little German this was a 
bit of a task. The following morning when I left, the school-— 
master brought the entire school out to see the machine and — 


‘the children gave me a noisy and enthusiastic send-off. 


Hamburg is getting well prepared for marine aircraft and 
the pilot-boat there is quite at home in picking up seaplanes 
and putting fuel on board, etc. - = 

At Wilhelmshaven I stayed with the Chief of the Staff to 
the Commander-in-Chief, Capt. Saalwaechter—one of the mo 
able submarine commanders during the War. All the officers 
there were extremely kind and very helpful, as one knew 
they would be, and I spent a very interesting day and 
half with them. They could not do enough for one, and 
the same applied to the ratings who were always to hand 
with the picket-boat to visit or attend to the moorings. — 

Germany is a very good country to fly around in, as whet 
one comes down everyone is helpful and intelligent and really 
keen to give useful help. 


SS SS 


Seaplane (Genet engine) on — F 


Martnaham Loch near Ayr, in the course of his tour by air round the edge of Great Britain, as described recently. 


This same machine was used in the German tour descr 


ibed above. 
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STANDARD SIZES. ae 
———————————E 
Tyre Wheel Hub Track Tyre | Wheel Hub | Track Tyre Wheel Hub Track 
Size No. Length Bore Line Size No Length Bore Line Size No. | Length | Bore Line 
m/m m/m m/m ; m/m m/m m/m = . | m/m | m/m | m/m 
375 « 55 168 11112 254 Central | 700100 176 178° 44°45 Central } 1000 x 180 148 | 220° 80° Central 
“A 195 130° 38°09 Central By 179 178° 55° 132/46 Fe “we H i ~t Centra 
| ” | 0° 67 Centra 
300 = 60 16 111°12 254 Central 650125 119 | 178° 55° 132/46 i 166 | 185° 55° 125/60 
| | ‘ . ; | | 
45060 | 30 | 89° 3175 | Central |” ey tea) epee tke | | Son 200! | 167 hho t95> | BS | Centra 
4 172 | 130° 38°09 | Central a 336 | (178° 4445 | 132/46 ‘ 108 185: 55° | 125 60 
a | | a 128 | +220 | G6 67 | Centra 
575 x 60 21 160° 28° Central A 137 250° | 80 Centra 
A 180 150° 38°09 104/46 750x125 | 77 178° 44°45 132/46 “- 157 185 | 80 | Centra 
ae 186 120° 34 92 Central Be 92 185° 55° 135/50 “- 202 {| 185° 60°32 Centra 
F 190 150° 38°09 Central a 95 185° 55° Central 
99 178° 38°89 132/46 1100 x 220 134 220° 66 67 Centra 
600 x 75 21 160° 28° Central = 112 150° 38 09 Central a5 136 250° 80° | Centra 
re 180 150° 38°09 104/46 + 176 178° 44°45 Central 
a 186 120° 34°92 Central a 179 178° 55° 132/46 975225 | 192 185° 60°32 Centra 
i 190 150° 38 09 Certral 4 194 185° 55° | 125/60 
; - ; y | | 
7oox7s | 78 | 178) 444s | 152/ag | 0x10) Te) | | 5580 | tz50x250 | sta | 250 | go | Centra 
e 79 178 44°45 Central he | 463% 185° 65°67 135/50 or 154 3048 | 1016 Centra 
* 100 178° 38°09 132/46 Li 169; 185° 55: 135/50 
” peat ece: ELE Seemed ad Ba oe i | 185 | 8 135/50 | 1500300 | 30 3048 | 1524 | Centra 
+ a } : entral ‘ | ‘ 1016 Centra 
a Meth genteel Bt at S42) Central 53 211" | 185° 60°32 | 135/50 ; | 
" : 1525x325 | 197 3048 | 1016 | Central 
neue lian fr ae: | ie | | ies ee 
700 = 100 i | e : F Central ; : - se 
3 92 | 185° 55 135/50 5 Mizsei | 7S8°= 7} Centeal | ster 200 ee Oe Pp ts2 4: - | Central 
% 95 | 185 55 Central . 187 220° 6667 | Central 4 rane 
ns 99 178° 38°89 132/46 a | 201 185° 60°32 125/60 
“ 112 | 150° 38 09 Central ~ 210 185° 60°32 Central | 1750 x 350 193 400° s«125° | Central 
*Wheels Nos. 161, 162, 163, and 211 are of stronger type than the other wheels for 8300 X 150 tyres, Tt Wheel No. 169 is fitted with Ball Bearings ; 
Grease gun cquipment is now a standard filting ou all wheels. (L/NB) 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


Telegrams :— 100-106, CANNON STREET, LONDON, E.C.4. Telephone :— 


“Tyricerd, Cannon, London.” City 1477 (Two Lines). 
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DE HAVILLAND CELEBRATIONS. 

On Dec. 7 the Annual Dinner of the De Havilland Aircraft 
Co. Ltd. was held at the Wharncliffe Rooms.. Something 
like soo of the ofhce staff and production hands. were present 
and that only represented a third of the total number: of 
emplovees,—a very different party from that given only 
three or four years back when, the firm having made a 
profit for the first time in its existence, the Directors and 
Departmental Managers had a dinner along with half-a- 
dozen friends ‘‘to spend the dividend,’ as the Chairman 
said. 

On Friday Mr. Alan Butler, Chairman of Directors, was 
in the Chair and a remarkably good chairman he inade. 
There can be very few men of his age and upbringing who 
have such a complete grasp not only of business but of the 
handling of business men. 

After dinner the toast of the Company was proposed by 
Mr. Yom Clark, who is probably the oldest inhabitant of 
Stag Lane, and has certainly been connected with De 
Havilland aircraft longer than anybody in the business, 
for he has heen with Capt. de Havilland since rorq and was 
at the old Aircraft Manufacturing Co. Ltd. when the D.H.1 
was produced. 

In a really eloquent and moving speech Mr. Clark com- 
pared this gathering with the corresponding celebration 
held in the firm’s canteen only twelve months ago. He 
reminded those present that then the Chairman had person- 
ally given £250 to the organisation which looked after the 
welfare of the employees. 

Referring to the future of the firm, he said that it was 
full of hope, for, judging by the intelligent faces of the 
newcomers who had joined the firm in the enormous in- 
crease in the number of employees during the past year, 
they would be well able to uphold the rate of output. The 
old hands in the firm, like himself, welcomed new blood, so 
long as it brought new energy and new ideas into the firm. 

He mentioned the new laurels which had been added to 
the name of the firm recently by Mr. Broad and Mr. Hope 
and Mr. Butler and Capt. de Havilland. 

He drew attention to the way in which new buildings and 
new workshops were going up everywhere at Stag Lane and 
he thanked the people in the shops for the energy which 
besides producing D.H. aircraft had produced the finest 
engine in the World. He recalled that there were three 
Gipsy engines in the King’s Cup Race and they all put up 
wonderful performances. Mr. Hope’s machine had won. 
And since sthen Mr. Broad and Mr. Butler had put up 
World’s records. 

Also he pointed to the significance of the fact that the 
originator of the firm, Capt. Geoffrey de Havilland himself, 
had put up an altitude record with his good lady as pas- 
senger. He said that although their attempt to visit Mars 
did not succeed, they went higher than anybody else had 
done on this class of machine. 

Judging by the way, in which Mr. Clark’s speech was 
received there are plenty of people in the employ of the 
De Havilland Company who can compete with him in their 
enthusiasm for the firm, though not in length of service. 

Mr. Alan Butler, replying, said that this was the first time 
he had addressed a representative gathering of the firm. 
He thanked Mr. Tom Clark personally for the way in which 
he proposed the toast and said that he (Mr. Clark) had seen 
all the D.H. machines through the shops from the D.H.1 
top tem) E75. 

Mr. Butler reminded his hearers that the superannuation 
fund formed to help the firm’s workers was evidently appre- 
ciated because out of those eligible to belong, 41% were con- 
tributors to the fund. He said that up to the present date 
the firm had turned out 275 Moths in 1928 against 185 
Moths in the previous vear [this should bring them up to 
well over 300 by the end of the year], and their output was 
booked up to the end of March next year. They had built 
and delivered five D.H.61s [the Jupiter-engined cabin ma- 
chine]. The Hound, he said, held three World’s records, 
but it had not been selected for the R.A.F. by the Air Minis- 
trv though it was superior to its competitors in performance. 

Referring to World’s records, he said that all. those held 
by British machines with the exception of one were held 
by De Havilland aircraft. 

The engine output was well into its stride and they had 
already turned out 131 Gipsies. 

The firm’s progress could be judged by the fact that 
twelve months ago they were going through a difficult period 
and had only 400 men on the pay-roll. Now they were able 
to give full-time employment to 1,560 people,—besides over- 
time to a good many. The new shops which were now 
springing up would hold still more people. 

Subsidiary firms had been formed in Australia in 1927 and 
in Canada in March 1928. He read a cable from Australia 
saving ‘‘ Best wishes from down under,’ and one from 
Canada saving ‘‘ Cheerio chaps, don’t forget us.’’ These 
branches were booking a large proportion of the firm’s out- 
put and he proposed that cables should be sent to them 
wishing them future prosperity. 


_Concerning further developments, Mr. Butler said that the 
Moth Aircraft Corporation had been formed in the U.S.A. 
to: build machines under licence. Four Hercules biplanes 
[three. Jupiter-engines each] were now almost ready for 
West Australian Airways, who would use them on the exten- 
sion from Perth to Adelaide. All would wish success to 
Major Brearley in this development. 

He claimed that the De Havilland Co. were entirely re- 
sponsible for the original development of light aeroplanes. 


The De Havilland School was going strong and had put — 


in 4,441 flying hours this year against 2,266 hours last year. 

Mr. Butler suggested that what with their branches Over- 
seas and the number of men they were employing here and 
Overseas, the De Havilland Company were playing a big 
part in Empire Trade. He impressed on his hearers that -f 
we in this country would only buy Empire goods we should 
have a better chance of selling our own goods all over the 
Empire. He drew attention to the fact that all over the 
Empire all the cars were American instead of British and 
that to help ourselves we must be second to none in our 
grip on the World’s markets. [Here one may perhaps be 
eHowed to interpolate the remark that if atl British mianu- 
facturers in all business would lay themselves out as the 
De Havilland Aircraft Co. have done, to provide our Domin- 
ions overseas with what the Dominions want instead of 
trving to foist onto them things made for home consumption, 
which are quite unsuitable for the Dominions, we should 
vet the Empire: markets easily. ] ; 
~ In conelusion Mr. Butler thanked everybody for their 
splendid co-operation and the hard work they had done and 
he wished them all a prosperous future. 

‘Thereafter Capt. Geoffrey de Havilland presented the D.H. 
Challenge Cup won by the Engine Department and the 
Australian Challenge Cup won by the Office Staff in athletic 
events, and he congratulated Mr. and Mrs. Butler on having 
that very day in a Gipsy-Moth beaten the existing World’s 
record for speed for light aeroplanes. 

After that Mr. ‘Fyler briefly proposed the toast of the 
Ladies, to which Mrs. Leech replied. 

‘Then there was an excellent musical programme under 
the direction of Mr. McCabe by the Gipsy Orchestra and 
several competent musicians. 

GOOD WORK. f 

A correspondent in Canada says that the first Gipsy-Moth 
delivered to the Forestry Branch of the Department of Lands 
and Forests at Toronto has recently completed 150 hours’ 
flving and is still running like a clock. Moths generally haye 
been so successful in Canada that the De Havilland firm 
have received another order for forty of them. 


RECORD BREAKERS.—Mr. and Mrs. A. S. Butler after 
breaking the World’s Speed Record for Light Aeroplanes. 
( Aeroplane ”” photograpn.) 
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THE FRENCH AIR ESTIMATES. 


According to The Times the estimates of the new French 
Air Ministry were passed on Dec. 9 without any important 
alteration. The credits asked for amount to 1,838,328,270 
francs (nearly £15,000,000). 

M. Laurent-EKynac, the Air Minister, told the Chamber that 
it was a mistake to suppose that his Ministry had been formed 
as a direct result of the impression produced by the death 
of the late Minister of Commerce, M. Bokanowski, 
in an air accident. Its creation was the outcome of plans 
which had been gradually matured over several years. It 
had been intended at first to form only an Under-Secretariat, 
but he had declined to be subordinate to» the Ministers of 
War, Marine, and Colonies, and had insisted on an autono- 
mous department. 

The programme which he proposed would be first and fore- 
most a programme of re-equipment. French air lines were 
already extensive, but they suffered from the lack of up-to- 
date material. To obtain this a coherent programme of re- 
search and construction was necessary. Quality, not quantity, 
must be their aim, and they must concentrate rather on 
producing satisfactory types of aircraft than on piling up 
large stocks of machines. 

The technical and industrial departments: would be the 
foundations of the-new Ministry. When research had been 
revived, by the increase of the credits allocated to it from 
65,000,000 to 150,000,000 francs, efforts would be made to 
simplify and standardise machines and to obtain steady and 
uniform production. ‘To get lower costs and higher quality, 
the present 35 aircraft-building companies would have to be 
amalgamated in a few large concerns, each dealing with 
special requirements. Greater efforts must also be made to 
centralise and co-ordinate training, and to give greater safety 
to pilots. 

M. Laurent-Hynae concluded by saying that he expected 
difficulties and opposition, but that he would count on the 
support of Parliament for the general welfare as against 
private interests. 


SIDELIGHTS ON AMERICAN AVIATION. 

An examination of the apparently trivial frequently ii- 
luminates the essential, and so, perhaps, the following re- 
mark gleaned from the American Press, is of some value 
in that it indicates the ever-growing increase of Civil Avia- 
tion in that Continent. 

A farmer in an obscure Iowa village has stated that he con- 
Siders monoplanes to be superior to biplanes because his 
experience is that loafing bystanders will sit on the lower 
wings of biplanes ‘‘ and whittle the struts.’’ 

Since the postage rate has been reduced to sc. the amount 
of mail carried by air has increased to a remarkable extent. 
At Los Angeles, even on the day before the new service 
opened, half a million of the new stamps were sold to the 
general public and cn Aug. 1 ten tons of mails (the postage 
value of which was $17,500) left Lansing, Michigan, for 
various towns in eighteen machines. 

Ten years ago, the United States Post Office Department 
instituted a daily air mail between New York and Washing- 
ton—a distance of 218 miles. From that nucleus the service 
has expanded to daily flving throughout the continent amount- 
ing to 25,000 miles. Machines cross the borders of 35 States 
and stop daily at 102 cities. 

Authorities expect that early next year American mail- 
aircraft will fly more thai 10,00c,000 miles during the year. 

Some idea of the extent of this air maii traffic may be 
gauged from the fact that one pilot (Mr. EK. Hamilton Lee) 
has flown over 8,o00 hours in the last 10 years on such ser- 
vice. ; 

The Boeing Air Transport and The National Air Transport 
Companies maintain an air line between New York and San 
Vrancisco. ‘The distance by railway is 3,143 miles; but that 
of the air line is 513 miles shorter, which is but another 
example of how air travel saves time, both by being able 
to ignore topographical barriers and by increased speed.—-S. G. 


A CANADIAN-AMERICAN MERGER. 

A merger has been formed between the Reid Aircraft Co. 
of Montreal and the Curtiss Aeroplane and Motor Co. of New 
York, and a new company to be known as the Curtiss-Reid 
Aircraft Co. will be formed. 

Two-thirds of the directorate of the new company will be 
Canadian subjects and the President and Secretary of the 
Curtiss Co. will join the Board. 

The Reid Aircraft Co. was formed in 1928 by Mr. W. T. 
Reid to manufacture the Reid Rambler two-seat all-metal! 
light aeroplane, fitted with the A.D.C. Cirrus engine. 

Mr. W. T. Reid was formerly chief designer to the Bristol 
Aeroplane Co. Ltd. during Capt. F. S. Barnwell’s absence 
in Australia, and latterly was chief designer to Canadian 
Vickers Ltd. of Montreal 

While with the latter company he produced a number of 
aircraft of which the Vedette and Varuna, single and twin- 
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engined flying-boats were the most successful. The Vedette 
was the first Canadian-designed-and-built aircraft, has 
given excellent service and has been the subject of several 
repeat orders from the Canadian Government. 

fhe new company will provide a still further outlet for 
American aircraft designs and capital in Canada. 


U.S. INTERESTS IN CANADA. 


How strong are the aeronautical interests of the United 
States in Canada is shown by the various mergers and con- 
trolling investments of U.S. capital which have happened 
during the past year or so. 

These include Fairchild Aviation Ltd. of Canada, which 
has decided to manufacture aircraft in addition to its survey 
and photographic work; Canadian Vickers Ltd., which has 
acquired the Fokker rights for Canada; the Canadian Wright 
Co., which holds the manufacturing and selling rights tor 
Wright engines in the British Empire; and the Ottawa Car — 
Manufacturing Co., which has a working arrangement with 
the Consolidated Aircraft Corpn. of Buffalo, N.Y., for the 
assembly and service of their products. To these must now 
be added the Curtiss-Reid merger mentioned elsewhere. 

Though these all provide work and wages for British sub- — 
jects, a goodly share of the profits goes to the United States. 
And so do certain sums for royalties or fees to directors and 
designers and so forth. 

Against this we can only put up the arrangement between 
Armstrong-Siddeley Motors Ltd. with the Ottawa Car Mfg 
Co. Ltd. for the assembly of engines, and the formation of — 
the De Havilland Aircraft of Canada Ltd. All the more 
honour to these firms for their enterprise. — % ra 


NOTES FROM “AVIATION,” U.S.A. 


HONOLULU FLIERS Gert TROPHY: (WASHINGTON, D.C.) == 
Lieutenant Lester J, Maitland and Albert F. Hegenberger 
of the Army Air Corps, who made the non-stop flight from 
California to Honolulu in June, 1927, have been chosen to re- 
ceive the Clarence H. Mackay trophy for the most meritorious 
flight made by Army officers during that year, it is an-— 
nounced by F-. Trubee Davison, Assistant Secretary of Wa> 
[And well deserved too.—ED. ] 

PATRICIAN ATTAINS 151.3 M.P.H. (BRISTOL, Pa.).—A speed of 
I51.3 m.p.h. is said to have been attained by the Patrician, 
Keystone’s new 18 passenger plane, in recent tests over a 
measured course here. [That is the speed that is needed.— ~ 
Since then the machine has been burnt on the ground.—ED.] — 


Two Weeks to Christmas. 


BOOKS FOR CHRISTMAS. 


Some Suggestions, 


ALL THE WORLD’S AIRCRAFT - 
(1928 Edition ready for New Year.) 


THE OLD FLYING DAYS - - 


THE STORY OF A NORTH SEA 
AIR STATION - - - 


GUESTS OF THE UNSPEAKABLE 


LETTERS FROM A FLYING 
OFFICER . - - a 


MEMORIES OF LAND AND SKY - 


LEAVE ME WITH A SMILE. 
(Another book by the author of “War 
Birds.’’) - < * F : 


THE ART OF FLYING - - - 

(Postage should be added to the above prices.) 
The new catalogue of Modern Aeronautical books 
including books on Aeronautical Engineering, Aero 
Engines, Lighter-than-Air Craft, Air War, Practical 


Flying, Aerial Navigation, Air Surveying, Instruments 
and Miscellaneous Books, post free on application to_ 


THE AEROPLANE BOOK DEPT., 
Cannon House, Pilgrim Street, E.C.4. 
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The Westland Wizard with Rolls-Royce F.XI Engine, is a high- 
speed single-seater fighter of the parasol monoplane type. Its 
exceptionally clean lines, with fuselage of very small cross-sectional 
area and neatly cowled engine, give it an extremely good 
performance, while the many service requirements, pilot's view, 
gun accessibility, arrangement of complete equipment, etc., have 
been fully borne in mind. In addition, the machine possesses | 
excellent manceuvrability, stability and controllability. 


The wings are braced by rigid struts; the petrol tanks are contained 
within the wings, giving gravity feed, and the radiator is retract- 
able through the floor of the fuselage. 


Other Westland aircraft include The WESTLAND WIDGEON, a highly efficient light 
plane for club and private use, etc., with Cirrus or Genet Engines. The WESTLAND WAPITI, 
general purpose service machine, as supplied to the Royal Air Force and R.A.A.F, with 
Jupiter VI and VIII engines ; landplane or seaplane. 


For full particulars apply : | 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


Works: YEOVIL, ENGLAND. 
CONTRACTORS TO THE AIR MINISTRY. 


Telephone: Yeovil No. 141 (5 lines). Telegrams: ‘Aircraft, 141, Yeovil.’’ 


KINDLY MENTION “ THE “AEROPLANE ’’ WHEN CORRESPONDING WITH ADVERTISERS. 
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STAG LANE NOTES. 


Still another specimen of World’s Record has.changed its 
nationality and arrived by air at Stag Lane. On Friday 
afternoon Mr. A. S. Butler, Chairman of the De Havilland 
Aircraft Co. Ltd., flying his own Gipsy-Moth (Gipsy engine) 
with Mrs. Butler as passenger covered a 100 km. closed cir- 
cuit at an average speed of 192.864 km.p.h. (119.84 m.p.h.), 
thus, subject to homologation, setting up a new speed figure 
for two-seat light aeroplanes. 

Although this speed is a fraction under one km.p.h. better 
than the previous record—a German one—the flight was a 
remarkably good one in the circumstances. Mr. Butler set 
out at 15.35 hrs. in very poor visibility and by the time he 
returned it was almost dark. Under more favourable condi- 
tions a much faster time would have been registered. 


Eleven new Gipsy-Moths have gone forth into the World 
during the week. Four of these are for the Danish Royal 
Flying Corps and Royal Naval Air Service. Two others are 
for the Moth Aircraft Corporation in the U.S.A. and the re- 
mainder are for the Colonies. In addition to a Gipsy engine 
for each of these, two spare engines have been completed. 


During the week aerodrome activities have been somewhat 
curtailed owing to fog and poor weather generally, but 
nevertheless much routine flying has been going on despite 
the lure of an unhealthy but cheerful atmosphere known as 
“ fug,’’? which is to be found in most aerodrome offices and 
club-rooms these chilly days. 

Sir Sefton Brancker flew to Cardington in comfort on the 
Coupé-Moth piloted by Mr. Pike. 

Mr. Broad in addition to test-flying has been doing some 
experimental inverted flying on Gipsy-Moth YK. This ma- 
chine is very well known all over the country for its regular 
aerobatic performance and its painful colour scheme. 

The School numbers among its pupils four Indian subjects 
and two Egyptians, who are being trained officially for their 
respective governments. Their progress is quite good, one 
of the former and both the latter having graduated onto 
D.H.gs (Jaguar). 

A problem which must crop up occasionally at schools and 
clubs is of how to get a machine down to earth when the 
pilot wishes to stay aloft. At Stag Lane recently a pilot 
on a refresher course found the air so agreeably refreshing 
that he seemed very disinclined to ‘ bring the boat in” 
on time with the result that the aerodrome and surround- 
ings presented a lively picture of people running about, 
frantically waving their arms and doing all manner of odd 
things to lure the enthusiast to earth. When this proves 
of no avail it leaves the people on the ground feeling a 
sickening sense of their helplessness. They can only sit 
and wait and if it is a nice day, the delinquent up above is 
not the one who will get tired first. 

Another problem akin to this which might arise as flying 
becomes more comfortable is of how to rouse a pilot should 
he fall into a gentle slumber on a warm afternoon with 
nothing to do but an hour or two’s solo. On Mr. Broad’s 
recent twenty-four hour endurance flight he was seen from 
another Moth and appeared at first sight to be asleep. He 
was in reality only reading a novel, but if he had been 
asleep, what could have been done? In both problems there 
is food for thought. The flippant might suggest the pro- 
verbial lemon as the solution, whilst the cynical might give 
the answer as being ‘‘in the infirmary,’’ sooner or later! 


News has come through from Baghdad concerning the 
Vicomte and Vicomtesse de Sibour, who are globe-flying at 
ease in their Gipsy-Moth. he Vicomte has been enjoying 
some gazelle hunting by air, which would seem to be quite 
good fun and not as unsporting as it might appear. The 
gazelle being the swiftest and most graceful living thing on 
the desert (with due respects to the R.A.F.) a Moth is not 
an unfair match. In fact the gazelle has the laugh when 
it comes to changing direction quickly. 

In this respect the sporting gun which the Vicomte would 
carry is the compensating factor and like most other sports 
it becomes a battle of wits. The Vicomte on returning from 
one trip had two very fine specimens in his locker which 
were so weighty that they caused him to land a little heavily, 
but happily without any damage to the machine.—c. A. Ss. 


FLYING SCHOOLS. 
The Brooklands School of Flying. 

[Sec.: H. S. Hamilton, Brooklands Aerodrome, Byfleet.] 

Report for week ending Dec. ». 

Instructor: Capt. E. A. Jones. Ground. Engineers: W. S. Hellon, 
W. A. Watts. Aircraft: 2 (WJ and VE). 

Flying Time: 13° br.; Instruction: a2 (9 -br.); Soloists; 2 (3) hr: 
Io min. ’ 

Notes.—We welcome the following new pupils—Messrs. A. V. C. 
Douglas, W. I. Mummery, I,. R. Nienwenhuizer. 

The School machines helped to further the cause of the British 
Film Industry on Saturday morning, taking off in formation and 
other manceuvres, which proved very successful. 

Nothing daunting, pupils have turned out in great forces for much 


aviation despite the cold and frosty mornings this week. 


THE FLYING CLUBS. 
The London Aeroplane Club. - 


[Sec.: Harold E. Perrin, 3, Chfford Street, London, W-1.] 
Aerodrome: Stag Tane Aerodrome, Edgware, Middlesex. 


Report for week 
Instructors: V. 
Engineer: 


ending Dec. 9. 
HH! Baker; M.C;, AGE CS 
Cc. Humphreys. Aircraft: 2 


F. R. Matthews. 
(MP and XS) 


Flying Time: 22 br. 55 min.; Instruction:= 16 (11 Brews min.); 
Soloists: 13 (1r hr. 50 min.). 

Notes.—Mr. J. M. Gittins completed his cross-country flights and, 
altitude test for his “B” Licence. 


Christmas ‘Closing.—Members are notified that the Club will cloms 
down for the Christmas holidays on Sunday evening, Dec. 23, and 
re-open on ‘Tuesday, Jan. 1. ; 

Flying Time for the Month of November. 
305 flights (110 hr. 45 min.); Instruction: 
Soloists : 114 flights (46 hr. 50 min.); Passengers: 
Tests: 56 flights (8 hr. 20 min.). 
The Lancashire Aero Club. 
[Sec.: F. W. Atherton, Woodford, Cheshire. ] 
Report for week ending Dec. 8. 


Tota! : 
5 min.) ; 


10 flights 
(3 hr. 30 min.); 4 


Chief Instructor: D. E. Hall. Voluntary Asst. Instraictoss |e 
Cantrill and J. J. Scholes. Ground Engineers : Bartram and Chapman, 
Aircraft :- 4 (XD, PH, QL5.M!o): ae, 3 

Flying Time: 21 hr. 35 -min.; Instruction: 9 (5 ht. 5 aaa 
Soloists (under instruction) : 2 (1 hr.); eis 1 Pilots 17. (esis min.) ; 
Passengers : 13 (10 hr. 55 mine; Tests: 2 hr. 5 min, 

Notes.—At last we have got all our aaeniae in commission once 


more. ‘The new undercarriage on the Avian QI, is most satisfactory 
and the Chief Instructor reports that he can now almost go to sleep 


while giving landing practice. 

The week’s flying has been chiefly remarkable for the number 
of cross-country flights and the number of forced landings. While 
the weather hzs on the whole been good there has been a nasty 
haze which made it very easy to lose the aerodrome. On one day 
Mr. Iacayo and Mr. Kay both lost themselves within a few miles 
of it. Mr. I.acayo returned. in safety after landing at Knutsford to 
inquire the way. Mr. Kay flew for°an hour and finally landed near 


Shrewsbury, some seventy miles away. ‘The machine was brought 
back by Mr. Hall the following day. Mr. Gort, on a cross-country 
to Hooton, lost himself but managed to get down safely at Sealand. 
Mr. Cantrill lost his prop through stalling at 1,200 ft. 
the bitter cold was unable to restart it by diving. He made a safe 
landing about a mile from the aerodrome. He was very cross because 
the staff did not come to his assistance for about an hour and the 
position was not improved by the explanation that as he had a 
charming lady passenger on board they thought there was no hun 
The Yorkshire Aeroplane Club. 

[Sec.: Lieut.-Col. Walker, The Aerodrome, Sherburn-in-Elimet.] — 

Report for week ending Dec. 8. 

Instructor: G. R. Beck. ‘Ground Eneiecem aR 
(TB, SV and RF). * 

Flying Time: 16 hr.; Instruction: 6 (3 hr. 30 mini) “Ae eos 
6 (xr hr. 55 min.); Passengers: 2 (20 min.); Tests: 3 (5 anime 

The Newcastle-upon-Tyne Aero Club. 

[Sec.: J. ‘T. Dodds, Cramlington Aerodrome, Northumberland. ] 

Report for week ending Dec. 9g. : 

No. flying has been possible on Club machines as none has yet 
been restored to service, but several members have had instruction 
on the Renault-Avro belonging to Pleasure Flying Services. It Was 
hoped that IX would have been ready to-day, but it will be ready 


Morris. Aircraft: 3 


for service on Monday, and PT is expected to be on service on 
Wednesday. 
The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth. ] 

Aerodrome: Castle Bromwich, Birmingham. 

Report for week ending Dec. 8. 

Instructors: Flt., Lt. T. Rose, D.F.C., and W. WH. Sutcliffe 
Engineer: W. J. Halland. Asst. Engineer: G. Rees. Aircraft: 1 (LT). 

Flying Time: 16 hr. 5 min.; Instruction: x11 (5 dhr.); Soloists ; 9 
(9 hr. 50 min.); Passengers: 3 (50 min.); Tests: 25 min. os 

Notes.—On Monday Mr. C. W. R. Gleeson made his first solo and 
on Saturday passed for his ‘‘ A” Licence. 


Mr. M. C. Wilks also successfully did the flying tests. 

All the flying this week has been done on LI. XT has been out 
of commission for change of engine, and IW is having her annual 
overhaul. 


The Hampshire Aeroplane Club. 


[Sec.: H. J. Harrington, The Hampshire Aeroplane Club, Hamble.] 
Aerodrome: Southampton Aerodrome, Hamble. 

Report for week ending Nov. 30. a 
Instructors: Flt. Lt. F. A. Swoffer, M.BE., and W. H. Dudley. 


Ground Engineers: E. Lenny and J. Elliott. Aircraft: 2 (OI and OH). 
Flying Time: 12 hr. 35 min.; Instruction: 11 (6) tes min.) 5 
Soloists: 2 (2 hr. 25 min.); “A” Pilots: 4°(@ hi .ea5sene Tests : 


5 (40 min.). 

Notes.—On Wednesday last we were flying for the first time for 
8 days, our inactivity being solely due to bad weather. 

Flt. Lt. Swoffer is away at present doing his annual training and so 
all instructional work falls on Mr. Dudley. 

On Wednesday last Sir Alan Cobham visited Bournemouth and he 
was met by members of the Committee of our Bournemouth Branch, 
who entertained him to lunch and generally took charge of affairs. 

Flying time for month of November: 102 hr. 25 min.; Instruction : 
64. ht. 5. 2Soloists ¢- ae ahr G AS Pilots Ome Instructors’ Solo: 
6 hr. 25-min.; Passengers :-x hr. 30 min. us 

Report for week ending Dec. 7. ; 

Instructors: Flt.. Lt. F. A. -Swoffer, M.B.E., and W. H. Dudley. 
Ground Engineers: . Lenny and J. Elliott. Aircraft: 2 (OI and OH). 

Flying sieges ueetitics 40 min.; Instruction: 9 (4 hr. 40 mitt.) ; 
“A” Pilots: 7 (2, hr. 5 min.); Tests: 5, (x hr. /5 mime 

Notes.—The ehace item of interest to report this week is the first 
Annual Dinner of our Bournemouth Branch, which was held at the 
Royal Bath Hotel, Bournemouth, on Monday last. Sir Sefton Brancker, 
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Sir James Hosker, the Mayor of Bournemouth and Alderman Thwaites 
were among the distinguished visitors present. It is gratifying to look 
back upon the progress made by our Bournemouth Branch since its 
inception in the spring of this year. The sending over of a machine 
once or twice a week has promoted such keenness that it is con- 
fidently expected that next year an aeroplane and an Instructor will 
be permanently installed. Mr. Grahame Gibbs and his Committee 
have done a tremendous amount of spade work and they hope before 
long to acquire an aerodrome of their own. 

We were particularly pleased to see our indefatigable D.C.A. at the 
Dinner, the more so as he had to be in Canterbury the following 
morning for the enthronement of the Archbishop, and the weather 
was too foggy for flying. Not to be outdone, one of the Bournemouth 
members, Mr. H. S. Knight, placed his car at Sir Sefton Brancker’s 
disposal and drove through the night, arriving at Canterbury at 7 a.m. 
He returned to Bournemouth at 7. p.m., having driven a distance of 
347 miles without sleep and through a considerable amount of fog. 
We consider this not at all a bad show after a Club Dinner. 

We regret to have to report the death in a Nursing Home of our 
oldest flying member, Mr. A. M. Reuther. He was over 7o years 
of age, but greatly preferred being in the air to the ground. Although 
living at Bournemouth he frequently made the arduous journey by 
train, tram and ’bus to Hamble, leaving home at 7 a.m. so that he 
might fly in the weekly machine leaving Hamble for Bournemouth. 
His keenness might well be emulated by a host of younger men. 


The Norfolk and Norwicl, Aero Club. 
[Sec.: G. McEwen, The Aerodrome, Sprowston, Norwich.] 
Report for week ending Dec. 9. 


Instructor: B. Young. Ground Engineer: A. Kirkby. Aircraft: 
2 (ZW and QX). 
Flying, .Time: 12 hr. ssamin.; Instruction: 6 (5 hr. 5 ‘min:): 


Soloists?) 42(40 re 15! at.) A Pilots eS (3 cht. outline emesis: 
5 min. 

Notes.—Much better weather of a bright, frosty nature has brought 
the pilots out, although a little ground mist has been troublesome at 
times. It is more cheering to do a bit of flying for a change after 
sitting around for the last week or two. 

On and from Monday, Dec. 17, until Tuesday, Jan. 1, 


be closed down for staff Xmas Holidays. 


The Suffolk and Eastern Counties Aeroplane Club. 


the Club will 


[Sec.: Major P. L. Holmes, D.S.C., The Aerodrome, Hadleigh, 
Suffolk.] 

Aerodromes: Hadleigh, 2 miles E. from Hadleigh, Suffolk, and 
Conington, 8 miles W.NW. from Cambridge. 

Report for week ending Dec. 8. 

Instructor: G. E. Lowdell, A.F.M. Ground Engineers: “A and 
C,’ J. Shearman) *° Cy-"on> Mayhew.) SeAr2sG. Wcecleys. Aircrnant. 23 
(RE, SZ and UH). 

Flying Time: 14 hr. 20 min.; Instruction: 6 (8 hr. 30 min.); 


Soloists (under instruction) : 3 (1 hr. 10 min.); “A” and “B” Pilots: 
5 (4 br. 5 min.); Passengers: 1 (5 min.); Tests: 8 (40 min.). 

Notes —Dr. Dunn and Mr. Colingwood made successful first solos 
during the week. 

Mr. Schofield flew over to Norwich and Dr. Sleigh answered a call 
to render first aid after a motor accident by flying over to the scene, 
thus saving about 20 minutes. 

The week has been somewhat marred by fog, with the result that 
there was no instruction at Cambridge and consequently no Ipswich— 
Cambridge airway. 

We deeply regret the loss of Mr. F. Verney, an “A” Licence 
pilot and one of our most popular and keenest members, who died 
suddenly on Friday. He had an accident playing Rugger some weeks 
ago and had been laid up with a broken ankle. We desire to express 
our deepest sympathy with his relatives in a loss which we also feel 
keenly. 

Mr. E. Mayhew, our ‘C” Licence ground engineer, retired to bed 
with ’flu on Saturday, but Mr. J. Shearman, the representative of 
the Blackburn Aeroplane Co. at Martlesham, came to our rescue. 


The Liverpool and District Aero Club. 

[Sec.: J. Ellis, Hooton Park Aerodrome, Wirral.] 

Report for week ending Dec. 1. 

Instructor 3) Bit. Sete. B. Allens 
Aircraft: 2 (WK and XX). 

Flying Time: 8 hr.; Instruction: 13 (6 hr.); Soloists: 3 (45 min.); 
“A” Pilots: 4 (1 hr. 5 min.); Passengers: 1 (30 min.); Tests: 2 (10 
min.). 

Notes.—Gales and rain have again curtailed our flying. 

To add to our troubles Mr. Pixton is laid up with a severe attack 
of ’flu and neuritis. We hope, however, to have him back to duty 
during the course of next week. We also regret to report that 
Fit. Lt. Allen is suffering from quinsey which will keep him on the 
sick list for a few days. 

Mr. Jack Chapman, the Lancashire Club’s Ground Engineer, who 
also holds an “A” Licence, very kindly came to our assistance, 
flying over to Hooton each morning when the weather was suit- 
able with Mr. Bartram, Rigger, as passenger. After examining and 
signing out the machines they returned to Woodford. 

On Saturday last some careless oaf mis'aid the key of the “ wine 
cellar” causing great inconvenience and a broken door. 

Altogether a black week. 


Ground Engineer: H. Pixton. 


MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


THROUGHOUT THE WORLD. 


a rth 
ar, casi Manufactured to Specification 2.V.3 by KINLAND 
@ limes) LONDON. 


THE AERONAUTICAL & PANEL PLYWOOD CO., LTD., 218-226, KINGSLAND RD., LONDON, E.2: 


Report for week ending Dec. 8. 

Instructors: Flt. J. B. Allen, Flt. Lt. Sullock (Hon. Instructor), 
Ground Engineer: Mr. B. R. Nutter is acting as Ground Engineer 
during Mr. Pixton’s indisposition. Aircraft: 3 (WK, XX and XY). 

Flying Time: 11 hr. 40 min.; Instruction: 18 (8 hr. 10 min,); 
Soloists (under instruction): 4 (x hr. 50 min.); “A” Pilots: 3 (rz 
hr.),; Passengers: 1 (15-min.); Tests: 5 (25 min): ; 

Notes.—Mr. Sullock, who is kind enough to take a busman’s holi- 
day by acting as our Honorary Instructor, has given us every minute 
of his spare time whilst Flt. Lt. Allen has been ill, with the result 
that our flying time is excellent considering the unfavourable weather, 
We are pleased to report that Flt. Lt. Allen has now recovered and 
started work again on Saturday. Mr. Pixton is still on the sick list, 
We have been fortunate however in securing the services of Mr. 
Nutter as Ground Engineer. 

Owing to the indisposition of Staff, the Club will be closed down 
until Dec. 27, with the exception of week-ends, when flying will 
take place with Mr. Sullock in charge. Saturdays 2 p.m. to dusk, 
Sundays 11 a.m. to dusk. 

We really doubt whether Fit. Lt. Allen should have his sick leave, 
as he was so full of pep and vim on his return to work on Saturday 
that he quite swept Mr. Barber off his feet. He did this with the tail- 
plane of XX when turning round. Mr. Barber executed a graceful 
parabola and a tail-first landing, and Mr. Nutter skilfully repaired 
the leading edge of the plane on Sunday morning, incidentally demon- 
strating that “King Dick’? spanners make quite efficient gluing- 
cramps. 

We were delighted to read of Capt. Stack’s latest distinction in 
the Lancashire Club’s December “ Hlevator”? and thank the Editor 
for making the matter (as Milton Hayes would say) quite clear! 

The Southern Aero Club. 

[Temp. Hon. Sec.: Miss N. B. Birkett, Shoreham Aerodrome.] 

Report for week ending Déc. 9. 

Aerodrome: Shoreham. ; 

Flying has unfortunately been at a standstill during the past two 
weeks, owing to our dual Avro 504K, G-EBYB having been damaged 
by the recent gales. A particularly nasty gust carried away a section 
of roofing on a new hangar, dropping it onto the machine’s top 
planes. However, she wili be flying again this week. 

In the meanwhile members have been spending plenty of time 
sampling our newest innovation,—a sandwich bar and buffet in the 
clubhouse. There, one can obtain anything from a cocktail—yes, we 
have a licence—to a complete luncheon or tea. Owner-pilots passing 
this way please note. ; 

Vast improvements have taken place at the aerodrome, and new 
hangars and workshop accommodation are nearly comnipleted. 


The Bristol and Wessex Aeroplane Club. 
[Sec.: Major G. S. Cooper, D.S.O., Filton Aerodrome, Glos.] 
Telephone and ‘Telegraphic address Filton 53. 
Report for three weeks ending Dec. 8. 


Instructor: KE. B. W. Bartlett. Ground Engineer: A. W. Webb. 
Aircrafts 2 (XV and) YE): : 
Flying Time: 29 hr. 55 min.; Instruction: 6 (10 hr. 45 min); 


Soloists (under instruction): 1 (x hr. 55 min.); “ A’ Pilots: 9 (14 hr. 
55 min.); Passengers: 4 (45 min.); Tests: 17 (aq egseauie 

Notes.—The beginning of December has been a little more cheerful, 
in spite of the mist and fog which have taken the place of the 
gales of last month. We unfortunately lost the services of our 
Instructor for a week while indisposed, but Mr. J. E. Tratman and 
Mr. E. V. Culverwell most kindly came to our assistance and enabled 
the Club to carry on during his absence, for which we are very 
grateful to them. 

On Dec. 1 a Bristol footballer who had lost his train was taken 
to Cardiff and landed on the racecourse close to the ground in time 
for his game. On the 7th Mr. Hall flew to Southampton and back 
having rather an unpleasant experience with fog which he suc- 
cessfully negotiated near here on the return journey. 

The Cinque Ports Flying Club. 

[Hon. Sec.: R. Dallas Brett, 3114, High Street, Hythe, Kent.] 

Aerodrome: Lympne. 

Report for week ending Dec. 8. 

Instructor: H. G. Travers, D.S.C. Ground Engineer: R. H. Wynne. 
Aircraft: 1 (NN). 

Flying Time: 14 hr. 
Soloists (under instruction) : 
(x5 min.) 5 “Tests sero amin. ; 

Notes.—The weather was far better this week and flying took place 
every day. 

On Dec. 3 Mr. Hamilton, R.A., who is doing a Course at the Small 
Arms School, Hythe, did his first solo in style, and was followed on 
Dec. 6 by Mr. Armstrong Payn of Deal, who also put up a good 
performance. I 

On Dec. 8 we were glad to receive a visit from Col. Strange 1m 
a Mark 3 Cirrus Spartan. The machine was examined with great 
interest by the members and appears to be a most ingenious and 
efficient design. We hope to see more of Col. Strange and the Spartan 
in the near future. 

The Club will be open throughout the Christmas holiday, with the 
exception of Christmas Day, and it is hoped that members will take 
advantage of this opportunity to obtain their “ A” Licences. 


ro min.; Instruction: 9 (6 hr. 30 min.); 
6 (7 hr. 15 min.)5 “A's Pilots 
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: METAL CONSTRUCTED © : 
~ SUPERMARINE NAPIER “SOUTHAMPTON” FLYING BOATS 
HAVE FLOWN 23,000 MILES,AGRAND TOTAL OF 


~— 92,000 macuine mies, 
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E DURABILITY, HIGH EFFICIENCY, SEA A 


HERE toe NO SEILER ALR: 
CRAPS bu BESSINGLHE  WORED 
THAN AanpnoP TUBES 


THUS THE QUESTION OF 

TUBULAR. GONSTRUGLION —IS 

A SIMPLE ONE HES he 

SIGNER KNOWS THAT IF HE 
A GOOD EXAMPLE OF <* || SPECIFIES AannP TUBES HE 
PEP AIRCRAFT TUBE WORK CANNOT GO WRONG 


HIS S 2%".0.D. x 176 AND 7 ’ 
HAS ABEND AND A crank in | ;Jh IDS MADE WITH STEBL 


A FINISHED LENGTH OF 14%’ ‘LUBES#elLi'S= BES TVA Dp Ee By 
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ASK ANYONE, IN... THE ,; AIR- 
CRAFT WORLD 


ACCLES & POLLOCK rp 


EXPERITSSIN: AIRCKAFE TUBULAR. CONSTRUCTION 
OLDBURY, BIRMINGHAM 
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THE NEW LIGHT 


AUTOGIRO 


A.D.C. Cirrus Mark III 85 hip. 


engine. I wo-Seater Dual Control.’ 
MAXIMUM SPEED - 95 M.P.H. 
CRUISING SPEED - 75 M.P.H. 


A LIGHT 
WITH SAFETY. 


AEROPLANE 


NO STALLING. 


CONTROL AT ALL SPEEDS 


For particulars apply to:— 


The CIERVA AUTOGIRO Co., Ltd. 


BUSH HOUSE, 
ALDWYCH, LONDON, W.C.2. 


Telephone :—CENTRAL 4861. 


COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. | 
Trips per Day.—Sunday, 2; Monday, 8; Tuesday, 16; Wednesday, 8; 
Thursday, 16; Friday, 18; Saturday, 17.’ 
IMPERIAL AIRWAYS LtD.: 
London—Paris—Zurich; London—QOstend—Brussels—Cologne and re- 
turn: Machines 34, passengers 157, freight 13 tons. 
AIR UNION: 
Paris—London and return: Machines 18, passengers 32, freight 12} 
tons. ; 
B gal Os Oe 
Amsterdam—Rotterdam—London and return: Machines 12, passengers 
19, freight 4% tons. I 
SABENA : 
Brussels—lLondon and 
2 tons 
DEUTSCHE LUFTHANSA A.G : 
Amsterdam—I,ondon and return: 
r ton, 
MISCELLANEOUS : 
British machines 2, passengers 2. 
Foreign machines o, passengers o. 
Total number of trips by British Machines, 36, carrying 159 pas- 
sengers. Foreign Machines, 49, carrying 63 passengers. 


COMPARATIVE FIGURES. 

Week ending Dec. 8: 

Machines, 85; Passengers, 322; Crews, 168; Total personnel, 4oo. 
Corresponding week, 1927: 

Machines, 47; Passengers, 159; Crews, 81; Total personnel, 240. 
Corresponding week, 1926: , 

Machines, 40; Passengers, 122; Crews, 47; Total personnel, 17e. 
Corresponding week, 1925: 

Machines, 63; Passengers, 147; ‘Crews, 71; Total personnel, 218. 
Corresponding week, 1924: 

Machines, 31; Passengers, 83; Crews, 37; Total personnel, 12e. 
Corresponding week, 1923: 

Machines, 43; Passengers, 45; Crews, 73; Total personnel, 118. 
Corresponding week, 1922: 

Machines, 36; Passengers, 123; Crews, 70; Total personnel, 103. 
Corresponding week, 1921: e 
Machines, 11; Passengers, 20; 
Corresponding week, 1920: 
Machines, 11; Passengers, 14; Crews, 12; 


return: Machines 10, passengers 6, freight 


Machines 16, passengers 6, freight 


Crews, 19; Total personnel, 39. 
Total personnel, 2600 


AFRICAN AIR SERVICES. 


In the House of Commons on Dec. 10 in reply to a question 
by Sir R. Thomas, the Secretary of State for Air said that 
the basis of an agreement had been reached between Im- 


perial Airways Ltd. and Cobham-Blackburn Air Lines Ltd. ” 


for the operation of an African air route, but, pending the 
receipt of their proposal he was not in a position to make 
any further statement in the matter beyond saying that 
he hoped that a through African service would be found prac- 
ticable. 


THE ABOLITION OF ‘ PORT.” 


Air Ministry Notice to Airmen No. 81 of Dec. 5, 1928, 
states :— 

As from the date of issue of this Notice, the terms “ port” and 
“ starboard? will cease to be used in relation to civil aircraft. ‘These 
terms will be replaced respectively by the terms “left”? and “ right,” 
which will be used in all cases. 


‘‘ Thank God we’ve got a Navy! ’’ And anyhow, there is 
a lot to be said for talking of port and starboard engines, to 
avoid confusion with left-hand and right-hand engines. 


NEW WORLD’S RECORDS. 


The Royal Aero Club has been notified by the Fédération 
Aéronautique Internationale that the following World’s Re- 
cords have been granted :— 

Class B. Airships. 

Distance: (Germany).—Dr. Eckener, Lakehurst, United 
States—Friedrichshafen, Germany, Oct. 29, 30, 31, Nov. 1, 
1928, L.Z.127 Graf Zeppelin (five 450/550 h.p. Maybachs)— 
6,384.500 kms. 

Class C. Aeroplanes. 
Useful Load Transported. 2,000 Kilograms. 


Speed over 100 kms.: (France).—Paillard and Camiplan, Le 
Bourget—Gondreville, Nov. 23, 1928, Bernard 190 T. Mono- 
plane (600 h.p. Hispano-Suiza)—223.546 kms. 


Light Aeroplanes :—3rd Category. Single-Seater. 
Weight empty from above 200 Kilograms to 350 Kilograms 
inclusive. 

Distance in a Straight Line: (Czecho-Slovakia).—Capt. A. 
Vicherek, Prague-Bednodemjanovsk, Russia, Oct. 5, 1928, 

Avia Monoplane -(60 h.p. Walter)—2,o11 kms. 


NEW COMPANIES. 


THE DESOUTIER AIRCRAFT COMPANY IIMITED.—Private co. Registered 
Dec. 3. Capital, f21,15¢ in 20,00c 1c% cumulative preference shares 
of £x each and 23,000 ordinary shares of 1s. each. Objects: To acquire 
licences to manufacture and sell in the British Empire and Southern 
Ireland and to thoroughly exploit inventions and designs of aero- 
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AJAWB Richmond Surrey 


BoA 


950 B.HLP. (Six-Cylinder 
Direct Drive) 1,350 R.P.M. 


LOW PETROL CONSUMPTION, 

.48 lbs. per B.H.P. Hour. 
LOW OIL CONSUMPTION, 

.O1 Ibs. per B.H.P. Hour. 


The Beardmore ‘‘Cyclone” Aero Engine marks a 
distinct forward stepindesign. Thecombination 
of direct drive and low head r sistance and slow 
moving propeller makes for great aerv dynamic 
efficiency. Simpicity in desig. ensures low 
maintenance costs. 


WILLIAD 


Enquiries may be 
directed for con- 
venience to Aero 
Engine Depot, 
William Beardmore 
Se Cox Std. 36: 
Victoria St., S.W.1. 


COMPA LimMmiTreEp 


PARKHEAD, GLASGOW. 


1912 “SHORT” No. 38 TYPE BI-PLANE 
figured in Army manoeuvres 1913 and saw Active Service during early part of the war. A machine 
of this type was one of the first aeroplanes to be fitted with a gun and another with wireless. 


16 YEARS AGO. Messrs Short Bros. have always been famous for the 
design and efficiency of their Aircraft, and in 1912 the above machine was the 
latest product of the Eastchurch Factory. For the machines they constructed in 
those days they used as they still do 


CELLON 


WE eioy, puuaceiope of wbroved Efficiency Ae ier aaiec eors iio 


Cellon (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 


61-60 
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planes; to manufacture, dispose of and exhibit all types of aircraft 
and aircraft engines, etc. 

The subscribers (each with one preference share) are: J.. Wingfield, 
61, Cheapside, E.C.2, solicitor. E. C. Cornish, 46, Malcolm Road, 
Coulsdon, Surrey, solicitors’ managing clerk., The first directors are 
M. I,. Bramson and M. Desoutter (chairman). Remuneration, as fixed 
by the co. Solicitors: Wingfield, Halse and Trustram, 61, Cheapside, 
Baer: 

Irish AIRWAYS J.TD.—Private company. 
30. Capital, £100 in £1 shares. Objects: 
work lines of aerial conveyances between such places in Ireland 
as may be from time to time selected by the company. The subscribers 
(each with one share) are: A. J. Browner, 28, Herbert Place, Dublin, 
solicitor’s assistant. J. McBreen, 88, Grosvenor Square, Rathmines, 


Registered’ in Dublin, Nov. 
To establish, maintain and 


Dublin, solicitor’s assistant. Solicitors: Arthur Cox and Co., 40/43, 
Stephens Green, Dublin. 
Tue Irish AERO CLUB Ltp.—Registered in Dublin, Nov. 26, as a 


company limited by guarantee. Objects: To take over and assume all 
or any of the assets, rights and liabilities of the Irish Aero Club, and 
to establish, maintain and conduct a club or clubs for the furtherance 
of Civil Navigation. The directors are: W. A. Armstrong, 8, Eaton 
Square, Monkstown, Co. Dublin, insurance broker. F. M. Summer- 
field, Cuil-na-Greina, Sutton, Co. Dublin, motor-car importer. Dr. 
O. (St.. J.. Gogatty, 15,° Bly (Place, Dublin. ~ Col.-J. ‘C) Bitzmaurice, 
Baldonnell Aerodrome, Co. Dublin. Col. C. F. Russell, 46, Frankfort 
Avenue, Rathgar, Dublin. O. G. Esmonde, 30, Upper Pembroke Street, 
Dublin. F. Fitzpatrick, Roebuck Mount, Dundrum, Co. Dublin, 


barrister. J. J. Reddy, 52, Dawson Street, Dublin, motor-car importer. 
M. P. Rowan, 51/52, Capel Street, Dublin, seed merchant (P.C.). 
M. McDunphy, 26, Haddon Road, Dublin, civil servant. Solicitors: 
Arthur Cox and Co., 42/3, Stephens Green, Dublin. 


PERSONAL NOTICES. 


DEATHS. 

BERRY.—On Dec. 6, at Luctons, Lee-on-Solent, Amy, the beloved 
wife of Harry Berry, R.A.F. 

TOSTEVIN.—On Dec. 10, near Whittlesford, as the result of a col- 
lision in the air, F-S. Osmond Cecil Tostevin, R.A.F. 

MARRIAGE. 

TUKE—MOLLER.—On Dec. 8, at Brompton Oratory, Lieut. S. C. 
Tuke, R.N. (Flg. Off., R.A.F.), son of the late Rear-Admiral and Mrs. 
Tuke, and Miss Marjorie Moller, daughter of the late Mr. and Mrs. 
W. H. Moller, of Tedney House, Clifton-on-Teme, Worcester. 

FORTHCOMING MARRIAGE. 

EGGLESFIELD—HYLAND.—The engagement is announced between 
Mr. Laurence Alfred Egglesfield, R.A.F., only son of the late Mr. 
and Mrs. T. W. Egglesfield, of Beeston, Notts, and Joan Margaret, 
only daughter of the late Mr. John W. Hyland and of Mrs. Hyland, of 


“The Turret,’ Albany Park, Kingston-on-Thames. 
BIRTH. 
GILLEY.—On Dec. 7, at 27, Welbeck Street, Wr, to Kathleen 


(née Stocken), wife of Sq. Ldr. D. Gilley, R.A.F. (retd.)—a daughter. 


HANDLEY PAGE 
AUTOMATIC SLOT CONTROL 


** STALLING’ 


THE CHIEF DANGER. 


Examination of each of the accidents due to stalling 


shows that in all probability not one of them would have 


the machines 


occurred if 


had been 


fitted with the 


HANDEEY (PAGE) WING? volvo Ps=2 


HANDEEY (PAGE eps 
Cricklewood, 
Lonpon, N.W.2. 


‘* Morninc Post,” 
29th November, 1928. 
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SE. SAU N D E RS Limited gf 


DESIGN ERS 6CONSTRUCTORS OF ALL 


DESCRIPTIONS OF 


WOOD AND METAL. 
Patentees 6Manufacturers of the famous 
‘CONSUTA’ Laminated Wood. | 


EAST COWES ISLE OF WIGHT *® 


BUSH HOUSE..ALDWYCH.LONDON.WC 
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“WE LIVE IN DEEDS NOT YEARS.” 
(P. J. Bailey) 
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ON THE ZAMBESI.-—A D.H.9 (240 H.P. Siddeley ‘‘ Puma” engine bMnging to the Aircraft Operating Co., Ltd., 
moored to the bank of one of the upper reaches of the Zambesi Rive e 400 miles from the nearest railway station. 


For the great speed, flight 


by were fitted 
Flight Lieut. in the 

D’ARCY Supermarine 
GREIG Napier. 
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wi : oe 7 Pre era 2312. 


Factories :- 
Hendon (London,NW.2) 
New York (U.S.A.) 
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YET ANOTHER CONTINENT 
CONQUERED BY THE AVIAN! 


NCE more the unequalled reliability of 

the Avro-Cirrus-Avian has been de- 
monstrated by an amateur pilot in the person 
of Miss Amelia Earhart. In a return trans- 
continental trip, from New York, via St. Louis 
and El Paso to Los Angeles and back to 
New York via Salt Lake City and Chicago, 
Miss Earhart flew eight BSE LG care-free 
miles. 


Following the remarkable flights of Hinkler 
and Lancaster through Europe and Asia to 
Australia, of Lady Heath through Africa and 
Europe to England, and of Murdoch from 
England to the Cape, this double flight 
across America 1s a crowning achievement 
for the Cirrus-Avian. 


A. Vi@ROE  & CO ips 
Newton Heath, Manchester. 


London Office: 166, Piccadilly, W.1. 
Experimental Works: Hamble, Southampton. 


A CROWNING ACHIEVEMENT 
FOR THE CIRRUS-AVIAN 
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ON TWENTY-FIVE YEARS OF FLYING. 


“We in England did not invent flying, so perhaps we may 
e excused from being so enthusiastic about the twenty-fifth 
nniversary of the first power-driven flight as are some of 
ur brethren in the United States. The phrase ‘‘ some of 
ur brethren ’’ is used advisedly, for there is in America 
uite a considerable faction in the aeronautical community 
‘ho are no more enthusiastic about Mr. Orville Wright’s 
rst flight on December 17, 1903, than we are in this country. 
This faction claims that several people in the United 
tates, including the bright particular stars of the Smith- 
onian Institute at Washington, knew a great deal more 
bout flying than did the Wright Brothers when they actu- 
lly flew. And the opinion still persists that Professor 
angley, now no longer with us, with Mr. Manley, and 
arious other of their associates, produced a practicable fly- 
ag machine, although the Wright Brothers’ machine was 
Ge first to be launched off the ground. 
We also might claim, if we wanted to do so, that Sir 
»eorge Cayley in 1805 or thereabouts, knew quite as much 
bout flying as did either the Wright brothers or the Smith- 
onian Institute about one hundred years later. The only 
nfortunate thing was that Sir George Cayley lived before 
he davs of the petrol engine, and so, though he built, or 
t any rate was capable of building, a satisfactory glider, 
e never actually produced what American aviators at one 
ime used to call a gasoline kite. And the Henson-String- 
ellow monoplane did fly, as a model, eighty years ago. 
Take it which way you will, there is no getting away 
rom the fact that on December 17, 1903, Mr. Orville Wright 
ras launched into the air on a petrol-driven aeroplane and 
emained in the air for a distance of some 800 yards or so, 
nd thus acquired the right to be considered the pilot of the 
rst aeroplane which ever flew. Consequently anybody who 
yants to celebrate aeronautical anniversaries may just as 
vell start dating them from December 17, 1903, as from any 
ther date, disputed or undisputed. 

TH: Way OF THE PIONEER. 
Mr. Orville Wright and his brother, the late Mr. Wilbur 
Vright, certainly deserve full credit for being the first 
eople to start making the World airminded. They pos- 
@€ssed aerobatic skill of a very high order. But their 


THE FIRST MAN-C 
view in the Science Museum, South Kensington. 


machine was one of those curious dead-end designs, such as 
crop up in all lines of invention, which perform their in- 
tended functions up to a certain point and thereafter can- 
not be developed any further. 

The first steamships, the first railway locomotives, the 
first bicycles, Pennington’s original motor-car and all sorts 
of other pioneer efforts belong in the same category. Their 
designs were such that, after they had shown that they could 
work, soniebody else came along with other designs which 
embodied the same basic ideas and performed very much 
better. 

The fate of all pioneers is almost always the same. The 
very pluck and perseverance which makes a man reach the 
beginning of success in his pioneering seems to carry with 
it an inherent obstinacy which prevents him from scrapping 
his old ideas and starting out on a new line of develop- 
ment. 

All newly-developed countries know the old man with a 
long white beard who lives in a shack on the top of a hill, 
looking at the valley below him full of intensive agricul- 
ture or seething with factories, and imagining that he has 
been robbed of his rights because somebody else followed 
him over the divide and developed the country which he 
discovered. He cannot recognise the fact that the obstinacy 
which bade him ‘‘ Go and look beyond the ranges,’’ when 
he could have made quite a good living at home, also for- 
bade him to take the practical advice and financial help which 
might have made him a rich man, even though those whe 
helped him might themselves have become richer, 

The essence or the pioneering character is, as 
that it wants all or nothing. And most often 
nothing. 

There are pioners of aviation in England to whom this 
description applies. But happily here, as in America, there 
are also what might be described as second-wave pioneers who 
have succeeded. 

After all, pioneering anything is very like attacking a 
Mosition in war. ‘The first wave of the attack is shot dowr 
or worn cut before reaching its objective. The second 
wave may with luck capture the objective and consolidate 
its positicn. , 


a tule, 
it gets 


cinimbithinmieaicc ee 
ay 
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ARRYING AEROPLANE.—The original Wright, most of which, plus renovations, is now on 
The pilot lay prone on the lower piane, alongside the motor, 


which was a four-cylinder in-line, lying on its side. 


966 


Who shall say then who is the more meritorious, the man 
who makes the first attack and falls by the way, or profits 
little thereby, or the man who, having had the way shown 
to him, captures the position and then does work by which 
the whole World profits? Who is the greater man, he who 
made the first aeroplane fly at 30 m.p.hr., or he who a 
quarter of a century later makes one fly at 300 m.p.hr.? 
There is no doubt about who makes the most money. 

THE WHEEL’S FULL CIRCLE. 

The curious thing about practically every mechanical de- 
velopment is that in its most primitive form it approaches 
so nearly to its ultimate form. Iwo examples may perhaps 
illustrate this statement. 

Obviously the most primitive form of boat was a sharpened 
log on which a man sat astride and paddled. ‘hen he hol- 
lowed out the log and sat inside it. ‘hereafter came built- 
up boats, starting with the coracle made of wicker-work 
and skins. And so we proceeded through all the elaboration 
of Roman galleys and the long-ships of the Norsemen, 
through the Elizabethian galleons and the full-rigged clip- 
pers to the combined steam-and-sail paddle boats, and the 
great steamships of to-day. And our last-of-all development 
is the submarine, which is to all intents and purposes a 
pointed steel log with everything inside. 

Or to take an even simpler illustration, in that living men 
have seen the beginning and ultimate development of it,— 
the common or road-side bicycle. It began with the hobby- 
horse,—two wheels of equal size connected by a backbone 
on which a man sat astride and paddled himself with his 
feet on the ground. From it developed the pedal-driven 
bone-shaker with wooden wheels and iron tyres. 

Then came the high bicycle with steel wheels and rubber 
tyres. All kinds of variants followed until it came back 
to the two equal wheels driven by pedals and a chain. And 
now we have a gasoline motor in it and the whole thing is 
so close to the ground that it looks more than ever like the 
original hobby horse. 

Applying this doctrine to the aeroplane, without posing 
in any way as a prophet, we find that the most primitive 
ideas of aeroplanes, namely the original experimentel 
gliders, were nearly all monoplanes—and, if one recollects 
rightly, some of them were cantilevers, or as near as they 
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could be. When the motor-driven aeropiane came along y 
produced all kinds of elaborations such as the Voisin an 
Farman box-kites. And so we came to the braced biplan¢ 
and we are coming more and more to the streamlined, cant 
lever monoplane. | 

‘Tr CANARD ‘Typn. | 

In those early days quite a number of people tried to de 
velop a type with an elevator extended on booms in fror 
This type came to be known as the “ tail-first ”’ type, simp] 
because the elevators were in front instead of behind. An, 
in France it was called the Canard, because the extende 
front beoms made it look rather like a duck. The lack 9 
success of the type seemed later on to justify the tit) 
canard in the other French meaning of the word. 

The chief feature about the canard type was that it ha 
excellent stability fore and aft. But unfortunately nobod) 
ever succeeded in making it stable in any other direction 
Nevertheless there are to-day high-browed scientists wh 
beleve, and are prepared to ‘prove mathematically, tha’ 
the canard type is the type of the future, especially in ver, 
big machines. Apparently among these is Professor: Junkers 
whose colossal flying-boat with thousands of horse-power an¢ 
dozens of engines is to be more or less of this type. 

Whether these scientific calculations are right or not, the 
fact remains that the early canard types were a complet 
wash-out. The original Wright machine was one of them. 
Wilbur and Orville Wright, being born aerobatic artists 
were able to fly it. Perhaps a dozen men altogether in the 
rest of the World managed to fly the type, but it killed ar 
unpermissibly high percentage of its pilots and those whe 
were not killed very soon took to flying other types. 

The Wright Brothers compromised with popular opinior 
by putting a tail on their machine in addition to the front 
elevators. Then they gave up the front elevators and kept 
the tail behind. But by that time other people had gone 
far beyond them in the design and construction of aircraft 
and so, although flying in the rest of the World only began 
in 1909, the Wright aeroplane was a back number by 1912 
The second-wave pioneers had left it behind in three years. 

Of all the other tail-first or canard types, the only one 
which even approached success was that built by the late 
S. F. Cody, who disputes with Mr. A. V. Roe the honour of 


THE LATEST.—TYo:r Fairey TiZF re-onnaissance biplxnes fitted with diiterent typrs OT engines. 


XI, and the Rolls-Royce F-XII. 


one of a batch built to the order of the Argentine Government. 


This order is reversed in the top picture. 


From left 
to right in t’e Fottom picture there are the 450 h.p. Lorraine-Dietrich, the Bristol Jupiter VIII, the Napier Lion 


The Lorraine-engined machine is 
These r2,resent fairly the latest development 


of standard two-seater war-machines, 
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being the first person to fly in England. Like the Wright 
machine, his was almost impossible to fly. Bleriot and 
Voisin both tried the canard type and quickly gave it up. 
Recently the Focke-Wolfe concern in Germany built a 
canard machine and Herr Focke killed himself on it. 


THE PATENT LITIGATION. 

One thing which did much to make the Wrights. unpopular 
in the early days of flying was the legal action taken against 
other aircraft manufacturers who were said to have in- 
fringed the Wright patent. One believes that these pro- 
ceedings were not taken by the Wright brothers themselves 
but by certain financiers in the United States who bought 
the Wright patent under the impression that it was valid. 

To describe precisely what constituted the Wright patent 
would take up much room and would probably be of little 
interest to the majority of modern aviators. Apparently it 
consisted in coupling the rudder control to the wing control, 
which control was achieved by warping the wings as 
ailerons had not then been invented. In this way when the 
wing-tip on one side was pulled down and caused a drag 
on that side of the machine, the rudder was pulled in the 
opposite direction and so tended to counteract that drag. 

When aeroplanes were produced with the kind of control 
which everybody uses in these days the claim was made 
that as the rudder had to be used to counteract the drag of 
the wing-tip or aileron, this constituted an infringement of 
the Wright patent. Considering that the coupling between 
the wing control and the rudder control was the pilot him- 
self and not any kind of mechanical connection, this claim 
always struck one as being far-fetched. 

But it was upheld in the United States Courts against the 
Curtiss Company, who at that time were making much more 
rapid progress than were the people who were running the 
Wright machines, and these legal actions not only wasted a 
lot of money which might have been used in speeding up 
progress, but it definitely hindered the good work of the 
Curtiss Co. Also the fear of legal action prevented a number 
of other people in the States from spending money on 
building and experimenting with aeroplanes. 

In this way, even though indirectly, the very people who 
had conferred a benefit on the World by being the first to 
get off the ground and to show that flying was possible, 
hindered progress by delaying the work of other men who 
ultimately proved themselves to be better designers and 
constructors. of aircraft. 

One does not dispute that the Wright patent was a valid 
patent as far as it went. But one still holds, as one said 
continually in print at the time, that the Wright patent 
did not cover the claims which were made for it. And in that 
way one considers that the policy of the owners of the 
Wright patent was not merely dog-in-the-manger, but was 
actually foolish and short-sighted in their own interests. 

Anyhow, considering it in the light of the money which 
has been made out of aeroplanes, entirety free from the 
incubus of the Wright patent, nobody ever made any money 
worth while out of the Wright patent, and those who tried to 
profit by it got just what they deserved. 


WRIGHT IDEAS. 

There were, however, certain facts about the original 
Wright machine which, as the wheel comes full circle, may 
be revived, though their mechanism must necessarily be 
entirely different. 

The first interesting fact is that the World’s first flight 
was made by an aeroplane launched from a rail. The 
time may come, and quite soon, when every self-respecting 
aerodrome will have a catapult from which to launch aero- 
planes of certain standard types. Such a development is 
nothing like so unlikely as would have seemed some few 
years ago the infection of the English country-side with 
petrol-pumps. 

Practically all the smaller Service aircraft in America and 
a good many in this country have to be designed in these 
days to stand catapulting from ships: And one is quite 
certain that in the next war portable catapults will be used 
for land machines. So we may very well have orientable 
catapults on turn-tables at our aerodromes. is 

Another interesting thing about the original Wright 
machine is that it was driven by pusher air-screws very much 
geared-down from the engine. Also the screws were out 
on the wings with the engine in the middle of the machine. 

If anybody can produce a decent drive for airscrews or 
can manage to balance a machine so as to get two or more 
independent engines driving pusher-screws out on the wings, 
we shall have made quite a good deal of progress towards 
efficiency and comfort. 

Another interesting point is that the early Wright 
machines had no wheels. They started off a catapult carriage 
and landed on skids. There are good practical engineers 
who consider to-day that by this time we ought to have 
dropped wheels and have taken to some form of caterpillar 
landing carriage. 

Perhaps twenty-five years hence those of us who survive 
may be holding another celebration to recognise the fact 
that fifty years previously the Wright brothers produced 
pusher-screws and a sensible starting and landing me- 
chanism. And when we do, their claims will have just 
about as much justification as some of the claims which 
are made to-day for the Wright brothers. 

Nevertheless, the fact remains that twenty-five years ago 
the first human flight was made. And so aviating people 
all over the World are justified in celebrating the fact that 
the first man who flew is still alive and well twenty-five 
years afterwards. : 

That certainly is cause for jubilation. Long may he live 
and may his remaining days be happy, free from the turmoil 
which might have been his if the original humble invention 
of the Wright Brothers had become Big Business.—C. G. G. 


THE JUBILEE CELEBRATION. 

On December 17, being the twenty-fifth anniversary of the 
first flight ever made by man in a power-driven aeroplane, 
the Royal Aeronautical Society held a commemoration dinner 
in the Science Museum at South Kensington by courtesy of 
Colonel Sir Henry Lyons, Director of the Science Museum. 
The tables were laid underneath the reconstructed Wright 


THE LATEST SINGLE-SEAT FIGHTER.—A Gloster Gamecock II (Bristol Jupiter engine) built for the Finnish 
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machine which was lent to the Museum by Mr. Orville 
Wright after he had taken it away from the Smithsonian 
Institute. 


After dinner, Colonel the Master of Sempill, who pre- 
sided with his usual tact and ability, read cables from Mr. 
Orville Wright, from the Hon. W. P. McCracken, Jnr., 
Assistant Secretary of Commerce for Aviation in the U.S.A. 
(at the International Conference now being held at Washing- 
ton), from M. Paul Tissandier (one of Wilbur Wright’s first 
pupils in France), from the German Scientific Society for 
Air Navigation (in memory of Lilienthal to whom Wilbur 
Wright owed much of his early knowledge of aeronautics) 
and from the Aero Clubs of Japan, Italy and Belgium. 

COLONEL SEMPILL, introducing Mr. Griffith Brewer, who was to give 
a discourse on the Wright Brothers’ work, said that Mr. Brewer 
began ballooning in 189r and then joined the Aeronautical Society. 
He held Balloon Certificate No. 5, of 1906. He was the first Eng- 
lishman to fly,—as a passenger with Wilbur Wright in France in 
1908. Since then he had visited the Wrights every year. And he 
had sat on the Council of the R.Ae.S. ever since. Also he was Secre- 
tary of the Wilbur Wright Memorial fund. In i914 he took his 
aeroplane pilot’s certificate in America as a pupil of Orville Wright. 
It was owing to him that the Wright machine had come to Eng- 
land. 

Mr. GRIFFITH BREWER 
honour of being allowed to explain the early work 
Thirty-seven years ago when ballooning with one 
brothers he landed at Baldwin’s Park and saw the 
Hiram Maxim was building there. 

The Wright Brothers became interested in flying after Lilienthal 
and Pilcher were killed. They were surprised that so many able 
people had given up experiments with flying after going so far. 
‘hey wrote to the U.S. Weather Bureau to find out where the 
strongest winds were to be found and decided to experiment there, 
on the coast of Virginia, with gliders, because they were cheaper 
to repair than power-driven machines. In this they followed the 
lead of Lilienthal and Chanute rather than Maxiin. 

Their first departure from what they kad read in books was the 
use of warping wings. Previously pilots tried to balance their 
machines by moving their bodies. 

In their first experiments they found that their glider would not 
carry a pilot, so they flew it as a kite, working the wings with 
cords from the ground. Wilbur Wright had said that there were 
two ways of learning to ride a horse, one was to sit on a fence 
and watch what a horse did, the other way was to get on his 
back. The first way taught a lot, but the second way turned out 
the best riders. So the Wrights decided that they must learn to 
fly on their machines. 

Mr. Brewer then described a number of their experiments, in- 
cluding the building of an experimental wind tunnel and _ their 
gliding at Kitty Hawk,—where they made a thousand glides. ‘There- 
after they built their own motor and propellers,—which were 660/ 
efficient. When the machine was ready to fly, Orville Wright won 
the toss and so had the privilege of making the first flight which 
lasted 59 seconds. Wilbur Wright flew it the same day. 


said that he was overwhelmed by the 
of the Wrights. 
of the Spencer 
machine which 


Soon afterwards it was wrecked by a gust of wind. It was then 
packed and taken home to Dayton. There they built other 
machines, and the original machine remained in a packing case 


until it was drowned in the great Dayton floods some years later. 
Subsequently it was taken out of its case and re-covered with fabric 
from the same mill which supplied the original fabric, and actually 
stitched with the old sewing-machine used for the first covering. 
Here one may remark that the machine in its reconstiucted form 
was exhibited in a tent at the U.S. Air Races at Dayton in 10924. 
Thereafter it was sent to the Smithsonian Institute, but owing to 
a revival of the Langley-Wright dispute, Mr. Orville Wright took 
it away from the Smithsonian and lent it to South Kersington. 
After Mr. Brewer’s interesting address Colonel Sempill pre- 


very 


THE LATEST FLYING-BOAT.—The Beardmore Inverness (Napier Lion engines), 
to be built on the Clyde. The boat is built to Rohrbach design modified by Sq. Ldr. Haig and Mr. Stieger. 


sented the various awards made by the Council of the R.Ae.S. during 
the year. a. 

Presenting the Wakefield Medal, Colonei Sempill said that with. 
out Sir Charles Wakefield we should have had no Imperial flights, 
no Sir Alan Cobham, and no Lady Cobham. Last year the medal 
had been awarded to Mr. M. L. Bramson for his anti-stall gear. This 
year it was awarded to Mr. Handley Page, lomg a staunch supporter 
of the Society, for his development of slot contrel. | 

The Simms Gold Medal was awarded to Capt. F. Entwistle of 
the Meteorological Department of the Air Ministry for his work on 
the study of fogs. ; 

The Taylor Gold Medal had been awarded to Mr. 
Vickers Ltd. who was now in America =: 

The Silver Medal of the R.Ae.S. was awarded to Mr. Wallis, the 
designer of Rzioo, and in his absence it was handed to Air Com: 
modore Masterman, R.A.F. es 

The R38 Memorial prize was presented to Mr. H. Roxbee Cox for his 
work on the external forces on rigid airships. 

Lieut.-Co,y. Moore BRrasazon, M.P., proposiug the Guests, spoke 
movingly, and unusually seriously, on this World celebration. He 
asked what the next twenty-five years of aviation was to be, and 
whether aircraft were merely to be instruments of destruction? 
He emphasised the fact that no nation needed aircraft so much as 
our Empire. B 

SIR RICHARD GLAZEBROOK, Chairman of the Aeronautical Research 
Committee, replied. . 

COLONEL SIR HENRY Lyons, returning thanks to Col. Sempill, said 
that Mr. M. J. Davy, of the Science Museum, was primarily re- 
sponsible for having the Wright machine at South Kensington, for 
he had suggested in 1923 that Mr. Orville Wright be asked to let 
us have a copy of the machine. Instead of the copy we now had 
the machine itself. d 

Mr. C. R. Farrey propesing the health of Col. Sempill said that 
we were assembled to do honour to the Wright brothers and other 
pioneers. He said we should also do honour to our Chairman, who 
had referred to the modesty of pioneers and had modestly refrained 
from any reference to his own good work. The R.Ae.S. owed 
much to Colonel Sempill’s energy. 

Mr. Fairey then drew attention to the fact that over eighty years 
ago an Englishman namcd Stringfellow designed a model which 
flew, and solved more than half the problems of the conquest of 
the air. That model could be seen a few yards from where they 
then sat. He said emphatically that if Stringfellow had had a motor 
of sufficient power we should now be celebrating not the twenty- 
fifth anniversary of the first flight but about the eightieth anni- 
versary. He ended by expressing the hope that Colonel Sempill will 
long continue his good work for aeronautics.—c. G. G. 

AN ANTE-DATED AWARD. 

On the occasion of the International Civil Aeronautic Con- 
ference which was held in Washington between Dec. 12-14 
to celebrate the twenty-fifth anniversary of the first power- 
driven aeroplane flight, the U.S. Congress voted the Dis- 
tinguished Flying Cross to Mr, Orville Wright and also one 
in the name of his brother, the late Mr. Wilbur Wright, in 
recognition of their work for Aviation, 

A NEW AUSTRALIAN TRANSPORT 
COMPANY. ; 

A company known as Australian National Airways Ltd. has 
been formed in Sydney by Capt. Kingsford Smith and Mr. 
Ulm with a capital of £200,000. 7: 

The primary object of the company is to operate an aerial 
mail, passenger and freight service between Melbourne, 
Sydney, Newcastle, Lismore and Brisbane and, possibly, 
later in other parts of the Commonwealth and New Zealand. 

The machines to be used will be of the three-engined 
Avro-Fokker type fitted with British engines. All other 
equipment will, where possible, be purchased within the 
British Empire. 


Rex Pierson of 


the first all-metal flying-boat 
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CIVILIAN AIR ACCIDENTS. 


The following analysis by the Aeronautical 
Correspondent of the “Morning Post” of Civilian 
Air accidents since January Ist, 1928, is con- 


clusive proof of CIRRUS RELIABILITY. 


Oo—_—_-_---—- 


ANALYSIS of CAUSE in 13 CASES. 
“STALLING” THE CHIEF DANGER. 


oO 


6 due to stalling. 

1 due to rash flying. 

1 due to racing in bad weather. 
1 due to inexperience. 

3 due to carelessness. 

1 due to mechanical failure. 


o——— 


‘‘This analysis shows that private and club 
flying has attained a high degree of safety: that 
not one serious Light Aeroplane accident can be 
attributed to engine failure.” 


‘*Praise for the absence of engine failure 
must be mainly bestowed upon the A.D.C. 
CIRRUS engine, with which the vast majority of 
Light Aeroplanes are equipped.” 


(Vide ‘‘Morning Po t,’’ 29-11-28.) 


18) 


Specify a ‘“‘CIRRUS” for your Light ’Plane. 


oO 


Manufacturers: 


CIRRUS AERO ENGINES LTD., 
REGENT HOUSE, | 
89, KINGSWAY, LONDON, W.C.2. 


| Telephone— Works & Aerodrome : CROYDON, SURREY. Cables— 
| Holborn 4076 Airdisco London. 
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FOR CHILE.—A batch of Fairey IIIF seaplanes (Napier Lion engines) awaiting flight test at Hamble: before 


delivery to the Chilean Navy. 


BRITISH AIRCRAFT IN THE U.S.A. 

As the result of negotiations by Air Associates, Inc., the 
U.S. Agents for the Avro Avian, with the U.S. Department 
of Commerce and the British Embassy in Washington an 
arrangement has been entered into between Mr. McCracken, 
Assistant Secretary of Commerce for Aviation, and Sir John 
Broderick, Commercial Counsellor to the British Embassy, 
to permit the registration and licensing of all Avro Avians 
which have been imported into the United States as well as 
those which are on order from that country. 

Under this arrangement the registration and licensing will 
be accomplished by the submission of the actual, or certified 
copies of the, Airworthiness Certificates issued by the Air 
Ministry for each individual machine involved, each machine 
to be subject to visual inspection for proper rigging and 
assembly after arrival in the United States. 

It is of interest to note that the Department of Commerce 
has received assurance of a reciprocal arrangement between 
the United States and England involving the registration 
and licensing of American aircraft by the Air Ministry. 

This accords with the leading article in THe AEROPLANE of 
DEC: 

Ceriuin trade interests in the States hope that similar 
arrangements may be made with Germany, France and Italy. 
BIG BUSINESS IN AVIATION. 

A corporation, known as North American Aviation, Inc., has 
been formed in the United States which will specialise 
in investments in, and the development of, aviation in the 
United States of America and abroad. The new corpora- 
tion will be headed by Mr. C. M. Keys, President of the 
Curtiss Aeroplane and Motor Co., Ltd., and will start opera- 

tions with a paid-in capital of $25,000,000 (£5,000,000). 

The management of the corporation, while under the 
direct supervision of Mr. Keys, will consist of forty or mor 
prominent bankers and executives, among whom may be 
mentioned Howard Coffin, Chairman of National Air Trans- 
port, Inc., Donald Douglas, President of the Douglas Air- 
craft Co., Victor Drury, President of Canadian Vickers, Ltd., 
Paul Henderson, Vice-President of National Air Transport, 
Inc., John Hertz, Director of Curtiss Flying Services, Inc., 
Walter Marvin and William A. Vanderbilt, Directors of 
Transcontinental Air Transport, Inc. 


FOR THE ARGENTINE. 
Navy. 


—( Aeroplane” photograph.) 


A GREAT LAKES DEVELOPMENT. 

The Glenn I, Martin Corporation of Cleveland, Ohio, one 
of the oldest American aircraft companies, has been acquired 
by the Great Lakes Aircraft Corporation, which has been 
organised by a powerful Cleveland banking group. 


The new corporation takes over the entire Martin factory, 
which includes a total of 80,000 sq. ft. of floor space and has 
also obtained a lease on the adjoining flying field. 

Mr. Glenn I). Martin, who will be connected with the new 
company in an advisory capacity only, taught himself to 
fly on a machine of his own design in 1908 and in the fol- 
lowing year established one of the first aircraft factories in 
the United States. The Glenn I,. Martin Company was 
formed in Santa Ana, Cal., in z91r and in 1917 it merged 
interests with the Wright Company, resulting in the estab- 
lishment of the Wright-Martin Aircraft Corporation of New 
York. 

Later in the same year, however, Mr. Glenn Martin with- 
drew his interests from this corporation and organised the 
Glenn I, Martin Co. of Cleveland, Ohio. This company 
produced the Martin Bomber, the first American aeroplane 
designed for the Liberty engine, and this machine was 
standard U.S. Army equipment for some considerable time. 


The company has since concentrated, in collaboration with 
the U.S. Army, on the production of a single-engined con- 
vertible land or seaplane suitable for bombing, scouting or 
torpedo purposes and large numbers of this type have been 
delivered to the Navy. 


The Great Lakes Aircraft Corporation acquires the right to 
produce the T4M-1, the latest version of this model, a con- 
siderable number of which have already been delivered to the 
Navy Department. The new corporation will also develop 
this type for commercial use.—L. B. 


EAST MEETS WEST. 


The biggest consolidation of American aircraft interest 
has resulted in the formation of the United Aircraft and 
Transport Corporation, with securities exceeding $150,000,000 
(£30,000,000) in value. 

The new corporation will combine the activities of the 
Pratt and Whitney Aircraft Corpn., manufacturers of ait- 
cooled radial engines; the Chance Vought Corpn., manufac- 


One of a series of Fairey IIIF’s (Lorraine-Dietrich engines) ordered by the Argentine 
These machines are supplied with interchangeable wheel and float undercarriages. 
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The young man, why is he so glad ? 


The young man is glad because he has just 
received his Pilot’s Licence. 


Has he not obtained that with great celerity ? 
But of course. He was taught to fly on a Moth. 


oe Le 2 
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PRICE One supposes, then, that the Moth is a training machine of ex- 
Eo 6 5 O cellence the most remarkable ? 
READY TO One supposes correctly. Otherwise, why would there be more 
FLY AWAY people learning to fly on Moths than on any other aeroplane? 
THE GIPSY 
Streets 
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turers of high-performance Service aircraft, and the Boeing 
Aeroplane and ‘Transport Corpn., manufacturers of high- 
performance military and commercial aircraft and operators 
of commercial air transport, which carries roughly 25 per 
cent. of the United States air mail. 


The deal was arranged by the National City Bank of New , 
York and the Pacific National Bank of Seattle. ag 
Included on the Board of Directors will be the executives. 


of General Motors Corpn., the Ford Motor Co., the Standard 
Oil Co., and the National City Bank, four dominant interests 
in their respective fields. ey 
Mr. William Boeing will be chairman of the Board of 
Directors. a3 


CURTISS PROGRESS. 


A report issued to the Stockholders in the Curtiss Aero- 
plane and Motor Co. Inc. on Noy. 7, 1928, shows a remark- 
ably satisfactory state of affairs. Nearly 6,000,000 dollars’ 
worth of new stock was offered for subscription a few months 
before and existing stockholders took nearly all of it. 

Enormous expansions are being made in the Buffalo plant 
of the Curtiss Company. About 47 acres of land near the 
present plant have been taken over and on these a new motor- 
factory will be built of approximately 400,000 square feet 
of floor space. ‘The existing Curtiss plant at Buffalo of, about 
230,000 square feet will be devoted to the construction of 
aeroplanes when the new motor-factory has been built. The 
output of the new plant is estimated to be about 1,500 motors 
a year, and when completely equipped it will cost about 
4,000,000 dollars. / 

Turning the existing Buffalo plant onto aircraft only will 
about double the output. This plant will be concerned en- 
tirely with war machines. All Curtiss civil aircraft are made 
by the Curtiss-Robertson Airplane Manufacturing Co. of St. 
Louis, in which the Curtiss Co. owns 50% of the common 
stock. Some idea of the magnitude of the Curtiss business 

Zjnay-be gathered from the fact that as on Oct. 31, 1928, the 
orders in hand or being negotiated were as follows :—United 
States Government $5,347,468, Commercial and Export 
$4,383,556.—Total $9,731,024. 

Added to this must be the Curtiss share of Curtiss-Robertson 
orders which on that date amounted to $1,280,000. 

There is interest in comparing this with the state of affairs 
at the same pteiod in 1927, when the total orders on the 
books of the Company were $4,180,000. 

To meet the immediate demand for Curtiss products, all 
departments at the Buffalo plant have been put on double 
shift pending the opening of the new plant. 


THE WORK OF THE AERONAUTICS BRANCH 
OF THE U.S. DEPARTMENT OF COMMERCE. 


In view of the differences of opinion which have arisen 
recently on the subject of the relative value of a British 
and American Airworthiness certificate, the following informa- 
tion about the Aeronautics Branch of the U.S. Department 
of Commerce may be of interest, throwing, as it does, some 
light on the growth of Civil Aviation in the American Conti- 
nent. 

The branch was established some two and a quarter years 
ago under the directorship of the Assistant Secretary of 
Commerce, Mr. William P. McCracken, Jnr. AJl the heads of 
departments under him are experienced pilots. 


The work of the branch is subdivided into four main 


divisions. 

Firstly ‘‘ Air Regulations ’”? under which are sections deal- 
ing with inspection, licensing, medical and engineering duties 
together with the recently formed Accidents Board. 

Secondly, ‘‘ Airways,’’ which is a branch of the Bureau of 
Lighthouses, and handles matters in connection with aerial 
survey, the maintenance of air lines, meteorology, communi- 
cations and wireless telephony. 

Thirdly, ‘‘ Information,’’ the intelligence direction of the 
branch. 

Fourthly, ‘‘ Research,’’—a sub-department of the Bureau of 
Standards which deals with the technical examination of such 
matters as wireless, airway lighting, aircraft engines, general 
aeronautical engineering, and similar subjects. 

An airways mapping section is connected with the Coast 
and Geodetic Survey; and the study of helium, as applied 
to aerostatics, is conducted by the Bureau of Mines. 

Some idea of the growth of the work of the branch 
may be gauged from the fact that at its inception the num- 
ber of civilian-owned machines was 2,200, and it is now ap- 
proximately 8,500. 

During its lifetime officials of the Branch have surveyed 
and lighted approximately 8,000 miles of airways and will 

.complete shortly a further 7,000. The total mileage of civilian 
‘airways under its jurisdiction (either completed or 
planned) is 14,131,—along which are placed _ 1,387 
airports, of which 386 are municipally-owned and 340 
commercially. Of the remainder, 256 belong to the Depart- 
ment of Commerce, 62 to the Army, 17 to the Navy, Marines 


and Coast Guard, and there are 326 emergency Landi 
grounds. 3 
No less than 890 more airports are projected. - 


It is common knowledge that the ground organisation of 
American airways is excellent, particularly the system of 
lighting and the transmission of weather reports to the 
pilots. = 


The medical examination of pilots is very stringent (there 
are 465 “‘ air doctors’ in various parts of the States) and 
the general qualifications required of a pilot are of a yery 
high order. ce 
Mechanics are licensed for two years, their licenses then 


*, have to be renewed, but the license of a “‘ carrying ”’ pilot 


only holds good for six months without renewal. This sys- 
tem makes possible the frequent checking of the ‘‘ folder ” 
(or log-book) of each pilot, and the discovery of his defects, 
if any should develop. - 
Aircraft are subjected to no less rigorous inspection. They 
must be licensed, and have their licenses renewed once a 
year, and must be inspected and approved after any altera- 
tions or repairs. = 
In its efforts to decrease accidents and increase safety the 
branch established ‘recently the Accidents Board, which in- 
vestigates all crashes. The personnel of this Board consists 
of two pilots, one statistician, one doctor, one aeronautical 
engineer and one Jawyer,—the intention being to apply 
specialised knowledge to each phase of the problem. a 
The Board examines an accident for ‘‘ percentage causes ” 
which are subdivided under four heads—personnel, material, 
miscellaneous and doubtful. - 
Under personnel for the period January x to July 1, 1928, 
there were five classifications of error for accidents due to the 
pilot. These were expressed in percentages as follows ; error 
of judgment 8.45; lack of skill 22.95; disobedience to orders 
4.95; carelessness or negligence 6.32; miscellaneous 6.32; or 
a total of 43.29 per cent. due to errors made by pilots. iS 
Under ‘miaterial, the accidents were classified as due to 
failures in power-plant structure, handling qualities and in- 
struments; these divisions were further subdivided. a 
Under “ power plants ”’ the Board found causes of accidents 
traceable to the following defects, expressed in percentages : 
fuel system 5.12; cooling system 0.57; ignition system 4; 
lubrication system 0.13; engine structure 1.29; airscrews and 
accessories 0.44; engine controls 0; miscellaneous 0.45; mi- 
traced 4.59; or a total of 16.59 per cent. due to failures con- 
nected with the power plant. os 
Similarly under ‘ structural’? the accidents were attti- 
buted in percentage as follows: controls 0.85; movable sut- 
faces 0.35; stabilising surfaces 0; wings, struts and bracing 
1.09; undercarriagés 1.64; wheels, tyres and brakes 0,10; 
floats and hulls 0.03; fuselage, engine-mountings and fittings 
0.75; tail skids 0.19; miscellaneous 0.23; untraced 0} Ome 
total of 5.32 per cent. of accidents could be traced as du ‘ 
to structural failures. : ‘= 
During the period considered no accidents were ascribed to 
failure of instruments and only 0.44 to faulty handling. 
To sum up, the Board found that of all the accidents to 
machines under its control during the first six months of . 
this year only 22.35 per cent. were-due to failures of material 
and only 6.78 per cent. were “ undetermined and doubtful.” 
By this scientific method of investigation the cause of an 
accident can be traced ‘‘ right down to magneto-points, and 
thence back to faults of manufacture,’ and by reason of its 
thoroughness, the Aeronawutics Branch feels justified in say- 
ing “that a beginning towards ordered aviation has been 
made ”’ despite the fact that the problems that confront it 
are becoming bigger and more complicated.—s. G. . 


DEVELOPMENTS IN BRITISH COLUMBIA. 
The Directors of British Columbia Airways Ltd. decided | 
recently to resume on February 1, 1929, their Victoria— 
Seattle—Vancouver service, and have placed an order | 
one Ford monoplane. The machine is a standard three 
engined machine and is to be equipped with, the new Ford 
flotation gear; the accommodation is for sixteen passengers. 
A new service is to be established also by the same com- 
pany between Victoria—Nanaimo—Vancouver. ‘The firm has 
decided to buy two seaplanes for this route, but the type 
and make have not yet been decided, save and exe 
that the accommodation is to be for eight passengers. The 
Directors are examining the relative merits of the D.H.6 
and the Hamilton and Fairchild monoplanes. The line fo 
Vancouver via Nanaimo is to be linked up with the Victoria 
—Vancouver—Seattle service. ; a H 
Great Western Airways Ltd. of Calgary have overhauled 
completely just recently ‘‘ the giant bird of the air” 
Vickers-Viking amphibian, and this machine is. to be used 
by coeur at mining company for exploration in the Far 
North. fi 
No decision has been reached yet as to the site of the 
permanent aerodrome at Vancouver. ‘The respective merits — 
of those on Sea Island and on the North Shore, east of the 
Second Narrows bridge, are being examined.—s. G. 
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GENERAL Duties BRANCH :—The following are granted S.S. comns. as 
Plt. Offs. on probaticn with effect from and with seniority of the dates 
stated :—J. A. Lawson (Lt., A.I.R.O.) ‘Nov. 19); E. C. A. Wheeler 
(Nov. 19); W. H. E. Tew (Nov. 25). 

The following Plt. Offs. are promoted to the rank of Flg. Off. :— 
P. C. Fair (May 15); D. K. Hewison (Juiy 10); P. D. Cracroft (Sept. 19); 
Cc. R. Clarke (Nov. 2); G. E. Kiein (Nov. 2); J. F. McKenna (Nov. 2). 

The follow are promoted with effect from Dec. 12:—FLiicHr LIEU- 
YENANTS TO BE SQUADRON LEADERS.—M. A. C. Morgan, M.C., D. W. 
Clappen, R. E. G. Fulljames, M.C., €. Turner, A.F.C., E. S. Good- 
win, A.F.C., R. V.. Goddard, J. G: S. Candy; DFC, S. if. Freeman, 
M.BeE. EB. Wo Walker, DSiC, AEG, 9D. Colyer sDirC.. Hy |W. 
Woolléett, D.S.O., M.C., F. H. Laurence, M.C., EK. A. Fawcus, F. O: 
Soden, DF .C.,- 1. cHw Newton, D:s:C: 

FLYING OFFICERS TO BE FLIGHT LIEUTENANTS.--—F. P. Smythies (Hon. 
Flight It.), G. S. White, C. V. Lock, R. A. B. Stone, W. A. Opie, 
Ro BS Jordan, R> Ww. -G., ly wood, (0; eR Pigott, VA, nik Loss; 
J. W. Colquhoun, ff. V. Beamish, S. G. Connolly, G. N. P. Stringer 
(Lt., R. W. Kent. Regt., R.A.R.O.), I. A. Bertram: (Hon. Flight Lt.), 
R. ly. Bateman, H. J. Gearing, C. Guppy, D. S.- Brookes, B.. W- 
Duley, M.M., H. I. Cozens, G. lL. Gandy. 

The following Plt. Offs. on probation are confirmed in rank (Iec. 
9) :—S. O. Bufton, S. R. Ubee, J. A. S. Outhwaite, D. Menzies, W. F. 
Murray, R. R. Carrol, C. H. R. Little, G. Wood, J. D. Richardson, 
H. G. Hamilton, F. L. Truman, F. B. S. Downey, G. F. Overbury, 
G. F. Hales. 

The following are placed on the retired list at their own request :— 
Air Commodore J. A. Chamier, C.B., ¢©.M.G., D.S.O., O.B.E. (Dec. 7); 
Sq. Ldr. CC. G. Burge, O.B.E. (Dees a)> Fits Lt. S.C. Blacks) Mim: 
(Nov. 18)3 Fit. Lt. iM. H. Coote (Dee x2). Hit. Lt. DD. Billey, D-F.C, 
is placed on the retired list at his own request and is permitted to 
retain the rank of Sq. Ldr. (Oct. 12). 


The following are transferred to the Reserve :—Ciass A.—Fly. Off. 


H. W. Allen (Dec. 3). Crass B.—FIt. Lt. O. W. Clapp: (Nov. 28); Fit. 
It. H. W. McKenna, D.C.M. (Dec. 12); Fig. Off. E. A. Turnbull 
(Dec. 5). Cuass C.—Flg. Off. C. G. H. E. Lumsden (Dec. 9). 

It. S. T. Morgan, R.N., Flying. Officer, R-A.F., ceases to be at- 


tached to the R.A.F. on return to Naval duty (Dec. 1). 

The following resign their S.S. comns. :—¥lg. Off. E. T. M. Smalley 
(Dec. 5); Plt. Off. on probation R.<G. Whalley (Dec. 12).- Plt. Off. 
on probation J. W. Stevens relinquishes his S.S. comn. on account of 
ill-health (Dec. 12). The S.S. comn. of Plt. Off. on probation R. F. J. 
Doran Webb is terminated on cessation of duty (Dec. 1). 

STORES BRANCH :--PIt, Off. H. J. Butler is confirmed in rank 
promoted to the rank of Flying Officer (Oct. 15). 

Mepica, BRANCH :—The following Flt. Its. are transferred to the 
Reserve, Class Dii:—E. A. Aslett (Dec. 1); W. Parsons (Dec. 3). 
Temp. Capt. A. R. H. Bennett (Generai List, Army, Dental Surgeon) 
is granted a temp. comn. as a Flt. Lt. on attachment to the R.A.1I. 
(Nov. 12); Fit. Lt. H. J. Proctor is promoted to the rank of Sq. Ldr. 
(Dental) on promotion to the rank of Major in the Army Dental 
Corps (Nov. 13). The following Flg. Offs. (Temp. Lts., General List, 
Army) are premoted to the rank of Fit. Lt. (Dental) on promotion to 
the rank of Temp. Capt. in the Army :—H, I. Clapperton (Oct. 14); 
A. P. McClare (Nov. ,2r1). 

CHAPLAINS BRANCH :—The Rev. J. F. Cox, M.C., M.A., 
perm. comn. (Nov. 22). 

RESERVE OF AIR FORCE OFFICERS. 

GENERAL DUTIES BRANCH.—The following Plt. Offs. are promoted to the 
rank of Flg. Off.:—Cnass A.—l. J. Sankey (Nov. 10). Cnass A.A.— 
EH. F. Rhodes (Dec. 8); D. F. C. Brecknell (Dec. 8). 

SPECIAL RESERVE :—N. D. Wardrop (Nov. 2);.T. H. Worth (Nov. 19), 


and 


is granted a 


SUPERNA PETIMUS.—Marshal of the R.A.F. Sir Hugh 
Halahan, Commandant of the R.A.F, Cadet College, and Group Capt. N. D. K. MacEwen, Deputy Director of 
Training, inspecting the Fighter Training Flight of the Senior Term at the R.A.F. Cadet College, Cranwell, on 

Dec. 14. ; 


‘Wiggin, to R.A.F. Depot, Uxbridge, 3/12. 


ae.) We 


the following Flg. Offs. are transferred from Class A to Class Cin 
H. D. Wardle (June 2); D. R. Sharman, M.C. (Oct. 28). Flg. Off. R 
Hall is transferred from Class B to Class € (Oct. 24). : 
The following relinquish their commissions on completion of ser. 
vice :—Flt. Lt. H. S. Shield, M.C. (Nov. 19); Flg. Off. W. R. Rogen 
(Nov. 28); Flg. Off. W. Mellor (Dec. 9). Fit. Lt. H. H. Clarkemge, 
linquishes his commission on completion of his service and is permitted 
to retain his rank (Nov. 28). 
_Mepica, Brancw :—FIt. Lt. Game resigns his commission on appoint. 
ment to a commission in the R.A.M.C. (Aug. 7); Fit. Lt. B. © w, 
Vasco relinquishes his commission ou completion of service (July 17). 


Appointments. 

. Week ending December 17. 
GENERAL DUTIES BRANCH.—Wing Commanders J. B. Graham, MEE. 
A.F.C., to R.A.F. Station, Tangmere, to command, 1/12. G. W. Mutlis. 
Green, D.S.O., M.C., to No. x (Indian Wing) Station,” India, to com. 
mand, 1/11. H. J. F. Hunter, M.C., to R.A.F. Depot, Uxbridge, Super. 

numerary, pending posting, 10/11. : 
Squadron Leaders J. Noakes, A.F.C., M.M., to R.A.F. Depot, Ux: 


bridge, 1/12. TIT. C. Thomson, to R.A.F. Depot, Uxbridge, 23/11, 7AmeG) 
Bishop, A.F.C., to No. 1 Indian Group H.Q., India, 1/11, Soe 
Bowen, M.B.E., to H.Q., A.D.G.B., Uxbridge, 17/12. 


Flight Iieutenants E. W. Broadberry, M.C., ta No. 1 Sqdn., Tang. 
mere, 12/12. G. N. P. Stringer, to No, ror Sqdn., Bircham Newton, 
5/1. H. D. O’Neill, A.F.C., to No. 1 Indian Group H.Q., India, iz. 
G. E. Gibbs, M.C., to R.A.F. Cadet College, Cranwell, 19/12. R. Pyne, 
D.F.C., to No. 3 F.T.S., Grantham, 19/12. C. L. Falconer, toe ioe 
F.T.S., Digby, 19/12. ; 

Flying Officers G. R. Beamish and A. W. Shaw, to No. 3 F.TS,, 
Grantham, 19/12. L. C. Barling, to No. 1 F.T.S., Netheravon, 19/12, 
S. H. V. Harris and G. H. Shaw, to. R.A.F. Cadet College, Cranwell, 
19/12. G. W. Tuttle, to No. 605 Sqdn., Castle Bromwich, 19/12. PR, 
Barwell, to No. 602 Sqdn., Renfrew, 19/12. T. G. Pike and M. Griffiths, 
to No. 5 F.T.S., Sealand, 19/12. A. R. Leslie-Melville, to R.A.F. Train- 
ing Base, Leuchars, 19/12. J. H. Edwardes Jones, to R.A.F. Station, 
Duxford, 19/12. D. N. Roberts, to No. 2 F.T.S., Digby, 19/12. Feew. 
Foster, D.F.C., D.S.M., to No, 2 (Indian Wing) Station, India, 7/1. 
W. H. Burbury, to Aircraft Park, India, 25/10. T. E. Worsley, to No. 
60 Sqdn., India, 1/11. A. B. Smith, M.C., to Aircraft Depot, India, 
g/1r. A. T. S. Studdert, to No. 10 Sqdn., Upper Heyford, 6/1, (Hon. 
Fit. Lt.) F. L. Woledge, to R.A.F. Depot, Uxbridge, 1/12. R. G. 
Hart, M.C., to R.A.F. Depot, Uxbridge, 19/11. 

Pilot Officers V. B. J. Jackson, to R.A.F. Cadet College, Cranwell, 


19/12. M. G. Philpott,.to No. 3 F.T-S., Grantham, 70//ito5eeeeee 
Cross, to No. 27 Sqdn., India, 22/10. 
MepicaL BRANCH.—Flight Lieutenants J. McM. Wilder, to RAF. 


Station, Upper Heyford, 7/1. T. V. O’Brien, M.B., to H.Q., Middle 
East, 27/11. 

STorES BrancH.—Flight Lieutenants H. T. H. Copeland and A. B. 
H. I.. Woolveridge, to H.Q., 
‘Iraq, 20/11. 

Flying Officers R. F. Wilson and P. H. Wilcox, to R.A.F. Depot, 
Uxbridge, 3/12. H. Parker, to No. 1 (Indian Wing) Station, India, 
A. G. Goldsworthy, to No. 2 (Indian Wing) Station, 
India, 1/11. | 

ACCOUNTANT BRANCH. 
Gosport, 1/12. 

Flying Officer C. I. Dook, to R.A.F. Base, Kai-Tak, China, 6/12.. 


The Far East Flight. 

The four Supermarine Southampton flying-boats of the Far 
East Flight, under the command of Group Capt. H. M. Cave- 
Browne-Cave, D.S.O., D.F.C., returned to Singapore on Dec. 
Ir on completion of their cruise of Sarawak, the Philippines, 
Hong-Kong, Indo-China, Siam, Victoria Point and Penang. 


Squadron T,eader I. I,. Wincer, to R.A.F. Base, 


Trenchard, accompanied by Air Vice-Marshal 
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The Cranwell Passing Out. 

Marshal of the Royal Air Force Sir Hugh Trenchard, 
G.CB: D:S:O%) D.C Wil bi Chiet. ofsthe yAin Stati.” tn- 
spected the R.A.F. Cadets at Cranwell on Dec. 14 on the 
occasion of the Passing-Out of the Fourth Term Cadets. 

Sir Hugh Trenchard was received with the Air Salute and 
inspected the Cadet Wing and personnel of the Cranwell 
Station. The Cadet Wing then marched past under F/Cadet 
Under-Officer G. P. Charles. Their bearing and march 
discipline was up to the very highest standard of the tradi- 
tion of the Royal Air Force. 

Sir Hugh Trenchard then inspectcd the Cadets in the Work- 
shops and from there went to the Flight sheds and inspected 


the machines lined up on the aerodrome, and the Fourth 
Term Cadets. 

The Commandant, Air Vice-Marshal F. C. Halahan, C.M.G., 
G.C.B., D.S.O., M.V.O., then read his Report, which was as 
follows :— 

Strength: The total strength of the Cadet College is 103, of whom 
2r are due to pass out this term. 

Flying Training: The Cadets have carried out more instructional 
flying during 1928 than in any previous year, and the cadets now 
due to pass out have averaged 83 hours’ flying, of which+24 hours 
have been solo on Service types. 

Educational Training: In Aeronautical Engineering the work of 
the cadets of the Fourth Term has reached a high. standard. The 
ability, kcenness and industry of this senior term has been excep- 
tional. 

In Aeronautical Science the standaid of knowledge possessed by 
the first and second terms on entry was very low, and they should 
realise that the grounding they can obtain at the Cadet College 
should be the basis of a continuous study throughout each individual’s 
career. 

In English Literature and History the term passing out has 
utilised the library well, whilst the standard of criticism and self- 
expression in the Second and Third Terms is encouraging. 

W/T and Morse: Cadets must realise the high importance of wire- 
less in the R.A.F. and there is still room for further improvement 
in their standard of knowledge. 

Armament: Flight Cadets have shown exceptional keenness in 
Armament subjects, and the Fourth Term have shown a very high 
standard, both in theory and practice, throughout their course. 

Air Pilotage: The cadets have displayed much keenness in their 
practical air pilotage instruction, and although bad weather at the 
latter half of the current term has interfered considerably with it, 
the Third and Fourth Terms have had 34 hours’ practice. 

Meteorology: Close co-operation has been maintained between the 
Meteorological Office and the officers in charge of practical flying 
training, with the 1esult that the maximum possible use has been 
made of the periods in which favourable conditions prevailed. 

Discipline: The discipline of the College has been exceptionally 
good, and the Under-Officers and Non-Commissioned Officers have 
performed their duties in a very satisfactory manner. 

Health: The health of the cadets has been excellent, and admis- 
sions to hospital have been chiefly caused by accidents or organised 
games. Hight admissions were due to motor-cycle accidents. 

Physical Training and Games: Physical Training.—The standard 
of physical training is good, especially in the senior terms. There is, 
however, room for improvement among the First Term. 

Skill-at-Arms : ‘The cadets have taken part in two matches this 
season, the results of which are exceptionally good. Cambridge was 
beaten by 15 victories to 12, and the London Rifle Brigade by 30 
victories to 22. 

Rugby Football: The outstanding performance of the season has 
been the winning of the matches against Sandhurst and Woolwich, 
the former by 13 points to 8 points, and the latter by 24 points to 
15 points. 

Association Football: Little success was gained until about a 
fortnight before the match with Woolwich, which resulted in a win 
for the College by two goals to one. 

Beagles: The pack now consists of seventeen couples and hunting 
in the early morning was commenced on Sept. 5 and has continued 
regularly since. Good sport has been shown and four and a half 
brace of hares have been killed up to date. 

I wish to place on record my appreciation of the able manner in 


which Officers, Civilian Professors and Lecturers, and Non-Commis- 
sioned Officer Instructors have assisted me in carrying out the Syl. - 
labus of Instruction as laid down by the Air Ministry. 

Inter-Squadron Competitions : Inter-Squadron Rugby Cup. 
Sqdn. 10 pts. to 9 pts. Inter-Squadron Association Cup. “B” Sqdn, 
5 goals to 3 goals 


Awards: The Sword of Honour, presented to the best all-round 


Flight Cadet in the Senior Term, has been awarded to :—F/Cadet 
Under-Officer Charles, G. P. 


The R. M. Groves Memorial Prize, for the best all round Pilot in the 
Senior Term, has been awarded to:—F/Cadet Cpl. Lascelles, D. P, 

The Abdy Gerrard Fellowes Memorial Prize for the Flight Cadet 
obtaining the highest total marks in Mathematics and Science, has 
been won by :—F/Cadet Cpl. Shelley, T. 

The Prize awarded to the Flight Cadet in the Senior Term obtaining 
the highest marks in Aeronautical Engineering has been awarded 
to :—F/Cadet Cpl. Shelley, T. 

The Prize awarded to the Flight Cadet in the Senior Term obtain. 
ing the highest matks in Humanistic subjects has been awarded to;s— 
F/Cadet Sjt. Weston, T. G. W. 

The Chief of the Air Staff said that it was two years since 
he had inspected the Cadet Wing at Cranwell. He wondered 
whether the Cadets remembered what was said to them at 
these half-yearly inspections and hoped that they did. 

Their Commandant, in his Report, had said that the 
discipline had been very good. Discipline was not only a 
matter of clicking your heels and saluting a superior officer 
smartly. Those things came naturally. Discipline was play- 
ing the game with those who were put in authority over you. 
The Cadets had played the game towards the Captain of 
their Rugger team and towards those who had trained and 
coached them and there was no reason why they should not 
play the game in the same way towards all those who were 
over them in their work. He did not mean that they were to 
have no ambition. The two things went very well together. 


Speaking directly to the Fourth Term now passing out, 
Sir Hugh Trenchard said that they were going to Units 
where they would command men of a very fine class. They 
must not let these men feel that they were not playing the 
game by them. They were a very high class of men and 
they expected to have very fine officers. The Cadets should 
see that they got them. 


With regard to the Parade that he had just witnessed, Sir 
Hugh said that the words of command had been fairly clearly 
given. He did not want to hear horrible noises on parade 
that nobody could understand. He wanted to hear the words 
of command crisply and distinctly and he did not want to 
hear a noise like a lion roaring in a cage. 

The general turn-out had been, as he expected it would 
be, good. The R.A.F. should remember that they had got 
to maintain a very high standard of drill with very little 
practice. The officers must, therefore, be extra smart et 
their drill. 

The chief object of the R.A.F. Cadet College was to turn 
out well educated officers who would also fly well. The 
Cadets must, therefore, if they wished to get on, realist 
that they had joined a scientific Corps. Each Cadet must 
specialise in one subject and know something about all 
subjects. He must determine early the subject on which he 
wanted to specialise. 7 

Sir Hugh said that he himself was not old enough to have 
forgotten what it meant to want to have a good “time. He 
did not want the Cadets to become mere bookworms but at 
the same time unless they worked hard and specialised they 
would become that fatal thing, ‘“ average.’ 

He wished to make a special point of the study of Wire- 
less in the Service. The development of the future of 
aviation depended to a great extent on wireless and he hoped 
that they would give it special attention. ‘, 

Another thing he would like them to consider was riding 
Owning a horse and playing polo was not necessarily a rich 
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“THE RADIO COLLEGE.”—Air Vice-Marshal Sir John Steel taking the salute during his inspection of the 


Aircraft Apprentices at the Electrical and Wireless School, 


Flowerdown, on Dec. 17. 
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man’s pastime in the Service. They would find it invalu- 
able when they got to ‘Iraq or India. A horse was something 
to look after and gave a man a wider outlook on life than 
could be obtained from sitting in a car. 

When they joined their Units the Cadets now passing out 
would find themselves coming up against people and things 
which might seem hard and unfair and they would go to 
places that they did not like. But they must take the rough 
with the smooth and not grumble. Nothing stopped a man 
getting on in the Service more than having the reputation 
of being a grumbler. 

The Chief of the Air Staff then presented the Sword 
of Honour and the various Prizes and Challenge Cups. 

—C. M. MCA. 


The Flowerdown Passing Out. 


Air Vice Marshal Sir John Steel, K.B.E:, C.B.; C.M.G:,; 
inspected the Aircraft Apprentices at the Electrical and 
Wireless School, R.A.F., Flowerdown, on the occasion of 
the passing-out of the Senior Term on Dec. 17. 

In the course of his speech to the Apprentices, Sir John 
Steel said that he was continually trying to improve the 
status of the wireless operator in the R.A.F. He strongly 
objected to his being called a passenger. He described an 
occasion recently when an aeroplane had gone up from a 
certain bombing station at 18.30 hours and had not landed 
again until 04.00 hours the following day. The machine 
has only been saved from disaster by the skill of the 
wireless operator, who had kept in touch with the ground 
station and had stripped and dried his set three times 
during the night because of rain in the set. 

Sir John Steel then presented the Hyde Thomson memorial 
prize and Cadetship to A/A W. T. Nichols, and Air Ministry 
prizes to A/A E. R. G. Masefield, A/A J. A. Wells and A/A 
E. C. Ashley. 


The R,A.F. in Parliament. 


FLYING ACCIDENTS. 

In the House of Commons on Dec. 11 in reply to Mr. Hore-Belisha, 
the Secretary of State for Air said that the number of deaths due to 
flying accidents in the R.A.F. in 1927 had been 57, in 1028, 73. These 
figures included casualties to Reserve, Special Reserve, and Auxiliary 
Air Force personnel under training and to Navy and Army personnel 
attached to the R.A.F. In 1926 the corresponding figure had been 85. 

RECRUITING. 

In the House of Commons on Dec. 11 in reply to Mr. Hore-Belisha, 
the Secretary of State for Air said that 5,521 effective applications for 
enlistment in the R.A.F. had been received from men and boys during 
the period Jan. 1 to Nov. 30, 1928. The number attested during that 
period had been 1,615 men and 1,104 boys. 

PARACHUTES IN THE FI.EFET AIR ARM. 

In the House of Commons on Dec. 12, in reply to a question by Capt. 
Garro-Jones, the Under-Secretary of State for Air said that machines 
of the Fleet Air Arm and other sea-going aircraft had not yet been 
supplied with parachutes owing to the danger of the wearer becom- 
ing entangled in his harness if the machine fell into the sea. Research 
and experiment with a view to the design of a satisfactory quick- 
release gear had been proceeding continuously and although certain 
difficulties remained to be solved it was hoped that these might be 
overcome in the early future. As regards the rest of the R.A.F. a 
parachute was now provided for every seat in every first-line machine 
capable of taking it. 

Capt. Garro-Jones said that he thought that the question of quick- 
release was just as important in the case of land machines owing to 
the possibility of fire. 


The Martlesham Dinner. 


The Officer Commanding, the Officers and the Civil Staff 
of the Aeroplane and Armament Experimental Establish- 
ment at Martlesham gave their Annual Dinner to Repre- 
sentatives of the Aircraft Industry on December 14, and it 
was, according to custom, a thoroughly joyots affair. Being 
essentially a Service party the proceedings cannot properly 
be reported in detail. 

The Commanding Officer, Wing-Comdr. Harold Blackburn, 
as usual was an excellent Chairman, and, though he dis- 
claims any ability to make a speech, he managed to be very 
witty and to get in some shrewd side-blows at prominent 
members of the Trade while proposing the Guests. ‘The fact 
that this would be the last Martlesham Dinner at which 
he would preside caused general regret. 

Mr. Handley Page, replying, made quite one of the 
funniest speeches which even he has ever made, but apart 
from the impropriety of reporting Service gatherings in 
detail, most of it was so personal that a reproduction of it 
would probably involve personal violence between a number 
of individuals. 

Sir Sefton Brancker, speaking later, competed valiantly 
with Mr. Handley Page in entertaining the company, as did 
Mr. John Lord. 

Thereafter the proceedings took their usual course, though 
perhaps the habitual rough house was not quite as rough 
as usual. Possibly our test pilots are growing older and 
more staid. Nevertheless those who had the privilege of 
being present spent as usual a thoroughly enjoyable night 
and morning.—c. G. G. 
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SPORT IN THE R.A.F. 
A Cranwell Trophy. 


Air Chief Marshal Sir Hugh Trenchard and Lady Trenchard 
have presented a Cup to the R.A.F. Cadet College in com-— 
memoration of the first victory by the Cadet College Rugger 
‘Team over the Shop and Sandhurst in the same year. — S 

The Cup will be engraved ‘‘ Rugby Football.  Superna- 
Petimus. Presented by Sir Hugh and Lady ‘Tienchard to 
the Royal Air Force Cadet College, Cranweli, in commy 
memoration of the first victory over both the Shop and ~ 
Sandhurst in the same year by the Rugby Football XV of 
1928.”’ . = 

oT his inscription will be followed by the names of the Team. — 

[May one suggest that when in future Cranwell achieves 
another double victory the names of the victors shall be 
similarly inscribed on the cup, or plinth ?—c. G. G.] ia 


Rugby Football. 


The final trial for the R.A.F. representative Rugby Foo 
ball XV was held at Uxbridge on Dec. 17: A number 
changes in the teams originally selected had to be made. 
This confusion was apparently caused by the Meteorological 
Department ofthe Air Ministry, who assured the R.A.P. 
Rugby Union officials that nothing could prevent the frost on — 
Saturday from holding until well over Monday, with the 
result that the Trial was cancelled on Saturday. On Monday 
morning the frost had definitely departed and the Trial was — 
called on, but as ‘several of the selected players had gone on © 
leave and could not get to Uxbridge, others had to be roped — 
in at the last minute. oo 

In the first few minutes of the game Vines was crocked 
and after about ten minutes play Harvey had to retire with 
a damaged knee. A call for volunteers from: among t 
spectators to replace Vines was nobly answered by Fit. Lt. 
J. I. T. Jones (of the.R.A.F. team of 1920-21 and 22), wie 
soon showed that the passage of a few years has no ill effects” 
on a former player who takes Refereeing seriously. Se 

The very heavy state of the Depot ground prevented any 
display of normal form and the backs were specially handi- 
capped. Rca ee 

The Whites, or Probable side, scored five tries in the first 
half, only one of which was converted owing to the sodden 
state of the ground and ball. Harvey showed excellent form 
on the wing during the few minutes before he was injured. 
Llewelyn, who was the Cranwell stand-off half last year, 
played a good game at inside, but was even better in the 
second half when he was transferred to the Colours side as 
stand-off. 

Among the forwards G. R. Beamish, Chick, and F. Vj 
Beamish were outstanding on the Whites’ side and Clarke on 
the Colours’ side throughout the game. a 

In the second half the Whites were still on top and scored 
a goal and two tries to a try. Their superiority lay in the 
work of the forwards and the accurate handling of Cotton 
and Pott in the three-quarter line. The teams were :— 

Whites.—Flg. Off. H. G. Jolleff; Flg. Off. G. D. Harvey, Pit. hs 
H. D. Cotton, Plt. Off. J. G. Llewelyn, Flg. Off. C. H. G. Bremridge; 
Flt. Lt. R. V. M: Odbert, Sa. Ldr. J. C. Russell; Fit) Tt 
Beamish, AC. V. E. Maxwell, L-AC. Munkley, Fit. I.t. C. D. Adamisy 
Plt. Off. J. Beaumont, Sjt. Buckley, Flg. Off. G. R. Beamish, Fit. It 
J. S. Chick. ; a 

Colours.—AC. W.-F.. Sargent; AC, Kendall, Flg. Off. GC P. Vine 
AC. Baker, Fig: Off. T. Downe; Plt. Off. “I ROH. Pottya elias 
M. V. Delap; AC. Ley, F-S. Cockell, Flg. Off. Reynolds, Fit, 
o’Connell, Plt. Off. Franks, AC. Beasley, AC. Kirby, Fig. Off. J 
Clarke. : 

The first fixture for the R.A.F. representative side 
against the Police at Newport on Jan. 5, 1929.—C. M. MCA. 9 


THE SCHNEIDER TROPHY CONTEST, 1929. 


The Royal Aero Club has received an entry of three co 
petitors for the Schneider Race 1929, o1 behalf of Italy. 
other entries have been received, but hopes exist of ent 
from Germany, France, and the U.S.A. 

Entries for the Contest close on January 1, 1929. q 

A meeting of the Schneider Sub-Committee was held om 
December 12. Those present were:—Royal Aero Club. 
It.Col. M. O’Gorman, C.B., in the Chair; Lt.-Col. Wiaam 
Bristow, Lt.-Col. M. O. Darby, O.B.E.; Capt. C. B. Wilson} 
M.C. Air Ministry.—Maj. J. S. Buchanan, O.B.E.; Sq. Ldr 


O.B.E.; F. Tymms, M.C. Society of British Aircraft © 
structors.—Comdr. James Bird, H. Burroughes, H. T. Vane, 
C.B.E. In attendance :—H.° EK. Perrin, Secretary; B 
Stevenson, Assistant Secretary. q 

Having received the reports on the aerial survey 4 
various parts of the English Coast, the Committee came 10 
the unanimous decision to hold the Race in 1929 on the 
Solent. E 

So now we know who is responsible. = 

At any rate the decision to hold the Contest (which is 0 
a Race) over the Solent is quite right.--c. G. G. 
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WORLD’S LIGHT PLANE 
SPEED RECORD BROKEN 


OR Friday last Mr. A. S. Butler, Chairman of the 
De Havilland Aircraft Co., Ltd., with Mrs. Butler 
as passenger, flying his own private 


” GIPSY-MOT ” 


broke (subject to confirmation) the World’s Speed 
Record for two-seater Light Aeroplanes over 100 
Kilometers, averaging 


119°84 Miles per Hour 


This was the same type of ““GIPSY-MOTH ” which earlier 
this year gained for Britain the World’s Height and Duration 
Records for Light Aeroplanes, and in each instance the 
lubricant chosen was— 


WAKEFIELD 


CASTROL 


' PAOTOR OIL 
—The Product of an All-British Firm 


C. C. WAKEFIELD & CO., LTD., Wakefield House, Cheapside, London, E.C.2 
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PRODUCTION PROBLEMS OF THE 
AIRCRAFT INDUSTRY. 


The paper by Mr. F. Sigrist, M.B.E., A.F.R.Ae.S., on 
““Some Aspects of the Production Problem in Aircraft,” read 
before the Royal Aeronautical Society on Nov. 22, dealt 
largely with the more purely technical problems which affect 
the organisation of an aircraft factory, but owes its chief 
interest perhaps to the very frank statements made by the 
author on those peculiar difficulties which arise rather from 
the needs of the Air Ministry than from technical reasons. 

The paper opened with an apology for the use of the word pro- 
duction, which might be regarded as a misnomer, because in the 
circumstances of to-day aircraft were “constructed rather than pro- 
duced.”” The full benefits of output were only realised when there was 
a steady flow of work over a period. : 

Owing to the requirements of the Air Ministry, bad luck, diffi- 
culties with engines, or unforeseen circumstances—according to the 
individual opinion—the aircraft constructor seldom enjoyed such a 
period. His year was made up of a period of high peaks and depres- 
sions. For six or nine months he might be very busy—even working 
overtime—and then run into a slump. 

No less than sixteen distinct classes of craftsmen were employed in 
the Industry, outside of technical and administrative staff. About 45% 
of this labour was skilled, 35% semi-skilled, and 20% unskilled, but 
in all classes special instruction was necessary before the individual 
could be usefully employed on aircraft. During periods of slackness 
efforts were made to retain a nucleus of skilled men, even if it was 
necessary to work ‘short time,” but the result was inevitably that the 
better men sought work in an industry offering more stable con- 
ditions of employment. 

That experimental production was a costly and long drawn out pro- 
cess was generally agreed. This was due partly to delays in design 
and in supply of materials, but to an even greater extent to altera- 
tions in specifications. Of these latter Mr. Sigrist says “I cannot 
offer a solution of this problem . . as modest laymen we cannot 
be expected to understand the considerations of high strategy and 
tactics which dictate these requirements and any criticism would 
therefore be ambiguous.” 

As to the more purely technical aspects of experimental production, 
the author found that one man, either from the works or the drawing 
office staff, should be made responsible for progress. He should act 
as liaison officer between design and construction, receive all draw- 
ings, check quantities, requisition necessary materials, and deal with 
all “snags”? as they arose. A good deal of delay sometimes arose 
from difficulty in getting special materials and a little care by the 
designer, aided by collaboration with the production department, and 
occasionally compromise, was very helpful. 

When an experimental type was accepted for service, production 
procedure must depend on the individual factory concerned, the par- 
ticular type involved, and the quantity ordered. The ideal to be aimed 
at was an even flow of work throughout the factory, but this ideal 
was seldom attained because of Service modifications, and delays of 
material, etc. Before production was started the whole procedure 
should be discussed thoroughly by all concerned, and it was here that 
the liaison officer should produce all the data in his possession.as to 
probable difficulties and sources of delay. The planning department, 
who receive drawings, requisition materials, place the issue of 
orders to the works, decide on jigs and tools necessary, deal with all 
modifications and queries, and fix piece-work trates, etc., was in Mr. 
Sigrist’s opinion the hub of the works. 

Output was bound up with design, and each individual would have 
his own views as to the best method of design for production. The 
author was not prepared to advocate any particular system as out- 
standing, but he did believe that each particular case must be con- 
sidered on its own merits. There seemed in some cases to exist 
what he called a ‘‘ machining complex,” which led to the feeling that 
machine shop work was unsatisfactory compared to sheet metal work. 
This was almost entirely a fallacy. 

Where a machined part could be replaced by a stamping this should 
be done, but if the choice lay between a complicated sheet metal fitting 
and a machined part the latter was usually satisfactory, particularly 
if drop forgings could be used. 

Coming to methods of manufacture developed by the H. G. Hawker 
Engineering Co. Ltd., Mr. Sigrist described their well-known square 
or flattened tube fuselage construction, for which half-a-dozen press 
tools only were needed to produce all the joint fittings in the after 
section of fuselages ranging in size from a light aeroplane to a day- 
bomber such as the Horsley. 

For spars the solid drawn “ double-eight ’ section had great merits 
for smaller machines, and a type drawn from H.T. steel strip, con- 
sisting of two polygonal booms, with a corrugated web, met their 
needs in other cases. ‘This spar consisted of three pieces only and 
required only two rows of rivets for assembly. 

For ribs they had used duralumin tube, duralumin strip and 
aluminium sheet. The tubular rib was the lightest, but the material 


was costly. The strip rib, rolled or drawn section, was easier to 
produce. The pressed aluminium rib, in quantity was cheap, but 
heavier than the other types. Purely personally he preferred the 


wooden rib and saw no reason why it should not be used with metal 
spars. 

Tinned steel tanks were a_ straightforward job, and if made in 
sufficient quantity sheet and beetle plates could be pressed and the 
whole jig-assembled. Aluminium and duralumin tanks required 
more care, but were quite satisfactory. ; 

Inspection could be responsible for much difficulty and delay. No 
one cavilled at the need for thorough inspection, but there was a 
tendency to interpret too literally a series of regulations and limits 
which were often too severe. A relaxation in this respect, giving 
more discretion to the inspector was desirable. 

Choice of plant was a matter for individual consideration. Special 
purpose machines had usually to be made to the constructors’ own 
designs, and were often very well worth their cost. Care in main- 
tenance, and frequent inspection of machine tools paid for itself, and 
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so did the clearing of swarf from machines frequently and storing ‘a 
it in labelled bins so that full value as scrap could be obtained for it, _ 

Finally, referring to production in emergency, Mr. Sigrist said: 
“.... the Staff view of aerial warfare is that in the first clash of 
hostilities casualties in machines and personnel will be heavy, and 
the side which can most rapidly equip will be the predominant 
party». ...In other words, the Industry must be in a position to Be: 
assume the réle of a third line of defence. Frankly, we cannot accept 
this to-day and until we are on a basis which ensures continuity of 
output... .the position will still be serious.” 

In the event of a sudden call for one hundred varied machines 
within seven days the chance of a response of more than 30% of the 
required quantity is considered remote, and the period necessary to 
work up to an output of 200 machines per week beyond estimate. 


to instruct allied trades which might be of assistance. Even if we did 
manage to produce the machines the engine question would still 
remain, and in its way seems less capable of solution.” 

In the discussion which followed, Group Capt. Fletcher, Deputy 
Director of Organisation, of the Department of the Chief of the Air 
Staff, who opened the discussion, contented himself with the remark 
that the paper was interesting and illuminative from the producer’s 
point of view. The remainder of the speakers, drawn mainly from the 
ranks of those concerned with aircraft construction, merely enlarged © 
and approved Mr. Sigrist’s views as to the preparedness of the ~ 
Industry to meet an emergency demand. Mr. Handley Page said 
that those in control of military aviation had as yet shown no sign of 
formulating in their requirements any mass demand. Alterations were 
so numerous even on Service types in so-called production that their 
manufacture became merely ‘‘ day-by-day jobbing work.” 


A VISIT TO R100. 


The approach to Howden is by a good road marred by two 
swing bridges which not only cause delay but actually charge 
about zd. per foot for the privilege of crossing them. 

On arriving at the prosperous looking little town of 
Howden too early for visiting Rroo (which is on view free 
of charge to the Great British Public on Saturdays from 
I p.m. to dusk and on Sundays after 10 a.m.) a visit was made 
to the local A.A. hotel for needful refreshment, only to 
be greeted by “no lunch can be provided on Saturdays,” 
the remark “then I suppose the inhabitants of this town 
fast during the week-end ” was met. with ‘‘ Well there is 
nothing to eat.’ ; 

The rival hotel next door was providing a lunch (ordered 
in advance) for a party and had. no food to spare. Truly 
a remarkable example of two inns with but a single thought— _ 
“Starve the brute.” i = 

There was nothing for it but to visit Rroo with an un- 
satisfied inner craving which had been growing for 150 miles. 

The shed, which is about a couple of miles from the town, 
is surrounded by concrete floors and foundations (a relic 
of war time activity) which formed an excellent park for 
about roo cars and three large charabancs. : 

On entering the shed and paying 2s. one is surprised to 
notice that the entertainment tax is levied, truly a strange 
way of promoting aeronautics, but the ways of a Govern- 
ment are as inscrutable as those of providence. aa 

The airship at first glance appears to be nearly finished 
most of the fabric panels are in place and the 7oo odd ft. 
of length and 133 ft. of girth entirely fills one bay of the 
shed. The writer would be glad to know whether the de- 
signers built the airship to fit the shed or whether the shed 
was really large enough to house a 5,000,000 cubic ft. air- 
ship of the best possible ratio of length to diameter. 

Visitors have to wait until a party has collected when a 
guide takes charge in the best and most up-to-date Cook’s 
tourist style. 2 

The first stop is made at the benches, where the duralumin 
girder work has been built up, and the jigs on which the 
tubes are formed. Near by is the rudder almost complete, — 
and on account of its comparatively small size, shows the 
construction of the control surfaces. 7 

The trailing edge and lighter struts are formed by spirally 7 
wound duralumin tubes. These tubes are formed by wind-— 
ing a strip of about 20 swg. duralumin on jigs in such 
manner that the edges overlap, these overlapping edges 
which form a helix of about 2 ft. pitch are rivetted at about 
2 ins. centres. This should make a very reliable and stiff 
tube, but the labour cost must be very high. The ribs are 
of sheet duralumin with lightening holes, all edges being 
flanged, stout ribs and stringers of similar construction are 4 
used as required, internal bracing being largely of piano — 
wire with soldered ferrules without strainers. The hinge a 
post is of box-girder form with eye-bolt hinges having self 
aligning ball bearings. 

The next halt is made at a fin and elevator ready for 
covering; the method of construction is similar to that of the 
rudder but the size is so great that it is difficult fully to 
appreciate all the details, one detail of interest is the point 
of attachment of bracing cables to the box-ribs, 4 cables org 
apparently 2 in. circumference meet at a point which is well — 
stayed to the various light ribs and stringers. The elevator 
is apparently controlled by a worm and wheel but it 1s 
impossible to approach sufficiently near to ascertain the ~ 
exact construction. : Bn 3 

One engine car was on view in a finished condition. It 
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The Boulton & Paul “Partridge” single 
seater fighter of all-metal construction. 
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Boulton & Paul All-metal “Sidestrand” 
Day Bomber. Chosen recently after exhaus- 


tive tests as a Royal Air Force Service 
Machine. 


BOULTON & PAUL LTD 
pot NORWICH enn hncs. 


LONDON OFFICE: 135-137, Queen Victoria St., E.C.4 


‘Telegrams: ‘ Boutique Cent, London.” Telephone: Central 4642. 
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is fitted with 2 Rolls-Royce Condor engines, a reverse gear 
and wooden propeller. The radiator is retractable to prevent 
over-cooling. 

The chief show feature is the passenger accommodation; it 
is 3 decks high and in contrast with Rior is only one ballonet 
in length. 

The bottom deck is accommodation for the crew, the 
kitchen and lavatory accommodation, the latter being very 
extensive and elaborate. 

The top deck has cabins and lounge which is in the form 
of a gallery overlooking the dining saloon on the middle 
deck. The cabins although small seemed comfortable with 
a highly ingenious type of spring mattress largely made of 
duralumin. : 

There are also cabins on the middle deck opening onto 
the dining saloon. 

The tables are shown laid for a meal with shaded electric 
lights and flowers, and are quite worthy of a showroom 
window in Regent Street. 

Both the upper decks have promenade decks within the 
envelope of the airship. I understand that glass and cellon 
windows are to be fitted to enable some view of the ground 
to be obtained. 

The general effect of the polished Balsa-wood fittings of 
the passenger accommodation is very pleasing, but on think- 
ing of the accommodation when actually in flight with a 
full complement of passengers and stewards the picture does 
not look so bright. 

The dining saloon seats 50; the others are supposed to be 
in the lounge or on the promenade decks, and it rather 
looks as if, when the stewards are busy serving a meal or 
in the cabins, the congestion would be rather like a tube 
train at 6 p.m. 

The- writer has had experience of somewhat similar lay- 
out of passenger accommodation in a s50-ton steamer in 
a remote part of the tropics and it was very far from ideal. 
Promenade decks sound delightful but they are closed in 
to prevent undue aerodynamic losses, so there will be no 
fresh air, although the dining saloon is heated electrically 
and may be all right; probably the promenade decks will 
be cold as well as stuffy, and the position of the kitchen 
is such that it ought to give an accurate forecast of the next 
menu to the uttermost corner of the accommodation. ‘The 
writer feels that unless he ig really in a very great hurry 
to get anywhere he would prefer a tramp steamer to an 
airship until the number has risen to 1,000; let us hope 
that progress will be sufficiently rapid to bring this number 
within a decade. 


BM/ZRMX. 
A CENTRAL AUSTRALIAN FLIGHT. 


In the summer of 1928 the Managing Director of the 
Larkin Aircraft Supply Company Ltd., Captain H. J. Larkin, 
M.C., D.F.C., together with one of the company’s pilots— 
Captain F. Neale,—completed a very meritorious aerial sur- 
vey expedition of 3,000 miles across Central Australia—from 
Melbourne to Hermannsburg and back. The machines used 
were a D.H.50 and an A.N.E.C. 6-seater, each of which was 
equipped with a Rolls-Royce Eagle engine. 

The pilots left Melbourne on July 4, setting a course for 
Mildura, a large town on the Murray River, New South 
Wales, where a stop was made for lunch. By night-fall the 
party reached Broken Hill. On this section they had flown 
over country across which Australian Aerial Services Ltd. 
operates an air-mail service. 

The next section of the flight, over the area Broken Hill— 
Wertalona Station, took them across an uncharted and 
sparsely populated country. They reached safely Farina (a 
fair-sized town on the railway line from Adelaide to Darwin) 
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where they spent four days and where they saw the first 
signs of outpost life—aboriginals, camels, donkey teanis. 

Their next stopping-place was at Oodnadatta, the terminus 
of the Adelaide—Darwin Railway, where they spent the 
night. Next day they reached their objective, Hermanns- 
burg, after having landed at Charlotte Waters for fuel. 

Their machines were the first aircraft ever seen in Central 
Australia, but the authorities at Hermannsburg Mission Sta- 
tion had nevertheless prepared an excellent landing ground 
for them. The machines were pegged out in the open for 
six days while the party proceeded by camel to Palm Valley, 
an oasis of great beauty, to investigate the possibilities of 
opening a winter tourist encampment in the valley in 1929— 
such tourists to be taken there by air. 

In Central Australia, where Hermannsburg is situated, the 
primitive natives still hunt for a living and their customs 
are of great interest to the very few tourists who have come 
into contact with them. They relish spiders, Wichiti grubs, 
goannas and such like. ‘he fauna and flora are also un- 
usual, and there exist here some specimens of each not to 
be found in any other part of the World. 

Several new species of ants and beetles have been dis- 
covered, and a most interesting find is the Trap-Door 
Spider, which builds a hinged door over its nest. Strange 
as well as beautiful birds frequent these parts, although 
some of the most interesting are rapidly becoming extinct. 
Dingoes—Australian wild dogs—abound, although warred 
against. The kangaroos in Central Australia, unlike their 
southern brothers who grow grey fur and live on the flats, 
grow red hair and live in the mountains. They are here 
called Euros. 

Even the white inhabitants are a distinct type. They 
enjoy many of the native foods, such as Wichiti grubs, emu 
and goanna eggs, etc., and are as hard as nails, used to 
suffering privations of many kinds. And few of them can see 
a joke—having lost their sense of humour entirely in the 
loneliness. 

Deposits of mineral are numerous, and include gold, mica, 
iron, opal and silver. 

All members of the party were greatly impressed with the 
possibilities of the place, and if a small developmental sub- 
sidy should be granted by the Federal Government arrange- 
ments will immediately be made to provide a well-conducted 
winter encampment in 1929, when, no doubt, large numbers 
of Overseas and Australian tourists will visit Central Aus- 
tralia. 

After completing the survey the two pilots flew back from 
Hermannsburg to Melbourne, a distance of 1,300 miles in 
four days. During the whole course of the trip only one 
small mechanical trouble was experienced—a leak in one 
of the water jackets of one of the engines.—s. G. 


WIRELESS BEACONS ON AIR LINES. 

WASHINGTON, D.C.—A vibrating reed device which is sensi- 
tive to the signals sent out by radio beacons has been de- 
veloped to indicate the true course for pilots flying in fog 
or above the clouds. 

The instrument consists of two white-tipped vibrating reeds 
mounted on the instrument board of a shock-proof case. The 
reeds are attached to electro-magnets which are connected 
to the plane’s radio set in place of the regular headset. Upon 
reception of a radio signal these reels vibrate, and if the 
vertical lines produced by their white tips are equal in length 
the pilot knows he is on the course. 

Owing to the mechanical tuning of the reeds they are ex- 
tremely free from the effects of all kinds of interference un- 
less the interference is enough to block the valves in the 
receiving set. The design of several types of reed indicator 
unit is described in Research Paper No. 28 of the Bureau of 
Standards, just published.—(d viation.) 


THE LARKIN OUTFIT.—In the middle Capt. H. J. Larkin, M.C., D.F.C. 


On his left Mr. J. A. Gourlay, 
General Manager, and on his right Mr. W. S. Shackleton, Technical Manager (late of Beardmore’s). 
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CIVIL AVIATION IN PARLIAMENT. 
MUNICIPAL AKRODROMES. 

In the House of Commons on Dec. 12, in reply to a question by Mr. 
Rennie Smith, the Under-Secretary of State for Air said that the 
Sheffield Corporation had notified the Air Ministry that they con- 
templated taking steps: to acquire a site and to obtain a renewal of 
the powers conferred upon them by the Sheffield Corporation Act, 1920, 
in regard to the establishment of a municipal aerodrome. An official 
of the Air Ministry had recently visited Sheffield at the request of the 
Corporation for the purpose of inspecting possible sites. 

A ILONDON—SOUTH AFRICA SERVICE. 

In the House of Commons on Dec. 13, in reply to a question by 
Sir R. Thomas, the Under-Secretary of State for Air said that a 
number: of flights between Iondon and South Africa and also between 
intermediate points, such as Khartum and Kisumu, had been made 
and valuable information had been obtained as a result. ‘They had, 
for example, served to furnish data regarding landing grounds and 
the best route to be followed, but the actual details of the route 
selected would naturally depend upon whether seaplanes or land- 
planes were to be used over certain stages of the journey. These and 
other questions could only be finally determined when concrete pro- 
posals for an air service to the Cape had been formulated. He was 
expecting such proposals in the very early future and, if they 
appeared prima facie practicable, immediate steps would be taken 
to invite the co-operation of His Majesty’s Government in’ the Union 
of South Africa, who were aware of our general intention, and desired 
to develop Imperial air communications of this nature. 


ANOTHER NEW LONDON AERODROME. 


The Fairey Aviation Co. Ltd. have bought a piece of land 
at Harmondsworth (near Colnbrook), for an aerodrome. The 
Firm has become forced to move to a private aerodrome be- 
cause of the secret nature of its test work. 

The new aerodrome covers 150 acres. It is exceptionally 
well drained and is free from obstruction on all sides. The 
distance to the new aerodrome is 3 miles from the Com- 
pany’s works at Hayes, from which it is reached by good 
broad roads. Sheds are to be erected with complete testing 
equipment. 

The aerodrome will probably be ready for use some time 
next year. 

This will make the third aerodrome in this district, the 
other two being Feltham, the G.H.Q. of National Flying 
Services Ltd. (Guest and Co.), and Heston, the G.H.Q. 
of Airwork Ltd. 

Another big aircraft firm is negotiating for an aerodrome 
in North London but at present affairs have not reached a 
Stage when details can be given. 


STAG LANE NOTES. 

Stag Lane sees so many events of air importance and is 
the jumping-off place for so many historic flights, that when 
a week passes without something of the sort occurring 
things seem to be extraordinarily quiet. Actually there is 
no lull in activities, even at this time of the year. Engine 
and aircraft production continues with the same satisfactory 
regularity and the new buildings are gradually nearing 
completion. 

In connection with the building operations it is worth 
recording that the main road into the aerodrome, which at 
present is in a very bad state, is soon to receive attention 
and will give place to a first class road. ‘This work is 
necessarily held up until such time as the heavy lorries, 
inseparable from building work and the installation of 
machinery, have ceased to call. 

Despite a week of almost unrelieved gloom, fog and mist, 
nearly forty hours’ flying has been accomplished. This in 
addition to the London Club’s hours. Considering that there 
is no regular air-line operating from Stag Lane with daily 
services to schedule to keep the figures up, the total 
number of hours flown must be regarded as very good going. 

The School reports two new lady pupils—the Misses Lord 
and Ford—who have begun work in spite of the poor 
weather. 

Among the usual large number of Moths completed and 
tested was the reconditioned RI, a machine well known to 
followers of the light plane movement, lately the property 
of the Duchess of Bedford and now going to Lympne to do 
good work for the Cinque Ports Flying Club. The C.P.F.C. 
authorities are evidently fully alive to the advantages of 
distinctive markings. This machine has a blue, white and 
orange, zig-zag band on the fore part of its white fuselage 
and a pennant composed of similar colours on the tail end. 
In addition there is a tri-colour ‘‘ armlet’’? on each strut. 
The whole scheme, thongh very effective, is somewhat 
dazzling. 

An order for four Gipsy-Moths has been received by the 
De Havilland Co. from their agents in China. The 
machines are intended for commercial’ use, although at 
present there are no details available as to what nature of 
commercial work this will be. 

It is interesting to note that this is the first order from 
China for British aircraft since 1921 and the contract was 
secured in face of very brisk foreign competition. 

Another interesting Moth sale is reported from New 
York, where the Moth Corporation have supplied to Heyer 


Ground 


Products Co., electrical equipment manufacturers, a Gipaws F 
flying laboratory for the testing and development of mag- 
Mr. Alan S. Butler, who recently rai: 
on the Gipsy engine of his De Havilland Moth. 
Bert Hinkler used a Zenith on his famous non-stop flight 
aeroplane. 
THE FLYING CLUBS. 

Aerodrome: Stag Lane Aerodrome, Edgware, Middlesex. 
Engineer: C. Humphreys. Aircraft: 2 (MBP; iS): 

Notes.—On Dec. 14 Mr. D. T. Bennett completed the tests for his 
for the accommodation of the machines. The shed provides ample 


Moth with Handley Page slots for the purpose of test work 
in connection with their products. It will be used as a 
netos and electrical equipment for aircraft.—c. A. s. 
CARBURATION. 
ised the World’s Speed 
Record, to 119.84 m.p.h. for two-seater light aeroplanes over — 
a closed circuit of 100 kilometres, used a Zenith carburettor 

The connection between a light aeroplane success and a 
Zenith carburettor is not new, for away back in 1920 Mr. 
from Croydon ,to Turin on a Baby Avro (Green engine), 
which was in fact the forerunner of the present day light 

Mr. W. I. Hope used a Zenith on the Gipsyv-Moth on 
which he won the King’s Cup for 1928. SER 

The London Aeroplane Club. 

[Sec.: Harold EK, Perrin, 3, Clifford Street, London, W.1.] 

Report for week ending Dec. 16. 

Instructors: V. H. Baker, M.C., A.F.C., F. R. Matthews. 

Flying Time: 11 hr. 5 min.; Instruction: 7 (4 hr. 45 min.); Soloists : 
1o (6 hr. 20 min.). : 
Aviator’s Certificate. 

Shed Accommodation.—The Club has now taken over the new shed 
room for the Club aircraft and also a very excellent engine repair shop. — 
Members’ Room.—The Members’ Room, Bar and Kitchen are well 


on the way to completion and the House Committée is now busily 


engaged in arranging for the necessary equipment. Luncheons and 
teas will be provided daily. It is hoped that these facilities will be 
available to the members by the first week in January. ; 

Christmas Ground Staff: Fund—The Christmas Ground Staff Fund 
has reached nearly £30. Members are reminded that the individual — 
donation is limited to tos. 


The Lancashire Aero Club. 
[Sec.: F. W. Atherton, Avro Aerodrome, Woodford, Cheshire] 
Report for week ending Dec. 15. -%. 
Chief Instructor: D. E. Hall. Voluntary Asst. Instructors: J, @. 


Cantril, J. J. Scholes. Ground Engineers: Bartram, Chapman. 
Aircraft: 4 (XD, PH, MQ, QI). 

Flying Time: 15 hr. 35 min.; -Instruction: 6 (3 hr. 25 min.);_ 
Soloists (under instruction): 1 (2 hr.); “A” Pilots: 9 (7 ht.)} 
Passengers: 7 (1 hr. 45 min.); Tests: x hr. 25 min. 


Notes.—The Aerodrome and Club-house will be closed for the 
Christmas holidays from the evening of Sunday, Dec. 23, re-opening 
on Saturday morning, Dec. 29. The Aerodrome will also be closed as — 
usual Monday, Dec. 31, but will be open on New Year’s Day. 

A rather amusing matter has come to-light in connection with Mr. 
Gort’s cross-country flight to Hooton in the course of which he lost — 
himself and landed at Sealand. He was following Mr. Chapman on 
another Avian and about half-way to Hooton discovered that the 
other machine was rapidly drawing away from him. By flying at 
almost full throttle he succeeded in keeping it in sight for the next 
fifteen miles and it was only after following it down and 
landing that he discovered that he was at Sealand and that the machine 
which he had been chasing was a Siskin. (Nothing is being paid by 
A. Vz Roe-and Co. I.td. for this advertisement.) 


The Yorkshire Aeroplane Club. 
[Sec.: Lieut.-Col. Walker, The Aerodrome, Sherburn-in-Elmet.] 
Report for week ending Dec. 1s. 


Instructor: G. R. Beck. Ground Engineer:-R. Morris. Aircraft: 
3 (LB, SV, RE). 
Flying Time: 10 hr. 10 min.; Instruction: 5 (2 hr. 20 mines 


Soloists : 2 

r (15 min.). 
Notes.—The Club will be closed from Dec. 

for Christmas and the Annual Staff Holiday. 


The Midland Aero Club. 

[Sec.: Gilbert Dennison, Villa Road, Handsworth.] 

Aerodrome: Castle Bromwich, Birmingham. 

Report for week ending Dec. 15. 

Instructors: Fit. Lt. T.. Rose, D.F.C., W. H. Sutcliffe. Engineer: 
W. J. Halland. Asst. Engineer: G. Rees. Aircraft: 2 (XT, LT), 
Flying Time: 9 hr. 25 min.; Instruction: 5 (2 hr. 5 min.); Soloists: 
16 (4 hr. 35 min.); Passengers: 6 (1 hr. 50 min.); Tests: 5 (55 min.). 
Notes.—Flying was only possible on two days. 

Christmas Hotidays.—The Club will be closed down from Dec. 24 


(40 min.); “A” Pilots: 7 (6 hr. 55 min.); Passengers: 


20 to Jan. 7 inclusive 


to 28, inclusive. ' 
The Newcastle-upon-Tyne Aero Club. 
[Sec.: J. T. Dodds, Cramlington Aerodrome, Northumberland. ] 


Report for week ending Dec. 16. 

Pilot Instructor: G. M. S. Kemp. 
ASSiD: W. Latte, VAKGKast S ou alex) 

Flying Time: 8 hr. 25 min.; Instruction: 4 (5 hr. 25 min.); “A™ 
Pilots + 2) (45.4amin.)’; Soloists: -2.(2- hr.)=._ Pests; 15 mans 

Notes.—We are pleased to report that flying started again on Wednes- 
day, Dec. 12, this being the first since our machines were damaged 
during the gale in November. 

On Thursday Mr. Stainthorpe was launched and on Saturday Mr. 
Tomkins did his first solo. These two are Mr. Kemp’s first soloists 
since joining the Club. 

The repairs to the damaged hangar are nearing completion, while 
alongside are being erected two small hangars for private owners. Mr. 


Ground Engineer: K. C. Brown. 


— 


> 
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~ WESTLAND WAPITI 


In Production 


View in Erecting Shop. Wapiti fuselage assembly line. 


The Westland Wapiti with Bristol Jupiter VIII Engine is now in 
production for the Royal Air Force and the Royal Australian Air 
Force. The ‘‘all-metal” method of construction is designed for 
rapid production in quantities. The fuselage framework is built 
up of squire section tubing, the joints being mide by means of flat 
flitch plates and steel tubular rivets. The ends of the struts do not | 
‘‘ bed” against each other or the longerons, but are allowed a small 


Z@ GZ clearance, the rivets taking the load. Bythis means accurate fitting 
Z Z of the ends of the members is obviated, and “repairability ” greatly 


oy 


facilitated. Throughout the machine, ease of maintenance and 
inspection has been carefully borne in mind. 


Aww 
yw’ 
_ AAA 


Other Westland types include the ‘‘ Widgeon” light ’plane, the ‘‘ Wizard” high-speed single-seater fighter, etc. | 


WESTLAND AIRCRAFT WORKS | 


(Branch of Petters Limited), 


Works: YEOVIL, ENGLAND. 
CONTRACTORS TO THE AIR MINISTRY. 
Telephone: Yeovil No. 141 (5 lines). . Telegrams: ‘ Aircraft, 141, Yeovil.”’ 
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Runciman, our latest private owner, has been giving us some demon- 
strations in the use of slots on his Moth WT. 

Messrs. R. N. Thompson and J. D. Irving are taking delivery of 
their new slotted Gipsy-Moths this week. 


The Hampshire Aeroplane Ciub. 


(Sec.: H. J. Harrington, The Hampshire Aeroplane Club, Hamble.] 
Aerodrome: Southampton Aerodrome, Hamble. 

Report for week ending Dec. 14. 

Instructors: Flt. Lt. F.. A. Swoffer, M.B-E., W. H. Dudley. Ground 


Engineers: E. Lenny, J. Elliott. Aircraft: 3 (OI, OH) VI). 


Flying Time: 17 hrs 15 min.;~ Instruction: 12. (4 hr. 30 min.); 
Soloists: 2 (1 hr. 20 min.); “A” Pilots: 11 (10 hr. 5 min.); Passengers : 
2 (30 min.); Tests: 7 (50 min.). 


Notes.—Two new pilot members have joined us this week, Miss 
Joyce Pike and Mr. G. Villiers. 
We are pleased to have our Avian back looking like new. After 


Miss Grace’s crash at the end of August last it was sent to the Hender- 
son Flying School for repairs and Col. Henderson himself flew the 
machine back on Thursday. Given flying weather we hope to add 
considerably to our flying time. 

For the information of those members who have not recently visited 
the Club we should like to point out that the Staff Christmas Fund is 


open. The Club will be closed for Christmas holidays from Sunday, 
Dec. 23, to Friday, Dec. 28, inclusive. 
The Bristol and Wessex Aeroplane Club. 
[Sec.: Major G. S.* Cooper, D.S.O., Filton Aeroplane, Bristol.] 


Report for week ending Dec. 1s. 

Instructor: E. B. W. Bartlett. Ground Engineer: A. W. Webb. 
Aircrait sea Li, Soe 

Flying Time: 8 hr. 15 min.; Instruction: 4 (4 hr. 5 min.); Soloists : 


(2, hrs 30: min.) 5 AY Pilots 3 (a hr. 6 min:) 5 Gests  -5.4(45 min): 

Notes.—Our members have made the most of their few opportunities 
this week. Mr. Rogers satisfactorily passed his test for the Royal 
Aero Club Certificate with a very polished exhibition. 

We regret to state that two of our members, ex-R.A.F. pilots, have 
been reported to the Flying Committee for low flying in contravention 
of Club Aerodrome rules and have been suspended from flying Club 
machines for periods of one and three months. 


The Household Brigade Flying Club. 

[Sec.: R. LL. Preston, Victoria .Barracks, Windsor.] 

Report from Oct. 1 to Dec. 11. 

Dual: 14 br. 15 min.; Solo: 29 hr. 55 min.; Instruction (Brooklands) : 
W. T. @Eyncourt, E. L. Donner, Capt. P. Ellison, A. V. Douglas, 
R. L. Preston, H. R. Norman, Capt. A. d’Eyncourt; Solo: I, Guinness, 
T. Bellville, R. Quilter, Capt. A. d’Eyncourt; Instruction (Lympne) : 
E. Somerset, Packenham; Solo: A. V. Douglas, R. West, EK. Somerset. 

Notes.—The following have obtained their “A” Tjicences: A. V. 
Douglas, R. West, L. Guinness, R. Quilter and Capt. A. d’Eyncourt. 

I, Guinness has bought a half-share in a Mark II Moth, G-EBVK. 

Mr. A. S. Butler, who is a member of the Committee of the House- 
hold Brigade Flying Club, recently established a speed record in his 
Moth aeroplane, with Mrs. Butler as passenger. 

The membership of the Club is now 72.° A new member is Capt. 
The “Rt wou, Fo -E. 'Gtest,, PC, CBs. DSO MuPs late or athe 
Life Guards. ; 


The Suffolk and Eastern counhigs Aeroplane Club. 


[Sec. Major P. P. I.. Holmes, D.S.C., The Aerodrome, Hadleigh, 
Suffolk. ] 
Aerodromes: Hadleigh, 2 miles E. from WHadleigh, Suffolk, and 


Conington, 8 miles W.N.W. from Cambridge. 

Report for week ending Dec. 15. 

Instructor: G. E. lowdell, A.F.M. Ground Engineers: “A and C” 
W. LoiGarner: “CA? sG. Keeley. Aircrati= 3) (RE, SZ, 00H). 

Flying Time: 14 hr. 25 min.; Insiruction: 9 (7 hr. 10 min.); Soloists 
(under instruction) Ee. 3. (4st. TO min.) RA? Pilots.) 1 (25 amin) s 
Passengers: 4 (25 min.); Ipswich—Cambridge Airway: 2 trips (1 hr. 
£5 min.)is Pests 295) (@xemin!)) 


Notes.—Mr. Welsh completed tests for * A” Licence, and Mr. Co 
lingwood completed his height test. ” 
Mr. Mayhew, being on the sick list, Mr. Garner, who has jt 
returned from the Middle East service of Imperial Airways and is 

learning to fly with us, kindly acted as Ground Engineer. 

The Club will be closed for the holidays from Sunday night, Dec. 2 
to Tuesday morning, Jan. 1. 

Cambridge Aeropiane Club.—Conington only worked one day and 
Cambridge members were given dual instruction. It is hoped’ that 
by the Spring the membership of this branch will justify at least of 
one machine and one instructor being stationed at Conington per. 
manently. Potential members are reminded that after Jan. 1 the — 
entrance fee of £3 3s., which has been waived up to the present, wil 
come into force as at Hadleigh. They are therefore advised to join 
up without delay. : 

The Marine Aero Club.—Steady progress is being made in thee, 
formation of this branch. Preliminary arrangements have been made a 
with a firm of boatbuilders at Brightlingsea to provide the necessary 
facilities for light seaplanes. Mr. Lancaster Parker has promised tome 
bring over the Short Mussel to give a demonstration during a 29 


week-end. All seaplane members who have not already obtained an 


ma 


“A” Licence will be required to do so on the Club’s aeroplanes — 
at Hadleigh, or Conington.. Those who desire to fly at Brightling-— 
sea during the Summer are advised to join soon. We should like 
to hear from all who are interested in the Marine Aero Club if they — 
will write to Hadleigh Aerodrome. ae. = 


The Liverpool and District Aero Club. 


[Sec.: J. Ejilis, Hooton Park Aerodrome, Wirral.] 
Report for week ending Dec, 15. pray 
Instructor: Flt. Lt. Sullock. Ground Engineer: B. R. Nutter. Air 


Chayt=22 (WIE, SY) : 
Flying Time: 7 hr. Instruction: 10 
(45 -min.); “A Pilots; 97, (hr. .40 ema e 
Tests 4) (20: mins): y: 
Notes.—Mr. Sullock has very kindly ‘ Rallied round” at the week- — 
ends, both Fit. Lt. Allen and Mr. Pixton being away on sick leave. — 
Mr. T. H. Naylor did his tests for R.Ae.C. Certificate this week in 
a very satisfactory manner. a 


Soloists: 4 ‘ 
(25 min.); 


(3. ‘hr: 50 min); 
Passengers : 


Mrs. Naylor took her ticket a few weeks 
ago, thus Mr. and Mrs. Naylor are the first married couple in this ix 
Club (and the north of England?) to become certified pilots. : 

There will be flying on Saturday afternoon and Sunday, and the 
Club will re-open for ‘‘ business as usual”? on the 27th. On the evenl= 
ing of the 27th, we hope to hold an informal ‘‘ Punch party ” in the 
Clubhouse—Salve ! sq 
The Nottingham Aero Club. = 
Cecil R. Sands, A.C.A., Imperial Buildings, Victoria 
Street, Nottingham. (’Phone 44or4.) ] 

Aerodrome: Hucknall, Notts. (’Phone Hucknall 158.) 

Report for week ending Dec. 14. 

Instructor: Bernard Martin. Ground Engineer: 
Aircraft: 1 (G-AABA). 

Flying Time: 8 hr. 55 min.; Instruction: 6 (4 hr. 
“A” Pilots: 5 (4 hr. 35 min.); Tests >-6 (sommunae 

Notes.—The fact that we still have QW out of commission, and the 
foggy weather we had during the week-end, have accounted for the 
‘‘“wee small hours” attained. Weather permitting, there will be 
flying throughout the Christmas Holidays, when we hope to see four — 4 
members do their first solos. 

The Southern Aero Club. 

[Temp. Hon. Sec.: Miss N. B. Birkett, Shoreham Aerodrome.] 

Report for week ending Dec. 16 

At the end of the week we had the dual Avro G-EBYB back on 
service again, with top planes intact, after her damage a fortnight 
ago in the gales. On Sunday we managed to get in some flying, 
despite wind and weather generally. This is where we score over — 
clubs using light aeroplanes, for an Avro 504K can be safely flown in 
quite rough weather and consequently the pilots we turn out are 
“all-weather” pilots. [What say ye, other Clubs ?—Ep.] 


[Hon. Sec.: 


F. H. Harley. ih 


30 min.); 4 


Pen Fs 


ONE OF THE LATEST. 
one another. 


(Cirrus), in which all four wings are interchangeable with 
The ailerons. are also interchangeable, as are the elevators and the rudder, and the fin and tail- 
surfaces. 
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Mr. Bellairs, one of our members, has just bought a new Avian, 
G-AADF. He and Mr. Miles flew it back to Shoreham from Man- 
chester on Thursday. 

The buffet and luncheon bar continues to be well patronised, and 
is proving a most acceptable innovation. 


The Cinque Ports Flying Club. 
[Hon. Sec.: R. Dallas Brett, 114, High Street, Hythe, Kent.] 
Aerodrome: Lympne. 
Report for week ending Dec. 15. 


Pilot Instructor: H. G. Travers, D.S.C. Ground Engineer: R. H. 
Wynne. Aircraft: 1 (NN). 

Flying Time: 6 hr. 15 min.; Instruction: 5 (1 hr. 45 min.); Soloists 
dunder Vinstruction).: Mis (3 ehre, so) ain) 4o4 = Pilors et 30 sarin) s 
R.A.F.O. (Unlicensed): 15 min. 

Notes—On Dec. 9 Mr. Hamilton, R.A., took his “A” Licence. 


He was at Hythe on a three weeks’ course, which shows that we can 
put through officers on short courses in the denth of the Winter. 

On Friday, Dec. 14, Mr. Armstrong Payn, of Deal, also did his tests, 
landing with engine off from 5,o00 feet to within about 15 yards 
of the mark. 

Fog stopped flying on Wednesday, Thursday and Saturday. 

The Club Room inside the hangar is being furnished, and it is hoped 
to have the Bar working over Christmas. 

Arrangements have been made to take over an x type Moth, G-EBRI, 
fin place of the Vicomte de Sibour’s Moth SS, formerly the property. 
of the Club. RI belonged to the Duchess of Bedford. The Club hopes 
tto have both machines, NN and RI, during the Christmas Holiday. 


The Scottish Flying Club. 

[See.: George Baldwin, Moorpark Aerodrome, 

Report for week ending Dec. 8. 

Instructor: R. M. Stirling. Ground Engineer: 
2 (YG and TY). 

Flying Time; 28 hr. 5 min.; Instruction: 6 hr. 45 min.; Soloists: 
13 hr. 25 min.; Joy-rvides and Tests: 7 hr. 55 min.; Instruction (with 
Mr. Stirling): Miss Hendry, Messrs. J. E. Young, H. W. Garbutt, 
A. McDonald, A. Walter, J. Mitchell, H. D. Primrose, D. K. Fair- 
weather and A. Cairns Smith; (with Mr. J. C. Houston): Messrs. 
F. W. Murray and G. KE. Muir. 

Notes.—Practically nothing of interest, either with regard to flying 
or general matters, falls to be recorded this week. Weather con- 
ditions have been a peculiar mixture of blue skies, gales and minor 
snowstorms, yet, withal, our total flying time for the week is quite 
satisfactory. 

On Monday, Miss J. Hendry completed her ‘‘ A” Licence tests most 
satisfactorily and we look forward to congratulating her as the first 
lady holder of an “A” Licence in Scotland. 

There was an encouraging turnout at the Club dance on Friday 
evening in the “ Plaza,’ when a most enjoyable evening was spent. 

Report for week ending Dec. 15. 


Renfrew.] 


W. Calder. Aircraft: 


Instructor: R. M. Stirling. Ground Engineer: W. Calder. Aircraft: 
280. Gi raya. 

Flying Time: 12 hr. 30 min.; Instruction: 2 hr. 40 min.; Soloists: 
5 hr. 30 min.; Joy-rides and Tests: 3 hr. 25 min.. 


Notes.—Reduced time this week is due to weather, in which the 
smoke of Glasgow, aided and abetted by an East wind, has been the 
chief offender. Apart from a successful cross-country flight to Fife, 
made by Mr. L. C. Davey in G-EBTY on Friday, the little flying 
there has been has been uneventful. 

The Club will close down from Dec. 29 to Jan. 1 (inclusive) owing to 
Staff Holidays. 

The Regina Flying Club. 

[Sec.: R. A. Delhaye, 411, McCallum Hill Building, Regina, Sask.] 

Report for month of November. 

Since last month four more members have passed their tests for 
Private Pilots’ Certificates, making the total for five months’ opera- 
tions as follows:—10 Private Pilots’ Certificates. 2 Commercial Pilots’ 
Certificates (old Pilots). 31 Air Engineer Certificate. 21 Soloists, 14 
of which were Club trained. Total Flying Time: 475 hr. 

Notes.—The Municipal hangar, which is to be the home of the Club, 
is nearly completed and arrangements have been made for telephone 
and electric light service. The Imperial Oil Co. have nearly completed 
the building of a filling station, with pilots’ room, which they are 
handing over to the Club for operation for a period of five years. 

Fine weather throughout the West this year has allowed the Club 
machines to fly daily without much hardship from cold to the Moths 
and their pilots. 

The Club held a get-together dinner on Nov. 14 at the Saskatchewan 


Hotel. Eighty members were present, the dinner was good, the 
speeches short and few. On the whole a very enjoyable evening. 
The Singapore Flying Club. 
[Sec.: R. Johnstone, Singapore. ] 
Report for week ending Nov. to. 
Flying Time: 19 hr. 55 min.; Soloists: 45 min.; Instruction: 7 hr. 


50 min.; Air Experience: 8 hr. 40 min.; 
Tests: I0 min.; Special Flight: 1 hr. 
Notes.—On Nov. 7 the Spirit of Australia, in which Capt. Hurley, 
Fit. Lt. Moir and Flg. Off. Owen are attempting to fly from Australia 
to England and back in 28 days, arrived and alighted on the Race- 


Joy-rides: 1 hr. 30 min.; 


fully laden, so Fit. Lt. S. H. Gaskell flew Fit. Lt. Moir to Seletar in 
one of the Club machines in order that the pilot of the Spirit of 
Australia might have a look at the aerodrome at the Air Base. On his 
return Flt. Lt. Moir took the Spirit of Australia off from the Race- 
course unladen and alighted at Seletar. On the following morning the 
machine got away without difficulty. 

On Nov. 6 P. T. Hutchings made his first solo flight. 

nae Nov. 9 we were pleased to be able to welcome the Club Captain, 

. Johnstone, on his return from leave in Australia. 


The Aero Club of East Africa. 


To the number of Light Aeroplane Clubs must be added The Aero 
Club of East Africa. ‘This club arose out of the meeting of a large 
number of former war pilots at Nairobi on the occasion of the arrival 
at that place of the R.A.F. Cape to Cairo Service Flight of 1927. ‘The 
sight of so many wearers of the R.A.F. tie on the aerodrome on that 
occasion suggested an ex-Flying Services’ Association, and from this 
idea was born, on July 31 of that year. ‘The Aero Club of Kenya,” 
which title was changed recently to “ The Aero Club of East Africa,” 
with its headquarters at Nairobi. 

The patron of the Club is the Governor of the Colony—His Excel- 
lency Sir Edward Grigg; the President—Colonel A. C. E. Marsh; and 
there are district representatives at Arusha, Dar-es-Salaam, Kisimu, 
Kitale, Mombasa, Uganda, and Zanzibar. 

The Club publishes a monthly journal, Aeroken. According to this 
paper the membership of the Club was 200 in July of 1928.» The annual ~ 
subscription is 20s.—a very moderate amount. 

The ubiquitous Moth has established itself. Also one may note that 
one firm of merchants in Nairobi, Africana Ltd., are the agents for the 
Klemm-Daimler light aeroplane. 

Harassed secretaries of clubs at home may console themselves that 
they are not alone in their troubles, for the Editor of Aeroken, when 
announcing the need of a Club crest, let forth an anguished cry 
asking his fellow-members to remember that ‘‘ the Committee are a 
hard-working body and so it is sincerely hoped that the temptation 
will be resisted of sending designs which have as their main motif such 
things as lions with wings, hippos with floats, and rhinos with slots.” 

—s. G, 


The De Havilland School of Flying. 


Report for week ending Dec, 16. 

Flying Time: 40 hr. 15 min.; Instruction—Dual: 
Solo: 5 hr. 35 min.; Other Flying: 11 hr. 15 min. 

Flying at Stag Lane has been greatly curtailed this week owing to 
the extremely bad weather conditions which have prevailed. 

The De Havilland School of Flying wish all other schools a Happy 
Christmas and a Prosperous New Year. 


23 hr. 25 ‘ii 


FORCE OF HABIT. 


The accompanying photograph shows our old friend, Mr. J. D. 
Parkinson, with a cup which he won at the Toronto Flying Club’s 
Meeting. If the size of 
the Cup may be taken as 
a gauge, sporting flying 
must be going very 
strong in Canada. 

Mr. Parkinson is now 
fiying for International 
Airways of Canada Ltd., 
and has been piloting 
machines on the Mon- 
treal—Toronto air mail 
route. The note accom- 
panying the snapshot re- 
marks that the morning 
on which he wrote he 
had brought a Fairchild 
Cabin monoplane with a 
Wright Whirlwind en- 
gine from ‘Toronto to 
Montreal, 336 miles, in 2 
hours 50 mins. in a flat 
calm. 

That is a pretty good 
cruising speed. But ap- 
parently the Canadian 
Air Transport people are 
not satisfied with such a 
speed and are looking 
for something to cruise 
about 20 miles an hour 
faster. Here one is en- 
tirely in agreement with 
them and one strongly 
recommends British air- ‘ 
craft firms who intend to compete with American products in the 
Overseas markets, to set out with the idea of a cruising speed of 
150 m.p.h. and not the 90 m.p.h. which seems good enough for ie 


course. It was found that it would be impossible to take off from there European imagination. ri 
hd 

USED BY THE LEADING AIRCRAFT MANUFACTURERS = 
a 

Srehesinewse: THROUGHOUT THE WORLD. Telegrams: % 
BISHOPS - f d ificati 2V3 b : VICPLY > 
GATE 541 Manufactured to Specification 2.V. y KINLAND a, 

@ times) LONDON. 3 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Sunday, 6; Monday, 13; Tuesday, 9; Wednesday, 0; 

Thursday, 14; Friday, 15; Saturday, 13. 

IMPERIAL AIRWAYS LITD.: 

London—Paris—Zurich; Jondon—Ostend—Brussels—Cologne and _ re- 
turn: Machines 31, passengers 177, freight 10 tons. 

AIR UNION: 

Paris—London and return: 
tons. 

KL IVES 
Amsterdam—Rotterdam—London and return: Machines 10, passengers 
29, freight 3 tons. 

SABENA : 

Brussels—London and return: 
2 tons. 

DEUTSCHE LUFTHANSA A.G.: 
Amsterdam—London and return: 
i ton. 

MISCELLANEOUS : 

British machines 0, passengers 0. 

Foreign machines o, passengers 0. 

Total number of trips by British Machines, 
sengers. 


Machines 13, passengers 18, freight 14 


Machines 7, passengers 15, freight 


Machines 9, passengers 11, freight 


21, uCarryin gS. 175 
Foreign Machines, 39, carrying 73 passengers. 


COMPARATIVE FIGURES. 
Week ending Dec. 15: 


pas: 


Machines, 7o; Passengers, 250; Crews, 140; Total personnel, 390. 
Corresponding week, 1927: 
Machines, 84; Passengers, 244: Crews, 149; Total personnel, 393. 
Corresponding week, 1926: 

Machines, 54; Passengers, 120; Crews, 65; Total personnel, 185. 
Corresponding week, 1925: 

Machines, 42; Passengers, 110; Crews, 51; Total personnel, 16r. 
Corresponding week, 1924: 

Machines, 35; Passengers, 82; Crews, 39; Total personnel, 121. 
Corresponding week, 1923: 

Machines, 51; Passengers, 87; Crews, 77; Total personnel, 164. 
Corresponding week, 1922: 

Machines, 52; Passengers, 168; Crews, 100; Total personnel, 268. 
Corresponding week, 1921: 

Machines, 49; Passengers, 108; Crews, 73; Total personnel, 181. 
Corresponding week, 1920: 

Machines, 10; Passengers, 9; Crews, 18; Total personnel, 27. 


Croydon Notes. 


Fog is everywhere depressing enough, but if you should 
meet someone who has evidently plumbed the deepest abyss 
of human misery during a period of fog you may be sure 


that he is a denizen of Croydon Aerodrome. Recently, 
every Company had to operate services in and out from 
Penshurst, sending passengers and goods to and fro by road 
which was a matter of hours, whereas by air Penshurst can 
be reached from Croydon in about ten minutes. 


When there is fog about, Croydon collectively gets quite 
nervous. London Offices adopt a distinctly cold and un- 
friendly attitude over the ’phone, and their pitying superior 
attitude makes Croydon believe that the fog is entirely due 
to their own miserable ineptitude. Meteorological Officers. 
no longer carol blithely as they let off their coloured bal- 
loons from the roof, but slink furtively about the place, like 
cats conscious of ill-doing. 


Bad weather conditions upset the nerves of the best of 
the Croydon folk, and even the pilots, most reasonable of 
men, are subject to fits of almost girlish petulance at times. 
Not long ago, they say, a certain pilot whose name and 
nationality must remain a secret, expressed a very definite 
determination not to fly that day. A wily groundsman ap- 
proached him with the observation ‘‘ I suppose you won’t be — 
flying to-day,’ to which he retorted ‘‘ Oh, I won’t, won’t 1?” 
and promptly took the air in the teeth of a slight ground mist 
to the consternation of all concerned. 


Mr. Smirnoff, of the K.L.M., who recently made the re- 
turn trip Amsterdam—Batavia, with a three-engined Fokker 
(with Bristol Titan engines), is understood to have flown 
for more than eight hours on two of his three engines, dur- 
ing the course of the trip. 


Mr. ‘“‘ Taffy’? Evans, long the C.I.D. officer at the Aero- 
drome, paid a visit to the scenes of his former triumphs a 
while back. He is very much thinner and his receipt for 
this happy state of things is simplicity itself and not at all 
painful. ‘ Give up beer altogether,’ says Taffy,—and drink — 
Scotch. | | aij 

Not long ago, a K.L.M. machine on its way to Batavia 
was obliged to land because the wing was covered with 7 
centimetres of ice, which not only increased the weight 
considerably, but played all manner of tricks with the fly- 
ing capacity of the wing. This happened somewhere near 


Erfurt, in Germany, and is a most unusual occurrence. | 

We understand that Mr. Smith of. the Surrey Flying Ser— 
vices, who will be remembered as having met with an acci- 
dent some weeks ago, is progressing so favourably that he 
will be able to spend Christmas at home.—x. 


The SHORT “ Singapore ” 


2 Rolls-Royce “ Condors ” 


Cellon Dope. 


For the flight of survey round Africa, completed by Sir Alan 
Cobham, K.B.E., A.F.C., the Dope used on the machine was 


CELLON 


Telegrams: 
AJAWB Richmond, Surrey. 


“The Dope of Proved Efficiency” 


Telephone : 
Richmond 2211 (4 lines) 


Cellon (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 
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“ Plight" hone 
“The Hawker ‘Horsley’ Torpedo Bomber as _ illustrated 
is now in production. The machine meets in every 
respect the exacting requirements of torpedo carrying 
aircraft and can be _ considerably overloaded without 
impairing efficiency,” 
ELE rT aaG 
HAWKER ENGINEERING CO., LTD. 
KINGSTON. BROOKLANDS. 
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POLISH CIVIL AVIATION. 


At the close of the current year the two existing Pol‘sh 
civil air transport companies, the Towarzstwo ‘‘ Aero ’’ and 
the Towarzsto ‘‘ Aerolot ” will be taken over by the Govern- 
ment. 

A new company, to be known as the Towarzsto ‘ Lot ” 
will be formed, in which the State will own 60 per cent. of 
the shares and the local authorities the remaining 4o per 
cent. 

The new company will absorb all the equipment of the 
two old companies, consisting of twenty existing aircraft 
and six Fokker F-VIIs, which are now on order, construc- 
tion and repair sheds, aerodrome equipment, etc. Subse- 
quently only machines of home manufacture will be bought, 
and simultaneously subsidies will be granted in support of 
home output of aircraft. 


SPANISH CIVIL AVIATION. 


A monopoly for commercial air traffic in Spain with an 
annual Government subsidy of 3,000,000 pesetas (£100,000) 


has been allocated to a Spanish group formed for the fusion 
of the two existing companies at present exploiting the 
Madrid—Lisbon, 
routes. 


Madrid—Seville, and Madrid—Barcelona 


The Aeroplane 


DUNLOP 


_ means the same satisfaction when 
applied to Aeroplane equipment as 
it does in the realms of cycling, 

motor-cycling and motoring. — 


Dunlop Aeroplane Tyres are the 
approved fitment on an _ ever- 
increasing number of machines. 
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These companies are the Union Aerea Espanola and the — 
Iberia, Compania Aerea de Transportes, both of which use — 
German aircraft. 7 


PERSONAL NOTICES. 


MARRIAGE. Fe 

McDONALD—GRAY.—On Dec. 15, at St. I.uke’s Church, Grayshottps 
Arthur W. B. McDonald, R.A.F., elder son of Dr. and Mrs. McDonaid, 
of Antigua, to Mary, eldest daughter of Dr. and Mrs. Ronald Gray, £ 
of Hindhead. b: 


FORTHCOMING MARRIAGES. f 
BROWN—STANBURY.—The engagement is announced between Flg. 
Off. Keith Kendle Brown, R.A.F.O., elder son of Mr. D. W. Brown, 
Southgate, Middlesex, and Miss Gwendolyne Stanbury, elder daughter © 
of Mr. and Mrs. F. B. Stanbury, Coolinge Lodge, Folkestone. x 
COTTERELL—BLACK.—An engagement is announced between Capt. 
George Cecil Blencowe Cotterell, late Nigerian Political Service and ~ 
R.A.F., eldest son of the late Morton Blencowe Cotterell and of Mrs, ~ 
Richard Bond, Bryancliffe, Wilmslow, and Mary Wanklyn, younger 
daughter of Mr. and Mrs. John Black, British Linen Bank, Wigstown, 
Scotland. 

DRUMMOND—DRAKE-BROCKMAN.—An engagement is announced 
between Sq. Ldr. R. M. Drummond, D.S.O., O.B.E., M.C., R.A.F., elder 
son of Mr. and Mrs. J. M. Drummond, of Cottesloe, Western Australia, 
and Isabel Rachael Mary, only daughter of the late Paris F. Drake 
Brockman and Mrs. Drake-Brockman, of Cintra Park, Norwood, 
ILondon. 


DUNLOP RUBBER COMPANY LTD. 
FLRT DUNLOP, BIRMINGHAM. 
Branches throughout the World. 


The 
PASSI.NGER SALOON, 
Silver Wing Service de Luxe. 


IMPERIAL AIRWAYS LTD. 


LONDON and the CONTINENT 
BRUSSELS PARIS COLOGNE 
BASLE ZURICH OSTEND 


AIRWAYS HOUSE. CHARLES STREET 


LOWER REGENT STFEET - S.W. 
Telephone—Regent 7861-5 ‘Telegrams—'’Impairlim.” 
AIR PORT OF LONDON, CROYDON 


Telephone—Croydon 2046. 


THE BRITISH AIR LINE TO THE CONTINENT. 


DAILY SERVICES: 


‘Telegrams—‘‘ Flying Croydon.” 
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“AN’ A DROP INTO NOTHIN’ BENEATH YOU AS 
STRAIGHT AS A BEGGAR CAN SBBUT.”— (Kipting) 


IN THE MOUNTAINS :—A Fokker F-10 monoplane (Three 425 H.P. Pratt and Whitney ‘‘ Wasp” engines) flying 
among the Sierra Madre Mountains near Los Angeles, California. 
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In 1928 Colonel FitzMaurice, speaking of his Atlantic flight, said :—‘‘Never 
EXPERIEN CE If ours had had 


again would I go in a@ machine not equipped with wireless. 
IN 1928 wireless we should have landed in New York instead of Labrador.” 


as 


Captain Courtney, saved from the Atlantic, said :—‘‘ Res tirely d 
THE GUIDE Marcont Wtreless.” Se ete ee 
i FOR 1929 MARCONI’S WIRELESS TELEGRAPH CO, LTD, 


MARCONI HOUSE, Strand, London, W.C.2 
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a ae : | Telephones:- 
A Gerrard 2312. 
Regent 4728. 


Telegrams & Cables, 


Factories :- 
Hendon (London,NW.2) 
New York (U.S.A) 
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By the successful conclusion of many 
pioneer long distance flights and by the 
verdict of International Competition, 
the Cirrus-Avian has been shown to 
possess the three essential features of a 
light aeroplane in a marked degree: 


EXCEPTIONAL 
STRUCTURAL STRENGTH - 
S.CLP R EME 
RE LI A.B-LL bem 
Sy 
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APPEAR AN Ce 
@ 

A.W BOK GSoC ah 
Newton Heath, Manchester. 


London Office: 166, Piecadilly, W.1. 
Experimental Works: Hamble, Southampton. 


HE AEROPLANE OF GREAT ACHIEVEMENT 
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ON 1928. 


Taking it all round 1928 has been rather a wonderful year. 
Though the long hoped-for boom in aviation has not yet 
begun, there have been right through the year unmistakable 
symptoms that it is coming. These symptoms are exactlv 
those which have prepared the way for all other booms in 
locomotion. 

In the earliest days of all locomotive development the 
pioneers have been told that they were merely inventing a 
new way for people to kill themselves. Then highbrowed 
scientists proved that the new vehicle could never work, 
or that if it did work it could never be of any practical use. 
There is the never-to-be-forgotten example of the article 
in a scientific magazine which proved mathematically that 
no steamship could ever cross the Atlantic,—which article 
unfortunately appeared in print the week after a steamship 
‘had actually done it. 

The next stage has been the coming into the movement of 
a few sporting enthusiasts and a few business men who had 
enough foresight to see that the crude vehicles of the time 
could in the future be developed into practical means of 
transport. And they have produced rule-of-thumb improve- 
ments. 

Then has come the early practical transport stage, in 
which the newspapers instead of encouraging the growing 
business have concentrated on alarmist articlés about its 
dangers. The burning of steamships, railway wrecks, 
bicycle accidents and motor accidents all in turn were given 
blazing headlines, while actual achievements were only given 
a few lines in odd corners,—because newspaper editors are 
invariably several years behind the intellectual development 
of their public, simply because they sit in offices and vege- 
tate instead of going out to see what is happening, with the 
result that their intelligent young reporters are compelled 
to write down to the mental level of their editors instead of 
up to the development of the public. 

The success of any given method of transport has only 
come when people have become so accustomed to being 
killed by that particular form of transport that fatal acci- 
dents have ceased to interest editors of newspapers, and 
have been pushed away into the odd corners which were 
formerly occupied by the outstanding achievements of those 
‘particular vehicles. But we must admit that this state of 
indifference to fatal accidents is only reached when fatal 
jaccidents happen in a very minute percentage of journeys 
‘made and only once per many thousands of miles covered. 
| EARLY Days OF FLYING. 

_ The oldest hands in aviation can remember aerial loco- 
‘motion going through all these stages. Our younger avi- 
ators, who were small children at school when war-flying 
on a large scale ended ten years ago, can only remember 
this last stage of all. They can remember when in their 
arly newspaper-reading days a really wholesale crash to 
what the papers used to delight in calling a ‘“‘ giant air- 
liner ”’ was worth big headlines in even the most respectable 
‘papers. 

_ To-day such an accident would be perhaps worth one 
poster to each of the evening papers, in competition witi 
‘tthe latest cricket-match down-under, or cup-tie at home, 
or a horse race result or something of that sort. 
‘We have in fact reached the happy stage in which aeroplane 
accidents no longer top the bill. That means that even 
hewspaper editors accept the aeroplane as a normal vehicle 
of transport. 

THE ComMING Boom. 

The next stage will be very interesting. Aviation will 
probably be more or less neglected by the newspapers, 
xcept for reports of sporting events such as the King’s 
up Race and the Schneider Trophy Contest,—and probably 
for wildly inaccurate reports of impossible achievements by 
‘mprobable inventions. But after that, probably four or five, 
out possibly only two or three, years hence there will be a 
nancial boom in aviation. And then the posters will blazen 
forth, and the papers will be full of headlines about, for- 
sunes made in a day in shares in aircraft firms. This has 
dappened already in this country in all existing forms o7 
wansport, it has actually been happening during 1928 in 
the United States. There they have already reached the 
itage of trusts and mergers and combines running into 
nillions of pounds and tens of millions of dollars. Some of 


these colossal deals were noted in THE AEROPLANE last week 
and before. 

The history of railways and cycles and automobiles in 
the States teaches us that all this trustification and merging 
means a very big boom for a few years and a horrible slump 
afterwards. So people in this country who are wise and 
who want to make money out of aircraft when the boom 
comes in this country will do well to keep a very close eye 
on the aircraft market in the United States so as to get 
from it a line on how to juggle with shares when the boon 
comes here. 

But before this financial boom comes we are going to 
have an ordinary useful boom in the manufacture, sale and 
operation of aircraft as such. And that is where 1928 has 
been leading us. 

OUTPUT. 

Undoubtedly the outstanding feature of 1928 has been the 
enormous increase in the use of civil aircraft not only m 
this country but all over the World. In the United States 
authoritative calculations estimate that something over 5,000 
aeroplanes have been built during the year, and all of those, 
but for a very few hundreds, have been civil aeroplanes. 
And there is the very interesting fact that practically all of 
them have been bought for use in the United States. 

The number which have gone to Canada, although they 
would have been a very nice addition to our national income 
if they had been built in England, is a very small per- 
centage of the number built in the United States. Just a 
few have been sold in Australia and in South America. But 
for practical purposes the whole output of the American 
aircraft factories has been absorbed in America. And 
according to the most reliable estimates practically the 
whole of next year’s output will also be absorbed in America. 

In England though our output has been nothing like 
American output, we have really done remarkably well, 
considering the small number of firms in the Aircraft 
Industry and the small amount of capital invested in air- 
craft production. No figures are available for our output 
except those of the De Havilland Company, but some sort 
of idea can be given of what our firms have been doing 
during the year. Let us take them in alphabetical order so 
that there may be no question of favouritism. 

WHAT OuR ArRcRAFt INDUSTRY Has DONE. 

A.D.C. ArRcrarr Lip. have sold quite a lot of their dis- 
posals stock, though unfortunately, from the point of view 
of the general progress of British aviation, they have not 
built aircraft of their own. On the other hand the firm have 
done an enormous amount of business in Cirrus engines. 
Considering that until a few months ago practically every 
light aeroplane in this country and most of the light aero- 
planes in the rest of the World, except in America, have 
had Cirrus engines, and considering that a number of spare 


“engines have also been bought, the total number of Cirrus 


engines built during the year must have run somewhere 
up in the direction of a thousand. 

Sir W. G. ARMSTRONG WHITWORTH AIRCRAFT Lp. of 
Coventry have been building Siskins and Atlases in quite 
large quantities for the Air Ministry, besides experimenta! 
machines and some new Argosies for Imperial Airways Ltd. 

With this must be included the allied firm, ARMSTRONG 
SIDDELEY Motors Ltp., which, as mentioned in Tur AEkRO- 
PLANE recently, has been turning out something over twenty 
engines a week taking in Jaguars, Lynxes and Genets. 

A. V. ROg AND Co. LTD. have been building Avro-Lynxes 
in large numbers for the Air Force and for a number 2f 
foreign Governments. And in addition they have made 
some dozens, if not hundreds, of Avians, which have been 
bought not only by our own Flying Clubs but by all the 
British Dominions and by the United States. ‘ 

Unfortunately the Avro Ava, one of the finest twin-engined 
machines ever produced, did not find favour in the eyes of 
the Air Ministry. 

The Avro Alpha engine, which had just reached the stage 
of being ready for production when the controlling interest 
of the firm was acquired by Mr. J. D. Siddeley, may or 
may not be produced in the future. But one gathers that 
the designs have been acquired by an influential syndicat2 
in the United States. 
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WILLIAM BEARDMORE AND Co. Lyrp. have, one is informed 
on good authority, decided to give up aircraft construction. 
But there seems every likelihood of their going ahead with 
their heavy oil aero-engines which have now reached the 
stage of being fit for use. 

THE BLACKBURN AEROPLANE AND Motor Co. rp. have had 
two outstanding achievements to their credit in the past 
year, at opposite ends of the scale. ‘he little side-by-side 
Bluebird light aeroplane, which in its original form took 
the fancy of many experienced pilots, has done so well tha: 
it has now been re-designed and will in future be built 
entirely of metal. In its re-designed form it has a very 
much improved performance. One is told that it has 
been made a production job which can be sold at a price 
to compete with anything else of its class on the market. 

The firm’s other great achievement is the Iris flying-boat 
which has proved itself on test to be unsurpassed amonz 
the sea-going ships of its class.® The voyage of the Iris 
(three Condors) which took Sir Philip Sassoon to India and 
back also demonstrated the excellence of this ship. And 
the firm now have a number of these big boats in process 
of construction. Thus they are 1eaping their reward for 
the long series of expensive experiments which the Black- 
burn people have carried on. Also they have been doing 
very well with their torpedo-dropping machines and training 
machines. 

BOULTON AND Paul L’tp., who have for years been working 
on the development of all-steel construction, have achieved 
success with the Sidestrand day bomber (two Jupiters) which 
is the first of their machines to be put into production. 
Mr. J. D. North has devoted himself to steel construction 
for many years and this success is well-deserved. 

THE BRISTOL AEROPLANE Co. Lrp., the first limited com- 
pany in this country ever to be formed for the construction 
of aircraft, have received a production order for the all-steel 
Bulldog (Jupiter) as the standard high-speed fighter of the 
R.A.F., and have also been doing good business abroad with 
up-to-date versions of the ever-green Bristol Fighter. But, 
naturally, the Bristol Company’s biggest business has been 
done with the Jupiter engine, the first really successfui 
high-power static radial engine ever produced. 

To-day the Jupiter engine in its various forms is certainly 
manufactured in larger quantities and in more countries 
than any radial engine in the World, even including the 
most popular American engines. And the new Bristol ‘Titan, 
especially in its geared version, seems likely to compete 
with the Jupiter in popularity. 

THE FAIREY AVIATION Co. Lp. have, by all accounts, had 
the best year in their history, which has consistently been 
a history of success. Mr. Fairey’s policy of troubling him- 
self very little about Government specifications, and depend- 
ing on his own judgment of what the air forces of the 
World are most likely to want, has again been thoroughly 
justified. 

The latest modification of the famous Fairey III type, to 
wit the Fairey IIIF, is probably the only two-seater general- 
purpose war machine in the World which competes in 
quantity production with the Breguet. On wheels or on 
floats the IIIF is used by the Fleet Air Arm, either as a 
seaplane or as a deck flyer. It is used by the land-going 
R.A.F. as a bomber or a reconnaissance machine or almos= 
anything. It has been sold in quantities to the Chilian 
Government and to the Argentine Government and to the 
Irish Free State Air Force. In fact it has been distinctly 
one of the outstanding successes of 1928. 

The Fairey Fox, which is quite one of the most popular 
machines among R.A.F. pilots, has not been built in 


quantities this year because of the agitation against the use. 


of the American Curtiss D.12 engine. Originally this engine 
was to have been built in this country but adequate reasons 
prevented this from being done. But a new version of the 
Fox with the Rolls-Royce F.XI engine made its first public 
appearance at the R.A.F. Display this year, and its perform- 
ance is such that it is likely to be built in quantities. 

Over and above this, there seems likely to be a single 
seater Fairey machine with the F.XI in it which, judging 
solely by the habitual development of Fairey design, is 
likely to come as something of a shock to Service aviators 
all over the World. 

And there is the great monoplane now flying at Cranwell. 

THE GLOSTER ArrcRAFY Co. Lp. have produced during the 
year numbers of Gamecocks (Jupiters), which is one of the 
standard single-seat fighters in the R.A.F. Also a great 
deal of interesting development-work in all-metal construc- 
tion has been done by the firm. ‘Their latest development 
is to move the whole of their aircraft work from Cheltenham 
to their aerodrome at Brockworth, where an entirely new 
plant has been laid down for the building of aill-steel 
machines, thus cutting themselves entirely adrift from wood- 
working. 

THE Dr HAVILLAND AIRCRAFT Co. Lp. stand out from the 
whole of the rest of the British Aircraft Industry in having 
devoted themselves entirely to civil aircraft. The Hound, 


which had the highest performance of any machine in the | 
R.A.F. Two-Seater Competition, was not thought acceptabie 
by the Air Ministry. And the firm has quite lost interest in 
Service Aircraft. But by way of compensation they have 
turned out just about 300 Moths during the year and, as 
regular readers of this paper know, they are putting up new 
workshops at an amazing pace. 

Though the Gipsy engine made its first appearance only 
a little over a year ago and though production only began 
about the middle of this year, something like 150 of these 
engines have already been built at Stag Lane. 

Besides the all-pervading Moth the firm have built a num- 
ber of D.H. 61s., and are building three machines of the 
Hercules type (three Jupiters) for Major Brearley of West | 
Australian Airways. 7 

THe H. G. Hawker ENGINEERING Co. Lp. having had _ 
remarkable success with the Horsley (Condor) have in the 
past year specialised on their own particular method of all-— 
steel construction. The Hawfinch (Jupiter) single-seat 
fighter, built on this system, has put up a remarkable per- © 
formance, and the method of construction is so simple that — 
it is essentially suitable for mass production. A number of — 
foreign Powers are interested in the machine and big orders . 
may be expected with confidence. = 


Quite recently the firm have produced a particularly in-~ 
teresting little two-seater training biplane with an Arm- 
strong-Siddeley Mongoose engine. Details of this machine 
may not be disclosed, but it is likely to prove one of the 
noteworthy products of 1928. . 

* 
a 


greater international fame, through the coming into general 
usé of the Handley Page Slot, than they did during the 
War with their bombers and after the War with their pas- 
senger machines. Practically every nation is pea 
with slots under the Handley Page patent, and every actom 
plane used by the R.A.F., with the exception of high-speed 
fighters, either has been or is to be fitted with slots. ’ 

So far as manufacturing is concerned the firm have turned 
out a number of twin-engined machines either with Napier 
engines or with the new geared Bristol Jupiter, and these 
seem to be very popular with their pilots. 

GEORGE PARNALL AND CO. have not been much in evidence 
during the past year, but they have built several interesting 
experimental machines, and one gathers that their works” 
have been kept busy by sub-contracts. 

S. E. Saunprrs Lp. have chiefly been doing experimental 
work. Within the last few weeks Mr. A. V. Roe and Mr.) 
John Lord have acquired a big interest in this firm, which 
will in future be known as A. V. Roe and Saunders Ltd., 
and one gathers that the new firm’s intention is to build 2_ 
big flying-boat on novel lines. 4 


HANDLEY PaGE Lrp. have acquired during the year even 


form with all-metal hulls they will be largely used. Three 
Calcuttas have already been delivered to Imperial Airways _ 
Ltd. for use on the Mediterranean section of our Imperial 
airway. And there is also a probability that others will be 
used in the Persian Gulf. 
Besides these, Short Brothers Ltd. have built very large 
numbers of all-metal floats of their own particular design 
for various firms but especially for the De Havilland Com: 
pany. And so Mr. Oswald Short will soon be reaping his 
reward for the bold course which he took some years ago 
in concentrating on all-metal construction. * 
SIMMONDS AIRCRAFT L/rp. are newcomers to the Trade if 
the past year. Their Spartan biplane is to the untrained eyé 
very much like any other good biplane in the light aero 
plane class. But Mr. Simmonds has patented the ingenious 
idea of using wings of symmetrical section so that only one 
standard type wing is needed,—the same wing doing for 
top or bottom, left or right. The two ailerons are also inter-_ 
changeable, likewise the rudder is interchangeable with 
either elevator flap, and the fin is interchangeable with 
either side of the fixed tail-plane. : 
The machine has about the same performance as any oth , 
machine of its type with a similar engine and it has the very 
obvious advantage that dealers or users only have to keep 
in stock as spares four different types of aerofoil instead of 
the ten which are necessary for the ordinary type of biplane. 
The first batch of production machines are now just about 
finished and they have all been ordered, as have a number 
of others for future delivery. = 
THE SUPERMARINE AVIATION WorKS Lp. have become 
more than ever World-famous during the past year through 
the achievements of their Southampton flying-boats (two 
Napier Lions). The journey of the Far Kast Flight, R.A.F., 
in four all-metal Southamptons to Singapore, round Aus 
tralia back to Singapore, and thence to Hong Kong and 
back is one of the World’s greatest achievements and it 18 
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pera the greatest performance eyer put up by flying- 
oats. 

To the Supermarine Company also belongs the credit for 
having beaten the existing World’s Speed Record, though 
unfortunately the existing record was not beaten by a big 
enough margin for the performance to stand as a World’s 
Record. 

A few weeks ago the controlling interest in the Super- 
marine Company was acquired by Vickers Ltd. and Squadron 
Commander James Bird, who has piloted the firm to :ts 
present remarkable state of success, is now a Director of 
Vickers (Aviation) Ltd. 

VICKERS (AVIATION) Ltp., though not much has been 
heard about them during thé past year, have been doing 
some very remarkable work in the development of duralu- 
min construction. The method evolved by Mr. Rex Pierson 
and Mr. Maxwell Muller is quite one of the simplest possible, 
in that by it aircraft of the largest size can be produced 
with quite a small amount of machinery and almost entirely 
unskilled labour. Figures are not at the moment available 
to show the difference in performance between the all-meta: 
Virginias and the old wood-built craft, but one has been 
told that it is quite remarkable. One can at any rate say 
that the all-metal Virginia with geared Jupiter engines has 
with full load a Service ceiling just twice that of the stan- 
dard Service machine. 

The Vickers firm have built a number of single-seat 
fighters under Wibault patents for foreign nations, and 
they have supplied a number of their Valparaiso biplanes 
to the Portuguese Government, two of which made a very 
remarkable voyage from Lisbon to Portuguese East Africa. 

THE WESTLAND AIRCRAFT WORKS come alphabetically last 
but are by no means least. After having had rather a bad 
time for a number of years they have been very busy all 
this year building Wapitis (Jupiters) for the R.A.F., to 
replace the old D.H.ga. These machines are all-metal and 
are particularly popular with pilots because they are so 
easy to control 

Owing to the rush of orders for Wapitis the Westland 
people seem somewhat to have neglected the Westland 
Widgeon, which is regarded by those who have flown it as 
quite one of the best light aeroplanes in the World. -One 1s 
told, however, that the firm has no intention of dropping 
the type, so we may expect to see big developments in this 
direction in the future. 

During the year the firm produced the Westland Wizard 
(Rolls-Royce FXI engine) which when it appeared at the 
R.A.F. Display, astonished beholders. Whatever may have 
been built since elsewhere it was then certainly the fastest 
single-seat fighter in the World. 


So far it has not been ordered by the R.A.F., and one 


has heard that test pilots object that it has a limited view 
as a fighting machine. Against that there is the equally 
sound argument that so long as you can see straight ahead 
and are about 4o miles an hour faster than anything else 
in the air there is no need to worry about an adequate view 
for dog-fighting. 

There are rumours of other interesting developments at 
Yeoyil, such as a cabin monoplane with three Cirrus engines, 
and a machine called the Westland Witch, which is terribly 
secret, 

AERO-ENGINES 

Outside the aircraft manufacturing firms, three of which 
are also aero-engine manufacturers as already noted, there 
are two other aero-engine manufacturers. 

D. NAPIER AND SON L’tp. are famous for the Lion engine. 
Whether on war machines or air-transport machines the 
Napier Lion has increased during 1928 the high reputation 
which it has built up in the past ten years. In the service 
of Imperial Airways Ltd. Napier engines have covered hun- 
dreas sf thousands of miles with a minimum of trouble. 
In the R.A.F. the Napier engines used by the Far Hast 
Flight have put up a performance hitherto unequalled by 
any engine in the World. That eight engines of one_make 
should have covered together such a distance with so little 
work to be done on them is certainly a World’s record. 
Over and above these performances there is the winning of 
the Schneider Trophy and the beating of the existing 
World’s record, also to the credit of the Lion. The Napier 
Company can justly be proud of the fact that whether for 
hard continuous slogging or for short bursts of phenomenal 
speed the Napier has proved itself a record-breaker. 

One can safely prophesy that the Napier Company have 
not reached their limit with the Lion engine. There are 
rumours of a high-powered air-cooled engine, now running 
in the Napier Works, which applies in an entirely new way 
a number of well-tried principles in aero-engine construc- 
tion. When it appears in public it is likely to cause some- 
thing of a sensation. 

Rouis-Royce Ltp. have also increased their reputation 
during the past year. The new F.XI, the most up-to-date 
development of the famous engines which did such extra- 
ordinarily fine work in Bristol Fighters and D.H.4s during 
the War in 1917 and 1918, has already put up performances 
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which show that weight for power it is right in the front 
rank, and much is likely to be heard of it in the near future. — 
The Rolls-Royce Condor has done good work during the 
year. It has been used in all the Hawker Horsley bombers, ~ 
but its greatest achievements have been the voyage round — 
Africa made by Sir Alan and Lady Cobham in the Short. 
Singapore and the voyage to India and back in the Iris © 
which took Sir Philip Sassoon on his remarkable tour. ; 


AUXILIARIES. 


There is not enough space in ‘THE AFROPLANE to discuss — 
the equally remarkable progress which has been made by ~ 
the auxiliary and ancillary trades concerned with aircraft. 
But something must be said of them. 

DURALUMIN, which is now largely used for aircraft con- — 
struction all over the World, is primarily a British product. — 
And one believes that the bulk of the World’s output of — 
duralumin is now used in aircraft. ¥ 
British _ 


In steel construction we are ahead of all nations. . 
steel tube made by AccLES AND PoL_ocK Lip. and the 


REYNOLDS TuBE Co. Lrp. are recognised everywhere as the © 
best in the World. — 
A number of the great steel manufacturers who specialised 
on high-tensile steel for aircraft during the War 1914-18 
have very foolishly ceased to take an interest in the aircraf 
business. Those who have had the sense to continue their — 
interest in it will be handsomely rewarded in the future. 
Firms who manufacture steel fittings and specially mani 
pulate steel for aircraft, such as RUBERY OWEN AND CO. © 
Ltp., and BROwN BRoTHERS Lp., have done excellent busi- — 
ness during the past year. They also are regarded in all 
countries as leaders in their own particular line of business. 
Another metal in which we in this country have been ~ 
particularly successful is anti-friction metal for bearings. — 
Here the Hoyr Mera, Co. Lp. are pre-eminent. There can_ 
hardly be an aero-engine built in this country which does 
not use Hoyt products in one way or another. oa: 
Wherever wood is used in aircraft we are equally weli — 
supplied by British firms. MaLlite plywood is unsurpassed — 
by any foreign product and WILIJAM MALLINSON AND SONS ~ 
Ltp., who are the parent firm of this product, see that we ~ 
have the best timber where plywood is not used. ie 
In aircraft instruments we alsc hold our own. HENRY 
HUGHES AND Sons Lp. and S. SMITH AND SONS L/D. are 
everywhere regarded as supplying the best navigating © 
instruments, meters, gauges and so forth. > 
Tur WILLIAMSON MANUFACTURING Co. Lp. have during - 
the year perfected the World’s best camera for air survey — 
work. Which suggests naturally the statement that our 
two air survey firms, the AIRCRArY OPERATING Co. Lp. and © 
the Arr Survey Co. Lrp., have so proved their efficiency 
that each is either actually doing or is negotiating for 
survey contracts altogether outside the British Empire. — 
Tc revert to aircraft construction, in all other lines British 
products hold first place. CELLON, TITANINE and BRITISH” 
CELANESE doping systems, varnishes, enamels and so forth 
are used by nearly all nations, even though our prices may 
be higher than foreign products. f q 
On the electrical side we are holding our own quite well. 
The World at large uses Marconi WirELEsS for all kinds of © 
signalling. Also in quite a different line, K.L.G. PLU3S 
have to their credit quite a nice collection of World’s 
records and any number of long flights. On the same line, — 
BRitIsH THOMSON-HousTON magnetos have many fine per 
formances to their credit. . 
Where fuel is concerned, SHELI, and PRATY’s petrol seem 
to divide all the World’s records and long flights between 
them, and WAKEFIELD CASTROL seems to be the standard — 
lubrication for everybody : € 
The tyre business is still chiefly in the hands of PALMER 
Tyre Ltp., the first firm who specialised on tyres for air 
craft. And now the DuNnLop RuBBeR Co. Lrp., the oldest 
makers of pneumatic tyres in the World, are introducing 
new ideas in the way of complete wheel units including 
tyres, wheels and brakes. 
WHERE WE ARE. 
Taking it all round, the British Aircraft Industry can feé 
very well pleased with itself, for we can claim, fairly safely, 
that we import practically nothing for our Aircraft Industry 
with the exception of the actual raw material for steel, 
aluminium and bronze products, raw timber and raw rubber. — 
Whatever we may be in other trades, in aircraft we are self 
supporting, and our exports are rising. 
How long the exports will continue to rise depends em- 
tirely on the individual intelligence of our aircraft mamu- — 
facturers. 
In the uses of aircraft we are decidedly on the up grade. 
Imperial Airways have done more flying and have carried 
more passengers and goods than in any previous year. And 
they hold their lead over all foreign air lines between Eng- 
land and Europe. Also they have paid a dividend. § 
The mileage covered by hired aircraft, whether chartered 
from Imperial Airways or hired from air taxi firms, h 
increased enormously. 
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The number of private owners is very much greater than it 
was a year ago. Club flying has also increased greatly, partly 
because we happen to have had a decent Summer, but still 
more so because of the skill and industry of the Club pilots 
and the Club ground-engineers. 

All kinds of new and unexpected people have come into 
aviation during the past year. As ‘THR AEROPLANE 
prophesied a year or two ago, the lad and lass of the village, 
finding that the sports car is no use on our crowded roads, 
is taking enthusiastically to flying. And before long their 
motor-cars will merely be aerodrome tenders. Serious busi- 
mess men are using aeroplanes seriously for business journeys. 
And 1928 may be set down as the real beginning of Com- 
mercial Aviation. 

THE R.A.F. % 

Of the R.A.F. little need be said. The Service has done 
more flying and better flying than in any previous year 
and the casualty list is smaller than ever in proportion to 
the amount of flying done. 

There are newcomers to aviation who think that Tum ArRo- 
PLANE pays too much attention to the doings of the R.A.F. 
To such one would point out that British Aviation owes its 
existence to the R.A.F. If it were not for the R.A.F. we 
should not have the best designs for civil aircraft and the 
finest aircraft material in the World,—as we have to-day. 
And we should not be in that happy position in which a 
British Airworthiness Certificate, given by our Stress De- 
partment and Aeronautical Inspection Department, is the 
hall-mark of superlative excellence in design, construction 
and material on aircraft and engines alike. 

The Royal Air Force is recognised officially as our First 
Line of Defence. And we owe our position as the greatest 
Air Power in the World to those now alive who built up the 
Royal Air Force, and to those who died during the War and 
since. As usual, we have learned our lesson wastefully, 
but we have learned through the deaths of many good men 
how to make the World’s best aircraft. Si monumentum 
Krequiris, circumsSpice.—c. G. G. 


THE CHICAGO AERO EXHIBITION. 


On Dec. 1 an International Aeronautical Exhibition was 
opened in Chicago. 

A total of eighty-two commercial aircraft and twenty-nine 
aero-engines were on view. 

British products were represented by a Gipsy-Moth, shown 
by the recently-formed Moth Aircraft Corporation, which is 
to manufacture the Gipsy-Moth and the Gipsy engine in 
America, by an Avro Avian exhibited by Air Associates, Inc., 
which company hold the U.S. agency for this type, by the 
A.D.C. Cirrus engine which will be manufactured in the 
U.S.A. by the American Cirrus Engines, Inc., and by the 
Titan and Jupiter engines, the licence for the construction 
of which has been acquired by the E. W. Bliss Company. 

There is interest in noting that of the twenty-nine aero- 
engines shown only one, the Curtiss Conqueror, was of the 
water-cooled type. 


AIRCRAFT 


PRODUCTION.—A shopful of Wapiti fuselages in 


BONES OF CONTENTION. 


Mr. John Turner, Vice-President of the Travel Air Manu- 
facturing Co. of Wichita, Kansas, who has recently returned 
to the United States from a tour of Europe, is credited with 
having said that the Aviation Industry in America is well 
ahead of that of Europe. He qualifies his statement by say- 
ing that ‘‘ because all air lines in Europe are subsidised by 
their Governments the interests are controlled by large 
corporations. This naturally reduces private ownership to 
a minimum with the result that only huge passenger planes 
are in general use. Such a condition does not tend to create 
a large market for planes while in this country our chief 
market lies in the individual, a market that contains large 
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potentialities. 

Such a statement, even if it emanates largely from an 
American” newspaper reporter’s imaginative brain rather 
than from that of Mr. John Turner, appears to be not only 
mixed but contradictory. ‘The ever-green subject of the sub- 
sidy, a thorn in the side of all Americans, is once again 
dragged in. 

Without discussing the merits of air mail routes or pas- 
senger-carrying air lines as such, it is difficult to see the 
difference between an Air Ministry paying an air transport 
company a certain sum of money for the maintenance of a 
regular air line for the carriage of passengers, and a Post 
Office Department paying an air transport company for the 
carriage of mail matter, when viewed from the point of view 
of the aircraft operator and the aircraft constructor. 

The air mail routes in the U.S.A. would never have reached 
their present state of efficiency without the financial help 
of the mail contract, and the assistance of the Post Office 
and latterly the Department of Commerce in the laying 
down of the routes and their accessories. And no aircraft 
constructor would have been able to produce suitable types 
at reasonable prices to take the place of the old Post Office 
D.H.4s had they not been definitely encouraged by the 
operating companies with hopes of big orders. 

All this represents a species of indirect subsidy paid by 
the taxpayers. Now that the U.S. air mail routes are be- 
ginning to carry passengers they are only enabled to 
do so at a reasonable cost because their initial organisation 
has been, and will still continue to be, paid for by the con- 
tinuance of the mail contracts. 

Exactly why a Government subsidy naturally reduces 
private ownership one fails to conceive. The De Havilland 
Company has certainly not told the World that their weekly 
output of from 12 to 15 Moths has been interfered with by 
the fact that Imperial Airways operates about a dozen ‘‘ giant 
air-liners.’? Also there are several small commercial avia- 
tion companies in this country which succeed in making their 
businesses pay without subsidies or cyen air mail contracts. 

The point about large corporations is unconvincing. It 
is made more so when one contemplates the huge develop- 
ments in the United States. All the big companies are be- 
coming merged into huge corporations and a number of 


various stages of assembly at the Westland 


Aircraft Works. 
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CIVILIAN AIR ACCIDENTS. 


The following analysis by the Aeronautical 
Correspondent of the “Morning Post” of Civilian 
Air accidents since January Ist, 1928, is con- 


clusive proof of CIRRUS RELIABILITY. 


O—_———— 


ANALYSIS of CAUSE in 13 CASES. 
“STALLING” THE CHIEF DANGER. 


oO 


6 due to stalling. 

1 due to rash flying. 

1 due to racing in bad weather. 
1 due to inexperience. 

3 due to carelessness. 

1 due to mechanical failure. 


o-—-——— 


‘*This analysis shows that private and club 
flying has attained a high degree of safety : that 
not one serious Light Aeroplane accident can be 
attributed to engine failure.” 


‘‘Praise for the absence of engine failure 
must be mainly bestowed upon the A.D.C. 
CIRRUS engine, with which the vast majority of 


Light Aeroplanes are equipped.” 
(Vide *‘ Morning Post,’’ 29-11-28.) 


at 


Specify a “CIRRUS” for your Light ’Plane. 


oO 


Manufacturers: 


CIRRUS AERO ENGINES LTD., 
REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 


Telephone— Works & Aerodrome : CROYDON, SURREY. Cables— 
Holborn 4076 Airdisco London. 
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smaller comipanies are being absorbed into the bigger groups 
or are being financed by the big banking corporations. 

Mr. Turner’s own company has succumbed to the latest 
fever and parted with 50 per cent. of its ownership to bank- 
ing interests who propose to double the size of its factory. 

The question of huge passenger ’planes applies equally to 
any country, the United States included, and their use is 
largely dictated by existing, or possible future, conditions. 
The Travel Air Company started with the production of 
small three-seat open-cockpit aircraft fitted with 90 h.p. 
Curtiss engines and by good business coupled with sound 
design and construction has made for itself an enviable re- 
putation as one of the more important suppliers of small 
commercial aircraft. Nevertheless they have since produced 
a six-seat cabin monoplane the price of which is not within 
the reach of the individual. And if the company were ap- 
proached by one of the recently-formed large corporations to 
produce a huge passenger ’plane one hardly imagines that 
the company weuld refuse because its mission in life is to 
supply the private individual. 

The production of commercial aircraft is largely governed 
by local conditions. The United States differs from Europe 
in a great many respects and so long as these differences 
exist so loug will the requirements of the commercial air- 
craft operator differ. 

The fashion for the cheap American three-seat biplane, of 
which the original Travel Air was one of the most note- 
worthy examples, was promoted by the huge surplus of Cur- 
tiss OX-5 engines with which the market was flooded after 
the war. Now that the OX-5 glut has disappeared the cheap 
American three-seater is no longer cheap. 

The next fashion was the four-seat cabin machine with the 
200 h.p. engine. This was not produced solely for the indi- 
vidual but for economical comimercial air line work. In 
spite of its booming as the machine for the World it was 
soon found that for certain classes of work its 200 horse-power 
was not erough and in many cases the horse-power was 
doubled and naturally the price was put up. 


Then the boom started in big passenger machines. The 


Fokker Tri-motor, the Fokker F.10, the Boeing 80, the Ford- . 


Stout AT-4 and AT-5, and the Keystone Patrician, are all 
multi-seat three-engined aircraft of a type considered by 
Mr. Turner to create conditions which do not tend to open 
up a large market for ’planes for the individual. Finally 
one has the announcement that the Fokker Company is 
building a fleet of 32-passenger aircraft for one of the re- 
cently formed American air transport corporations. 

The latest fashion is the light two-seat aeroplane of the 
Moth or Avian class. Strange as it may seem America has 
little or nothing to offer in this market as yet. The few ex- 
amples that have appeared, however, are not as cheap as 
the British light two-seater, although we are told that the 
market for the individual is the one on which the American 
industry is concentrating. 

All’ must hope that Mr. Turner will not look with the 
same amount of scorn on these new gigantic U.S. Corpora- 
tions, and the production of big American aircraft, as he 
presumably did when he regarded Europe’s effort to main- 
tain its modest international air lines.—1. B. 


ge 


to right: S. Thibault, Rigger (Canada), Elwood Wilson, President (Canada), N. Jefferies, Pilot 
Pasmore, Senior Pilot (England), J. Addinsell, Photographer (England), H. D. Wardel, Pilot (England), C. R. 
Troup, Pilot (England), W. Sunderland, Fitter (England), 
r (England), T. Murphy, Clerk (Canada), G. W. Dean, Pilot (England), 


Mrs. Ellwood Wilson (Canada), 


K. F. Saunders, Manager, Flying Division (Canada), L. J. Dalton, General Man- 
ager (Canada), Miss H. Tremblay (Canada), W. Kahre, Master Mechanic (Canada), W. Rancourt, Helper (Canada), 
R. Irvine, Accountant (Canada). 
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THE HAZARD OF LIGHTNING IN AVIATION, | 


The Daniel Guggenheim Fund for Promotion of Aeronautics 
Inc. has receritly daeputed Professor Alexander G. McAdie 
to conduct some investigations into ‘‘ The hazard of light- Eo 
ning in aviation.’’ The Professor has established a reputa- : 
tion as a meteorologist and now occupies the Rotch Chair — 
in that subject at Harvard; in addition he is the Director — 
of Blue Hill Observatory. t 

There is general knowledge that in the middle of the 18th © 
century Benjamin Franklin conducted some experiments to — 
investigate the nature of atmospheric high-tension electrical — 
discharges. In the course of these investigations he flew 
kites during thunderstorms, and the phenoniena he observed ~ 
led him to express the belief that ‘‘ the greatest known effects — 
of common lightning may be exceeded.”? Further experi- — 
ments conducted by Professor McAdie have but confirmed 
the soundness of Franklin’s observation. 

Several kites were flown from Blue Hill Observatory using © 
about 1,600 metres of 1 mm. diameter steel pianoforte wire — 
as the line. During a storm there was a sudden streak of ‘i 
light under a storm cloud and a kite and 600 metres of wire — 
disappeared in smoke. : 

The weight of the wire was 3,600 grammes, and if the — 
energy of fusion of steel be taken as 1,800 calories per ~ 
gramme, then the electrical energy required to fuse that — 
length and weight of wire may be taken to be 6.48x10° ~ 
kilovoltamperes, approximately 7.5 kilowatt-hours. 

lf the resistance of the wire be 700 ohms. and the time 
the current took to pass through the wire be assumed to be 
0.coor second, then the strength of the current was 27,112,300 
watt-seconds. ‘The difficulty is to determine the time-factor. — 
In the above example, if this be taken as only 0.0001 second © 
the voltage of the discharge goes up to 13,000,000 instead of 
1,400,000 for o.oor second: and the energy will be 25 x 10° 
K.V.A. So it will be seen that accurate measurement is 
essential in such investigations. 

Professor McAdie has secured photographs of lightning — 
discharges, the estimated voltage of which was 50,000,000 
and the amperage 10,000. Such a discharge is more in the 
nature of an electrical explosion than anything else, and its — 
energy would be enough to wreck any aeroplane yet built 
and kill its occupants. : > 

All the Professor’s experiments go to confirm the opinion — 
generally held that no pilot should knowingly fly near to 
a highly-charged cloud. If he does so he incurs a double 
danger, firstly from the electrical discharge itself—and 
secondly from the violent air currents, both vertical and 
horizontal, which would make it next to impossible to con- 
trol his machine. The disaster to the airship Shenandoah 
is an illustration of the second danger, for it was not appar- 
ently the lightning, but the terrific up and down thrusts o 
the air currents which brought disaster. Q 

Until more is known about the subject pilots are _ 
recommended always to avoid cumulo-himbus .ctonds ~ 
(thunderheads). The majority of these are found below 
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10,000 ft. but a good-sized thunder clond may have its top, i 
owing to the intense convection currents, three times as high 
as these figures.—s. G. 
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ALL-BRITISH.—The operating staff of Fairchild Aviation (Canada) Ltd. at Grand’Mere, P.Q,—Back row, left 


(England), H. M. 


Front row, left to right: W. G. Lockett, Air Engineer 
Miss Edith Murray, Stenographer (Canada), 
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AIRCRAFT ENGINE TESTING. 
By G. H. WALKER, M.I.MEcH.E. 


The testing of aircraft engines calls for more than usual 
care in the selection of testing plant. The safety of passen- 
gers, pilot and aircraft; adherence to scheduled time tables; 
the load carrying capacity, efficiency of performance and 
economy depend very largely upon the correct functioning 
of the aircraft engine. It is therefore a natural consequence 
that manufacturers and users should take great pains to 
ensure that before use in aircraft their engines should 
attain a high standard of efficiency and reliability. 


“2 


“Fig. 1. 


A Froude Hydraulic Dynamometer, type D.P.X. 


The Air Navigation regulations .t Home and Abroad re- 
quire that this standard of performance should be put to the 
proof by actual test. The requirements of the British Air 
‘Ministry in this respect are set out in printed form and 
stipulate that— ; 

(a) the brake torque or load on the engine can be varied 

without stopping the engine; 

(b) the h.p. or torque developed can be measured by means 

of the torque reaction of the brake or of the engine; 

(c) adequate cooling facilities are provided for all types f 

engines ; 


Graces 
Cin OUTLET Wave 


Fig. 2. A cross-section of the Froude Patent Hydraulic 
Dynamometer, type D.P.X. 


Fig. 3. A Rolls-Royce Condor Series III.A engine under 
test on a Froude Dynamometer. 


(d) suitable means for accurate determination of the con- 
sumption of fuel and lubricating oil are available. 
The measurement of power by torque reaction may justly 


oe 


be regarded as an ‘‘ absolute”? method giving readings 
which are beyond reasonable dispute, provided that the 
measuring device is correctly adjusted ‘he apparatus con- 
sists merely of an accurate weighing machine measuring the 
force arising from the development of power at a known 
distance from the axis of rotation. 

Other systems, involving a hypothetical correction to com- 
pensate for inaccuracies inherent in the testing plant, are 
prohibited by the British Air Ministry and other authorities. 
The only corrections permissible are those applying to fluc- 
tuations in the density of the atmosphere, which governs the 
maximum power capable of being developed by the engine. 

A device which fulfils the requirements of the British Air 
Ministry, and by reason of its dependability and convenience 
in commercial use has been adopted on a large scale in all 
parts of the World, is the ‘‘ Froude ’’ Hydraulic Dynamo- 
meter. This machine is so well known that a detailed ex- 
planation is hardly within’ the scope of this article but an 
illustration appears in Fig ‘1 and a cross-section in Fig. 2. 


at the Works of 
A ‘‘ Lion ’’ engine on test. 


Fig. 4. A Froude Dynamometer 
D. Napier and Son Ltd. 
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Fig. 5. 


The engine undergoing test is direct-coupled to the shaft 
of the machine, upon which is keyed a rotor revolving inside 
a casing filled with water and having sluice-gates operated 
by external screwed spindles, by means of which the resist- 
ance to rotation can be regulated. Power is absorbed by 
hydraulic interaction between rotor and casing. 

The latter is mounted upon ball bearing trunnions in such 
a way that all forces resisting rotation of the shaft, whether 
they arise hydraulically or by solid friction at glands or 
bearings, tend to turn the casing on its trunnions and trans- 


Cross-section of the ‘‘ Heenan-Fell”’ air brake dynamometer for aero-engines. 


although not necessarily developing similar powers, a satis-— 
factory Dynamometer is the ‘“‘ Heenan-Fell’”’ Air Brake, a © 
description of which has been previously published. 4 
This is shown in cross-section in Fig. 5, from which it will ~ 
be seen that the engine drives a centrifugal fan impeller 
blowing air at high velocity over the engine, which thereby © 
provides its own ventilating blast. Power is regulated by a © 


‘shutter controlled from the exterior of the casing and slid- 


ing over the periphery of the impeller, so as to vary the © 
volume of air discharged and therefore the power con- 


mit the torque to a weighing device connected to the casing 
by an arm, the effective length of which is known. 

Thé power-absorbing capacity of this machine is somewhat 
surprising in relation to its small size. It is built in standard 
sizes to absorb the power of the smallest up to the largest 
aircraft engines, and is also built in a form other than that 
illustrated, for testing large internal combustion engines 
such as Marine Diesels of immense power. 


sumed. The power is measured by torque reaction on the ~ 
crankcase of the engine. ‘ 


In many cases, however, the range of engine sizes is so — 
considerable that a more flexible plant becomes necessary. — 
The introduction of gearing into the design of an engine — 
which has previously been made for direct drive, changes — 
ai cee! the speed and torque without necessarily altering 
; A : : . High-performance engines again require a more © 
As applied to an aircraft engine the load can be adjusted ee BOMee ae : : 
by a Hable hand-wheel, while running, to very fine limits of oan patois cooling air than those produced for com- 3 


speed and torque, and running installations show every i cn , i 
ae of engine tuning adjustment even to the extent of 1 Thus, the conditions of the test are directly affected and ~ 


b.h.p. in 500. j 

Fig. 3 shows one of these Dynamometers testing a Condor 
Engine, type IIIA. at the works of Rolls Royce Ltd., Derby, 
and Fig. 4 shows a similar Dynamometer testing a Lion 
engine at the works of D. Napier and Sons Limited, Acton. 

A problem arises in testing air-cooled aircraft engines, 
connected with ventilation. It is, of course, essential that 
the engine should be allowed to work in a stream of air 
flowing over the heat-radiating surfaces at velocities equiva- 
lent to those experienced in flight. In the absence of ade- 
quate - provision for ventilation, the engine would fail to 


operate satisfactorily and the b.h.p. developed would be 


appreciably under standard. ‘ 
In cases where the engines to be tested are practically all 


of the same kind running at substantially 


similar speeds, 


Fig. 6. A Froude ‘ Wind Tunnel ”’ testing plant supplied 
to the Bristol Aeroplane Co. Ltd. 


provision must be made to meet them. 
The Bristol Aeroplane Co. have purchased from Heenan — 
and Froude Ltd., specialists in engine testing plant, a 
number of Wind-Tunnels, the design of which offers a satis-— 
factory solution of these problems. An illustration of one of — 
the Wind-Tunnels recently set to work at Bristol is shown — 
in Fig. 6. P 
A Bristol Jupiter aircraft engine is mounted on a cradle © 
supported at the front end on rollers and at the rear end, ~ 
remote from the engine, on a pivot-bearing, so that under 
the influence of torque-reaction the cradle can rotate to a 
limited extent about the same axis as the propeller shaft. 
Spring-loaded anchorages restrain the motion of the cradle 
and cushion the inequalities of torque which arise from the 
impulses of the engine. The complete cradle and engine can 


Fig. 7. The high pressure centrifugal fan for the ‘‘ Wind 7 
Tunnel ’”’ plant shown in Fig. 6. 
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SPEED 


speed, especially speed’ at ‘high 
altitude, is an outstanding feature 
of the 


BULLDOG 


SINGLE-SEATER 


FIGHTER 


An ability to climb at a rate hitherto 
unattainable, great powers of 
manceuvrability and a capacity for 
speed never previously shown by a 
standard military machine — these 
aremthe features which mark’ this 
remarkable aircraft and have caused 
it to be chosen for the equipment 
of the Royal Air Force. 


THE BristoL AEROPLANE Co., Ltp. 


Telephone: WA Wa)! 5 ae Be wee _BRISTOL. Teiegrams 


“ 4viation. Bristol.” 


3906 Bristol. 
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be racked towards or away from the open mouth of a large 
wind-tunnnel, so that in setting up and adjustment, prior to 
or following a test, access to the engine is unobstructed. 


After being mounted on the cradle, the engine is fitted 
with an adapter enabling the airscrew-shaft to be connected 
through a flexible cardan shaft to a transmission shaft sup- 
ported in ball bearings which delivers the power to a 
“ Froude ’?? Hydraulic Dynamometer. Under running con- 
ditions the entire power of the engine is absorbed and 
accurately measured by this machine. 

Running over the top of the Dynamometer and thence by 
easy bends towards the open orifice facing the engine, is a 
large wind-tunnel constructed in heavy steel plate convey- 
ing air from a high speed, high pressure ‘‘ Heenan ” 
Centrifugal Fan, designed especially to meet the exceptional 
requirements of test-shop practice, and capable of running 
continuously under the heavy duties created by centrifugal 
force and dynamic load. A close- up view of the fan and its 
driving motor appears in Fig. 7. 

The entire construction is heavy and substantial and the 
freedom from vibration at all loads and speeds 1s extra- 
ordinary. The last-mentioned illustration shows an electric 
motor of the variable-speed pattern rated for 300 maximum 
b.h.p. and capable of giving air velocities over the engine of 
well over 130 m.p.h. 

In an adjacent_test shop of the Bristol Aeroplane Co., 
Heenan and Froude have erected another wind-tunnel driven 
by a variable-speed motor of 550 b.h.p. and giving wind- 
speeds past the engine well in excess of 180 m.p.h. 

On overload the official test conducted shortly after start- 
ing up this plant showed wind speeds of 197 m.p.h. 

It does not of course follow that the high wind-speeds cited 
above are commonly-used to pass out engines. Normal test- 
ing demands an expenditure of fan power in this particular 
wind tunnel of the order of 200 b.h.p., but for high-perform- 
ance engines and for a variety of development work, the 
ability to command very high wind-speeds puts the Bristol 
Aeroplane Co. into a position to investigate features of 
engine design which they would otherwise be severely 
handicapped in doing. 

With their wind tunnels Heenan and Froude supply very 
complete equipment and accessories including such items as 
engine-control levers, switches, gauges, thermometers, air- 
speed indicators, tachometers, speed counters, etc. For fuel 
supply and measurement are included petrol tanks, strainers, 


FOG-FLYING AND 


The comparison of various means of transport in a fog is 
worth considering. 

If we take a man walking at 4 m.p.h. as the standard for 
comparison in times of good visibility, it is reasonable to 
take his speed as 1 m.p.h. in a dense fog. 

The comparative speeds for good visibility are :— 
Pedestrian : express railway train :: 4:50 (or .08); 
Pedestrian fast motor-car Ae AO Otuet) ic 
Pedestrian : aeroplane. :: 4: 100 (or .04). 

Such a comparison is all in favour of the aeroplane, but 
let us see what happens in a fog, a general fog at night, 
which all motorists dread when the weather forecast talks 
about an anti-cyclone over the British Isles with widespread 
fog at night. 

Pedestrian : express railway train :: 1: 10 (or .1); 
Pedestrian : fast motor-car :: 1:2 (or .5); 
Pedestrian : aeroplane :: 1:0 (or infinity). 

Or in plain English the aeroplane ceases to function in a 
fog which is worthy of being so called. 

Now this is a very grave drawback, because fogs are not 
peculiar to our islands. The remark, ‘‘ the right place for 
air services is in the colonies where they do not have fogs,” 
is simple nonsense because except in Australia they do have 
fogs. The writer travelled through the finest scenery in the 
North Island of New Zealand in a fog which not only en- 
tirely prevented him from seeing the reputed scenery but 
was as cold, damp and miserable as any November fog in 
England—a change from sub-tropical mid-summer to mid- 
winter in a few hours—and he has had similar experience in 
South Africa. 

Rapid transport to be useful must be consistent, and Mr. 
Handley Page’s statement, ‘‘ The consignee wrote saying 
that if that was the quickest way parcels could come by air 
from the Continent he would have them sent by wheel- 
barrow in future,”’* is an indication that uniformity of ser- 
vice is required as well as speed. 

It is a regrettable fact that in winter the 
which produces dry calm weather causes fog 
bility. In other words the better the flying 
worse it is to fly in! 

: Various attempts have been made to overcome this draw- 
ack. 


anti-cyclone 
or bad visi- 
weather the 


* «The Aeronautical Journal,’? Vol. 25, p. 216. 


flowmeters, and in the oil circulating system are inserted 


oil coolers with electrical heating devices and strainers. 


For running-in new engines and starting-up purposes, they @ 
supply a specially designed electric motor connected to the 
free end of the dynamometer shaft through a self-disengaging 
jaw clutch, and having various safeguarding devices which 
protect the bearing surfaces of the engines against undue © 


load while they are being run in. 


This type of wind-tunnel testing plant appeals to a very — 


wide circle of aircraft engine users owing to the enormous 


range of powers and speeds and types of engines with whicn a 


a single plant will deal. For instance, it is commonly pos- 
sible to test engines varying in power between 80 and 1,500 
b.h.p. whether they are air-cooled, water-cooled, direct-drive 
or gear-drive, and in some cases wliether they run in the 


right-hand or left-hand direction of rotation. The conveni- £ 
ence of this degree of flexibility to a Government Establish- _ 
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ment or Air Line using a variety of engines is immediately 


apparent. Sufficient margin is inherent in the design to 


cater for considerable alteration to type of engine and for 
future development. 


As an instance of this facility may be cited the case of the a 
Argentine Naval Commission who have recently entrusted 


to Heenan and Froude an order for a wind-tunnel plant to 


be installed at the Argentine Naval Aviation Station of 


Bahia Blanca (Argentina) closely following the lines of those 
described above, capable of testing a great variety of British 
and foreign engines, geared and direct-drive patterns, air- 


cooled and water-cooled, running in both directions of rota- — 


tion. 


form supporting fuel tanks, fuel measuring, cooling and 


heating devices, ‘‘ Froude’? Dynamometer, starting motor 


and water cooling equipment. 


The last mentioned item consists of a ‘‘ Heenan fe V-type 4 
cooler for water-cooled engines fitted with centrifugal cir-— 


culating pump, driving motor and mixing tank by which 
the temperature of the water in the cylinder jackets may 
be closely adjusted. 
independent of external supplies of water, both for engines 
and dynamometer. With the aid of this plant the 
chasers will be in a position to undertake all normal tests 
for maintenance, check the performance of repaired engines, 
tuning up, and if they so desire, conduct their own research 
work. 


RADIO-BEACONS. 


Directional wireless is of some assistance. 
calling Croydon can be triangulated at Croydon, Pulham and 
Iyympne, and in about a minute’s time can be given a posi- 
tion to within a mile or so. If he is hoping to find an 


The plant is complete with centrifugal fan, variable-speed F 
electric motor, inlet duct, wind-tunnel proper, engine cradle — 
with mountings and adapters to suit various engines, plat- 


This cooler renders the test shop — 


pur- 


A pilot at XJ 


emergency landing ground in the murky depths of fog be- 


low, this information will not greatly diminish the under- — 


writer’s risk. ( 
If the writer were an underwriter for aircraft risks, when- 
ever there was a fog he would be listening in on the goo 


metre wave-length, and if a pilot asked for his position he 


would remember the ‘ possible distortion of directional wire- 


less which has been known to be as great as 30° ’** and | 
get such cold feet that it would freeze the entire neighbour- — 
hood. Do underwriters wear fur boots or do they believe the © 


actuarial figures? 


The Loth Leader Cable system has been put forward and a 


tried in a small way. It is a system well tried-out in New 
York harbour and elsewhere for marine navigation. But it 
does not seem to please everyone. 

For one thing the apparatus in the machine weighs about 
as much as 2 tins of ‘“‘ Fair Ethyl.’’ It requires a cable to be 
laid between aerodrome and aerodrome. ‘The signal strength 


varies if the aeroplane yaws (if the aeroplane is on the direct 


line between aerodrome and aerodrome but has yawed 
through 90° the reading will be zero). And the signal 
strength decreases with altitude. 
surmountable drawback that 


its adaptation to aircraft 


occurred after the Air Ministry had spent much money on | 


directional wireless, and we all know how difficult it is for a 
leopard to change its spots. 
The Bureau of Standards, 


It is virtually a Leader Wireless system. 

The apparatus to be carried on the aeroplane only weighs 
about 2 lbs. It indicates continuously that the aeroplane is 
either on its true course or, if not, on which side of the 


course the aeroplane is flying, irrespective of whether the 
aeroplane is yawed or heading straight for the aerodrome. 


If there is any distortion of the wave front it will merely 
indicate a slightly curved course and not give a totally in- 
accurate or indefinite position. 


** «Wireless Direction Finding,” p. 269. 
sons.) 


By R. Keen. (Iliffe and 


- ; 
\ 


It also has the almost un- 


: U.S.A., has evolved a simple” 
picce of apparatus which seems to have all the advantages 
of both the Leader Cable system and directional wireless. — 
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THE UNDER-SECRETARY OF STATE FOR AIR AT NAPLES 


‘Sir Philip Sassoon told me that the comfort of transport by 
flying boat was the dominant impression he had gained from 
his 17,000 miles air tour to India and back. He tound flying in 
the Blackburao ‘Iris’ pleasanter than any other form of transport,” 
and remarked ‘‘that the flight had demonstrated the airworthi- 
ness and seaworthiness of this type of machine very clearly.” 


“ The Morning Post,” Nov. 15, 1928. 


‘Sir Philip Sassoon said he thought travel by flying boat was 
delightful. There was very little vibration and an extremely 
good speed could be kept up. . . . The whole trip had been a 
very useful and valuable test of the capabilities of the flying boat.” 


“The Times,” November 15, 1928. 


THE BLACKBURN AEROPLANE AND MOTOR COMPANY LIMITED 


Head Offices and Works: OLYMPIA, LEEDS, YORKSHIRE. 
London Office: AMBERLEY HOUSE, NORFOLK ST: EET STRAND, W.C.2. 
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Consequently instead of waiting for the pilot to ask where 
he is, and then giving him a position that is only approwxi- 
mate long after he has left it, the pilot is kept continuously 
wise as to where he is. The apparatus is described in Re- 
search Paper No. 28 of ‘The Bureau of Standards, Wash- 
ington. 

A Radio beacon is set up at each aerodrome, which may be 
simply described as two frame aerials at right angles to 
each other, not dissimilar in appearance to the Bellini-Tosi 
aerials at Croydon aerodrome. .These two frame aerials 
radiate continuous waves at the same radio frequency, but 
the wave in one frame aerial is modulated to a different 
musical note from the other. 

In the example described in the above-mentioned re- 
search paper the continuous wave is radiated at 290 kilo- 
cycles (1,034 metres) from both frames, but the radiation 
from one frame is modulated to a certain frequency such as 
60 cycles per second and the other to another low frequency 
such as 85 cycles per second. 


ee eae 


Fig. I. 


The form of the radiation from these two aerials is shown 
in Fig. 1. It will be seen from the polar contour lines that 
the radiations overlap and are of equal strength on a line 
from A to the centre and from B to the centre (the radiation 
at go° to these lines is too feeble to be of much use). An 
aeroplane fitted with an indicator proceeding from A, to 
the centre will receive equal signals of each frequency, i.e., 
the 60 and the 85 cycles per second. If the aeroplane is off 
that line one signal will be stronger than the other. 

It must not be thought that the contour line represents 
the limit of signal strength, because, in common with all 
other wireless signals, these radiations extend to infinity at 
continuously diminishing strength and the distance from 
which they can be picked up depends on the sensitivity of 
the receiving apparatus and the prevalence of atmospherics 
and other interference. 

An indicator which has two reeds, one tuned to 60 cycles 
and the other to 85 cycles per second, is connected to the 
standard wireless receiving apparatus of the aeroplane in 
place of the head-phones. 
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Fig. 


The, ends of the reeds are turned-up and painted white so 
that their movement appears as a white rectangle, growing 
larger or smaller as the movement is more or less. Fig. 2 
shows the appearance of the reeds when the apparatus is in 
use, both reeds are white but for clearness of the diagram 
one is shaded. 

Fig. 3 is a diagrammatic sketch of the indicator. A, B, 
C and D are four iron-cored coils in series, H and F are 
the two reeds and G is a plug to connect the indicator to 
the wireless receiving set. 


The coils are opposed in pairs, two to each reed, in:a 


manner somewhat similar to the windings of a pair of wire- 
less head-phones, and just as in a pair of head-phones all 
the note frequencies received from the low-frequency ampli- 
fier of the wireless set pass through these coils., But, as 
the reeds are tuned, the reed tuned to 60 cycles will only 
be affected by the note frequency of 60 cycles and the 
other reed by the note frequency of 85 cycles. 

Suppose the aeroplane were to cross an air route for which 
a radio-beacon was radiating at the same wave-length but 
modulated at other frequencies, for instance 4o cycles and 
7o cycles, the reeds of this indicator would not respond. In 
this way each air route is as separate as a railway. 

It is also possible to use several different radio-frequencies 
for the carrier wave, so that a hundred or more air routes 
could operate within a comparatively small radius. 

lig. 4 shows the instrument. A and B are polarising 
magnets similar to those used in loud-speakers to increas¢ 
the sensitivity, and C is a small bimetallic strip (somewhat 
similar to the compensated balance-wheel of a watch) to — 
compensate for variations of temperature. On the right- © 
hand side of the illustration is a reed removed from the 
instrument showing the method of construction. The reed 
is about 3 in. long. The small lamp is for illuminating the 
turned-over ends of the reeds. 

The indicator is fitted with 4 plugs to fit into sockets 
in the mounting, which allows it to be inverted for use when 
flying away from the radio-beacon, and also enables the 
indicator to be changed for one having reeds tuned to other 
frequencies for use on other routes. To change the indi- 
cator is, of course, the matter of a few seconds. 

As described, the indicator is plugged into the wireless 
receiving set in place of the head-phones, but it would be 
coniparatively easy to design a filter so that the pilot could 
still wear his headphones to receive telephony without hear- 
ing the indicating notes which actuate the reeds. 

Speech would be quite intelligible if all frequencies below 
200 cycles per second were filtered-out, because all con- 
sonants are high-frequency vibrations and the vowels are 
easily supplied by the imagination. Many of the wireless 
loud-speakers of a few years ago, that gave quite intelligible 
speech, cut off at 250 cycles. If the indicator burnt out 
or failed from any other cause the head-phones could be 
plugged into the indicator circuit and the pilot could keep 
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his course by sound. It would not be easy to keep a straight 
course but it would guide him to the aerodrome. 

This apparatus should go far to relieve the underwriters’ 
anxiety, and prevent the ratio of pedestrian to air passenger 
becoming infinity during an anti-cyclone in winter. 

There is still the possibility of collision in the air and it 
seems to the writer that one reed should be slightly more 
sensitive than the other so that when the indicator shows 
‘true course ”’ the aeroplane is slightly to the right, and 
thus would avoid any machine flying in the opposite direc- 
tion. 

To sum up, the apparatus is cheap, light, small, and can 
be fitted to any aeroplane carrying wireless. The current 
required is less than that required for a loud-speaker and 
consequently it does not require any special wireless re- 
ceiver. The only real expense is the radio-beacon at the 
aerodromes. Let us hope that there will be no ‘ airworthi. 
ness”? objection to prevent its compulsory fitting to all 
aircraft.—_ BM /ZRMX. 


NEW AEROPLANES. 
The Espenlaub “H.D.14.” 


MAbE BY ESPENLAUB FLUGZEUGBAU, Diisseldorf. 


Type.—Light two-seater. 

Winc.—Parasol cantilever monoplane. Wing supported on four vertical 
struts each triangular in side elevation with bases on fuselage. 
Built on two spruce and three-ply spars, leading edge three-ply 
covered. Unbalanced ailerons. 

FUSELAGE.—Oval section, of three-ply on transverse formers. 

TaIL UNit.—Entirely movable balanced tail-plane and balanced rudder 
without fin. 

UNDERCARRIAGE.—Cross-axle 
sprung. 

POWER PLANT.—30 h.p. three-cylinder or 45 h.p. 
engine on nose of fuselage. 

ACCOMMODATION.—Tandem open cockpits, 
wing. 

DIMENSIONS.—Span 11.5 m. (35 ft. in.), Length 6.0 m. 
Wing area. 16 sq. m.. (172 sq. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 300 kg. (660 lbs.), Loaded 700 
kg. (1,540 lbs.), Wing loading 43.7 kg./sq. m. (8.95 lbs./sq. ft.), 
Power loading 23.3 kg./h.p. (45.2 lbs./h.p.) (30 h.p.) or 15.5 kg./h.p. 
(34.2 lbs./h.p.) (45 h.p.). 

PERFORMANCE.—Maximum speed 150 km.h. (93 m.p.h.), Landing speed 
45 km.h. (28 m.p.h.), Climb to 1,000 m. (3,280 ft.) 7 minutes, Range 
at 130 km.h. (81 m.p.h.) 7oo km. (435 miles). 

PRICE.—5,800 marks (£290) with three-cylinder and 6,800 marks (£340) 
with six-cylinder engine. 


The Hopfner “*H.S. 538.” 


Mabe BY THE HOPFNER FLUGZEUGBAU, Vienna. 


Type.—School and sporting light aeroplane. 

Winc.—Braced parasol monoplane with folding wings. Centre section 
carried on four sets of inverted Vee struts, two sets on each side, 
one for each spar. Rear spar hinged at centre section. Outer 
wing sections supported by Vee struts hinged at their apices on 
bottom fuselage longeron below rear spar. ‘The centre section is 
built on steel tube spars, outer section is of normal spruce structure. 

FUSELAGE.—Steel tube framing, rigidly braced, partly covered three- 
ply, partly fabric. 

‘TAIL “UNI?t.—Normal monoplane type. Tail plane strut-braced on under- 
side only and adjustable in flight. Horn-balanced rudder. Steel- 
tube framework, fabric covered except tail plane, which has three- 
ply skin. 

UNDERCARRIAGE.—Split-axle Vee type. Axles run from opposite side 
of fuselage to base of Vee, crossing below fuselage. 

POWER PLANT.—60 h.p. Walter five-cylinder air-cooled radial on steel 
sheet engine mount attached to fuselage by four bolts. Oil tank 
behind engine, fuel tank in centre section of wing. 

ACCOMMODATION.—Tandem open cockpits, one below and one behind 


“ Vee” type, of steel tube, rubber cord 
six-cylinder Anzani 
one below and one aft of 


(194. 8 in:); 


centre section, with dual control. 
DIMENSIONS.—Span 11.26 m. (37 ft. o in.), Span folded 3.10 m. (10 ft. 
2 in.), Length 7.0 m. (23 ft. o in.), Height 2.55 m. (8 ft. 5 in.), 


Wing area 19.8 sq. m. (273 sq. ft.). 


The Kalinin KU 


a Russian ambulance machine of all-m etal construction, 
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WEIGHTS AND LOaDINGS.—Weight empty 385 kg. (847 Ibs.), Weight 
normal load (crew of 2 and 7 hours’ fuel) 615 kg. (1,353 Ibs.), Weight 
with crew of 2 and 17 hours’ fuel 770 kg. (1,694 lbs.), Wing loading, 
normal, 31 kg./sq. m. (6.4 lbs./sq. ft.), Maximum 38.8 kg./sq. m. 


(7.96 Ibs./sq. ft.), Power loading, normal, 10.3 kg./h.p. (22.4 
lbs./h.p.), Maximum 12.8 kg./h.p. (28.2 Ibs. /h.p.). 
PERFORMANCE.—Normal load, Maximum speed 148 km.h. (92 m.p.h.), 


Landing speed 50 km.h. (31 m.p.h.), Climb to 1,000 m. (3,280 ft.) 
9 mins., Range with maximum load, 2,160 km. (1,340 miles). 


The Kalinin KL. 


MADE BY UKRVOZDUKHPUt (Ukrainian Air Transport €o.), Moscow, to 
designs of Mr. K. A. Kalinin. ‘ 

TypE.—Single-engined passenger carrier or ambulance machine. 

WinG.—High wing braced monoplane. Wing elliptical in plan form, 
attached directly to top of fuselage, braced by two steel tube struts 
per side from bottom of fuselage. Spars are built-up boxes of 
Koltchougalumin (a Russian light alloy of the duralumin type) and 
ribs are attice girders of trough section strip of same material. 
Leading edge sheet metal covered. Unbalanced ailerons on skewed 
axis. 2 

FUSELAGE.—Mainly rectangular section with rounded-off nose running 
into lines of airscrew spinner. Steel tube framework, rigidly 
braced forward and wire braced aft. Aft of the cabin section top 
and bottom longerons are reinforced by two parallel tubes, which 
are normally braced to the longerons, forming independent 
upper and lower girders with a clear unbraced space between on 
each side, to facilitate the loading of stretcher cases» Up to rear 
of cabin fuselage is sheet metal covered. Aft fabric covering is 
used. 

TAIL Unit.—Normal monoplane type, with balanced rudder and adjust- 
able tail plane. Tail plane and elevator framed in light alloy of 
similar construction to wings. Fin and rudder steel tube frames. 
All fabric covered. 

UNDERCARRIAGE.—Splhit-axle type. Axle rubber slung between two 
tubes forming a narrow inverted Vee. This Vee is braced both 
forward and aft by two other tubes. Wheels may be replaced by 
skis, and an interchangeable float undercarriage is available. 

POWER PLANT.—One 290 h.p. ‘'M.6” (Hispano-Suiza type) engine with 
retractable side radiators. Fuel tank of 550 litres (z2x galls.) in 
centre of wing. 

ACCOMMODATION.—Pilot’s cockpit, practically totaily enclosed, below 
leading edge. Cabin 3 m. x LI m. xX 1.5) mm.) (© ft. ove eae 
7 in. x 4 ft. 11 in.) below wing. This may be equipped to take 
two stretchers, seats for surgeon and sick-bay attendant, with hot 
and cold water supply, medical stores, etc., and can be heated 
either electrically or from an exhaust air heater. Side doors 
are provided and in addition doors aft the cabin between the 
doubled upper and lower longerons permit loading stretchers. 
Alternatively the cabin may be equipped with normal passenger 
seating. 

DIMENSIONS.—Span 16.72 m. (54 ft. 10 in.), Length 11.35 m. (37 ft 
3 in.), Height 3.8 m. (12 ft. 6 in.), Wing area 4o sq. m. (430 sa. ft.). 

WEIGHTS AND LOADINGS.—Weight empty 1,400 kg. (3,080 lbs.), Maximum 
disposable load 1,000 kg. (2,200 lbs.), Loaded weight 2,400 kg. (5,280 
lbs.), Wing loading 60 kg./sq. m. (12.3 lbs./sq. ft.), Power loading 
8.27 kg./h.p. (18.2 lbs./h.p.). 

PERFORMANCE.—At 2,360 kg. (5,192 lbs.) weight, maximum speed 185 
km.h. (115 m.p.h.), Cruising speed 160 km.h. (99 m.p.h.), Landing 
speed 75 km.h. (47 m.p.h.), Climb to 1,000 m. (3,280 ft.) 8.5 mins., 
to 3,000 m. (9,840 ft.) 45 mins. 


The Rohrbach “ Rostra.” 


Type.—Long range flying-boat for passengers or freight. 

Wincs.—Monoplane, built directly onto top of central hull with pro- 
nounced dihedral. Parallel chord and section to beyond wing 
engine mounts, then pronounced taper to tips. 
consists of a heavy box-girder about one-third of chord, fore and 
aft, width, whose outer surface is part of wing section, with de- 
tachable leading and trailing edges bolted on. Entirely of 
duralumin. Narrow chord, unbalanced ailerons. 

Huit.—Of very narrow beam, with slab sides, flat top and a steep 


hollow Vee bottom. Main step below C.G. with a second well aft. 
Built on a multiplicity of transverse bulkheads, one keel and four. 


relatively light stringers, covered with uncorrugated sheet. All 
duralumin except bolts and fittings of steel. 
Ta1L UN1ITt.—Monoplane type. The tail plane is supported by the vertical 
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Even the highest quality Aircraft 
tubes can be spoilt by inferior final | 
treatment. 

In our new Finishing Shop shown 
here, the tubes, accurately drawn in 
the drawing mills, are straightened, 
cleaned outinsideonrevolving mops, |. 
viewed, heat treated in our special || 
gas-fired furnace, in which the tem- 
perature can be controlled within 

5° C. through its 20-ft. length, tested 

by our approved testing staff, finally |, 
straightened and inspected, when, |} 
after oiling, they are ready to | 
be packed and despatched to the 
customer. 


REYNOLDS TUBE COMPANY LTD., 
Hay Hall Works, Tyseley BIRMINGHAM. 
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You Require the 


“BALLARD” PLANT 


For enamelling Metal Wings, 
Fuselage, Propellers 


As supplied to the ‘‘Air Ministry’? and majority 
of the principal Aeroplane manufacturers. 


London Office: Head Office and 
corion Street, Fy J. BALLARD & Co,, Ltd, riidticintos, 
(Con Staffs. 
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AUSTRALIA. 


We are prepared to negotiate for the following :— 


The Australian Manufacturing Rights (royalty basis) of Aircraft, and Sole 
Agencies of Aircraft Material, Stores and Aerodrome Equipment. 


WE ARE CONTRACTORS TO :— 
ROYAL AUSTRALIAN AIR ForcR.—(Re-conditioning Aircraft, Manufacture of 
Spare Parts and Supply of Stores). 
Crvir, AVIATION DEPARTMENT.—(Manufacture of Spare Parts). 
AUSTRALIAN AERIAL SERVICES.—(Manufacture of Airscrews,-Re-conditioning 


Aircraft and Engines, Supply of Stores, Petrol and Oil Storage 
Plants, etc.). 


WORKS AND RAILWAYS DEPARTMENT.—(Installation of Aerodrome Bulk 
Petrol Storage Plants). 


Address Complete Specifications, Price Lists and Draft Agreements to :— 


Melbourne Aerodrome, off Dudley Street, 
Melbourue, AUSTRALIA. 


KINDLY MENTION. “ THE AEROPLANE”? WHEN CORRESPONDING WITH ADVERTISERS. 


(Supplement to THE ARROPLANE) 


to16 


Aeronautical Engineering 


DECEMBER 26, 1928 — 


fin well above the hull and strut braced to hull by steel tubes. Fin 
and tail plane built on single box-girders similar to those of wings. 
All control surfaces unbalanced. 

ALIGHTING GraR.—Consists of main hull (q.v.) and two large side 
floats supported by steel struts from wing. These are of similar 
general construction to hull, but have no steps except those formed 
by their square sterns. Auxiliary floats are partially immersed 
at rest, and give some dynamic support when moving at moderate 
speeds. 

POWER PLANT.—Iwo 450/610 h.p. geared Jupiter engines mounted in 
streamline nacelles above the wings. Each engine is supported on 
two Vees—one forward and one aft—and by a pair of struts run- 
ning inwards to the hull. Four fuel tanks—total capacity 4,600 
litres (z,0o12 galls.) are arranged in the wings outboard of engines 
and over side floats. There is one tank in leading edge and one 
aft of the main girder on each side. Oil tanks in engine nacelles. 
“ Bristol” oil coolers on engine mounting struts. 

ACCOMMODATION.—Mooring cockpit in extreme bow, with collision 
bulkhead aft, followed by enclosed cockpit for two pilots side-by- 
side. Aft is a large freight compartment, followed by a cabin for 
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five passengers. A wireless cabin is fitted half-way from wings 
to tail. 

DIMENSIONS.—Span 26.9 m. (88 ft. 4 in.), Length 15.6 m. (52 ft. 1 in.), 
Height 6.3 m. (20 ft. 9 in.), Wing area 77 sq. m. (828 sq. ft.). 
WEIGHTS AND LOADINGS.—Weight empty 4,340 kg. (9,548 lbs.), Equip- 
ment 800 kg. (1,760 lbs.), Crew (3) 265 kg. (583 lbs.), Fuel 2,500 kg. 
(5,500 lbs.), Passengers and luggage 450 kg. (990 lbs.), Miscellaneous 
45 kg. (99 lbs.) Loaded weight 8,400 kg. (18,480 lbs.), Wing loading 
109 kg./sq. m. (22.3 lbs./sq. ft.), Power loading 9.34 kg./h.p. 

(20.55 lbs./h.p.). 

(For freight carrying alone the weight of equipment is reduced, 
the fuel increased to 3,660 kg. (8,052 lbs.), and with a load of 400 kg. 
(880 lbs.) of height the loaded weight becomes 9,500 kg. (20,900 Ibs.), 
Wing loading 123 kg./sq. m. (25.2 lbs./sq. ft.), Power loading 
10.55 kg./sq. m. (23.1 lbs./sq. ft.) ). 

PERFORMANCE.—At 8,000 kg. (17,600 lbs.) Maximum speed 213 km.h. (132 
m.p.h.), Cruising speed 158 km.h. (98 m.p.h.), Climb to 1,000 m. 
(3,280 ft.) 4.6 mins., Absolute ceiling 4,150 m. (13,700 ft.). 

At 9,500 kg. (20,900 lbs.) Maximum speed 208 km.h. (129 m.p.h.), 
Climb to 1,000 m. (3,280 ft.) 7.3 mins., Ceiling 3,000 m. (9,840 ft.). 


TECHNICAL BOOKS. 


Aeroplane Design. 


“Die Grundlagen des Flugzeugbaues’” (Elements of Aeroplane 
Design). By Ing. O. P. Fuchs, Vienna. Published by Adlerverlag, 
Berlin. 146 “pp.,, 93 in. X 5 in., 77 fiLs. 


The author of this book (who should not be confused with Prof. Dr. 
R. Fuchs, joint author of Aerodynamik by Fuchs and Hopf) has set 
himself the task of giving a compact guide to the practical aspects of 
aeroplane design. 

Part I, Chapter I, on terminology, gives a schedule of aeroplane 
parts, and of aeroplane types with diagrams and a list of symbols. 
Chapter II gives the physical characteristics of the atmosphere, 
and Chapter III deals with some dynamical relations. 

In this chapter kilogram-metre-second units are misused, density 
is called weight, weight divided by the acceleration of gravity is 
called ‘ density *—the unit used being a ‘‘ metric slug ”’ of the dimen- 
sions ml‘ t? (!) even less relevant to Newton’s laws of motion than 
the English “slug.” Lifting surface divided by velocity is called 
“mass” of air. In the derived equations acceleration is equated to 

velocity and force and both to momentum and to mass, so that by 


an apt choice of units any desired performance may be produced 
on paper, as Prandtl recently remarked in a similar case. 4 
Chapters IV and V give a good précis of modern aerodynamical — 
methods, Chapter VI deals with structural design details and Chapter — 
VII summarises performance calculations in fourteen formule and 
‘some sixty symbols. : 
Part II gives some forty excellent reproductions of photographs of 
various types of aeroplanes, engines and accessories. Z 
Part TII is a summary of the layout of design calculations. The 
arrangemént of the matter is excellent and the methods employed © 
are illustrated by worked-out numerical examples:—A.R.L. i 


Strain-Energy Stress Analysis. i: 
“ Strain Energy Methods of Stress Analysis.” By A. J. Sutton Pippard, — 
M.B.E., D.Sc., M.I.C.E., M.I.Mech.E: 146 pb. 5} by 8% in. 
London: Longmans Green and Co. Ltd. Price 14s. net. { 
The methods of ordinary statics normally used for determining the 
distribution of stresses in simple framed structures break down in 
those cases where the frame contains any so-called redundant members. — 
The structure of the average aircraft is usually full of redundancies, 
and despite the fact that satisfactory results are obtained by designing 
from stress analyses based on the assumption that the redundancy may — 
be removed by regarding certain members as out of action more ~ 
accurate methods of stressing are necessary in certain cases and ~ 
desirable in many others. ae 
The strain-energy method is so far the only satisfactory one for use — 
in redundant structures generally. Unfortunately there has been up 
to the present no compact text-book suitable for the normal engineer- 
ing student or practitioner covering the essential features of this — 
method of stress analysis and the practical methods of its application. — 
In this book Prof. Pippard has supplied this want in a very adequate 
manner. Moreover the book, though its appeal is not by any means — 
purely aeronautical, does deal very directly with stressing problems of 
particular interest to the aeronautical engineer. 


PRACTICAL BOOKS. 
The Jaguar Engine. 


“The Jaguar Series IIIA Aero-engine.” (Air Publication 1082, 3rd — 
Edn., 1928.) 133 pp. 5% by 8% in., 48 illustrations. London: H.M. — 
Stationary Office. Price 2s. net. : 

This is one of those excellently compiled and exhaustive handbooks 
compiled for the Air Ministry and designed for the instruction of — 
Service personnel which eventually become accessible to the general 4 
public. é d 

This particular example deals with the Armstrong Siddeley Jaguar 
engine Series IIIa, which has now been superseded by later models of 
the same general type for both Civil and Service uses—a fact which © 
necessarily detracts from the value of the work. ag 

Nevertheless the general design of the Jaguar engine is now so 
fixed that the work will form a useful guide to all who have to deal © 
with Jaguar engines of the Series IIIa or later types. 

The work is arranged on the standard lines adopted in all thes 
official handbooks. There is a detailed account of the engine, complet 
instructions for dismantling and re-erecting it, data as to timing, 
clearances, and allowable limits of wear, together with notes on 
starting and running. It is excellently and liberally illustrated with 
drawings and diagrams, and for all those who cannot secure a copy ~ 
of a handbook dealing with the more recent engines of this make it ~ 
is the best guide to the Jaguar engine available. a 


© Practical Flying.’ By Byron Q. Jones. 210 pp. 
illustrations. Published by The Ronald Press Co., 
Price 138. 6d. net. a 

The author of this book is said to have been responsible for the — 
flying training of many of the pilots of the American Army Air 
Service during the War, and he has himself been flying regularly ~ 
since 1914. The book itself has been written in an attempt to answer 
the many questions which are currently asked by those many in: 
habitants of the United States who contemplate learning to fly, and ~ 
further it is intended to act as a guide to those of them who do learn — 
to fly which shall supplement the instruction they will receive at” 
their flying school. 

The book is of very uneven quality. It contains much sensible — 
advice to the would-be pilot, and is particularly sound in its insistence 
on the fact that the great majority of flying accidents could be ~ 
avoided if pilots would conform to a few elementary rules. 

On the other hand, it contains a good deal of singularly inaccurate — 
information concerning why aeroplanes fly, and why they will mis- — 
behave under certain circumstances. These inaccuracies are prob- — 
ably of little importance to the pupil who merely wants to know a 
how to fly and is not worried about the precise reasons underlying 
the rules laid down. But it is a pity the author did not seek the 
assistance of some one who could put this section of the book into 
better shane. } ir 

The author’s comments on curl flying training. methods inei- 
dentally throw some light on the prevalence of serious flying acci- | 
dents in the United States. ‘There is no suggestion of incompetence on 
the part of the schools, but rather that a majority of the would-be | 
pupils who think they can safely buy a machine and start off on long 
cross-country journeys as soon as they have just passed through their 
tests for a private pilot’s licence, and insist on doing so. & 


83 in. x 53 in. 6 q 
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“ Bibliography of Aeronautics, 1925.’ The United States National — 
Advisory Committee for Aeronautics, Washington, U.S.A. 189 pp. 

to im. x 62 in. Price 50 cents net. a, 
This exceedingly useful little volume is an index to all important — 
articles bearing on aeronautics which have appeared in the Technical — 
Press of the whole world. Each item mentioned appears under the | 
heading of its particular subject and when the author is known under 
his name, with cross references. a 
The whole is alphabetically arranged in such a way that all references — 
to either a given subject or a given author may be discovered with FS 
the least possible trouble. ae 
With its forerunners for 1909 to 1916, 1917 to 1919, 1920 to 21, 1922, 
1923 and 1924 it is by far the best index to aeronautical technical — 
literature that is yet available for general use. 4 
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THE ROYAL AIR FORCE. 


~The London Gazette. 


December 18. 
RoOyYAL AIR FORCE. 


GENERAL DUTIES BRANCH.—Air Commodore Felton V. Holt, C.M.G., 
D.S.O., is appointed Director of Technical Development, Air Ministry 
(Dec. 7) (vice Air Commodore John A. Chamier, C.B., C.M.G., D.S.O., 
O.B.E.). 

The following Pit. 
G. F. Simond (Oct. 9); I. 
(Nov. 2). 

The following are placed on the retired list at their own request :— 
Wing Cdr. D. S. K. Crosbie, O.B.E. (Dec. 8); Sa. Ldr. C. A. Ridley, 
D.S:O., M:C. (Dec. 10). Flgs Off, A. G.-Hill. is transferred to the 
Reserve, Class A (Dec. 13). The following Flg. Offs. resign their 
perm. comns. (Dec. 11) :—N. Vintcent, D:F.C., J. S. Newall. Plt. Off. 
IL. H. Smith relinquishes his S.S. comn. on account of ill-health 
(Mecs 14): 

The S.S. comns. of the following 
minated on cessation of duty :—P. C. 
(Dec. 19). 

Capt. E. J. O. Ellison, R.M., Flg. Off., R.A.F., relinquishes his temp. 
comn. in the R.A.F. on return to duty with the Royal Marines (Dec. 6). 

MepicaL BRANCH.—FIt. Lt. J. C. Osburne, M.B., is promoted to the 
rank of Sq. Ldr. (Dec. 109). 

MEMORANDUM.—176360 Flt. Cadet C. Noble is granted an honorary 
comn. as a Sec. Lt., with effect from the date of his demobilisation. 


RESERVE OF AIR FORCE OFFICERS. 

GENERAL Duties BRANCH.—The following are granted comns. as Flg. 
Offs. in Class C, on resignation of their perm. comns. (Dec. 11) :— 
N. Vintcent, D.F.C., J. S. Newall. 

The following Plt. Offs. are promoted to the rank of Flg. Off. 
(Dec. 13):—R. Anderson, J. M. Greenwood, J. A. C. Northway. 

Plt. Off. M. B. Barclay resigns his comn. (July 6). 

Mepica, BRaNcH.—FIlt. Lt. R. G. J. McCullagh relinquishes his comn. 
on completion of service (Oct. 4) (substituted for the notification in 
the Gazette of Nov. 27). 


AUXILIARY AIR FORCE. 

GENERAL DutTIESs BRANCH.—NO. 600 CIty Or LONDON (BOMBING) 
SeuUADRON.—The following to be Plt. Off:—J. A. Brown (Aug. 1). 

No. 602 City ofr GLASGOW (BOMBING) SQUADRON.—The following Pit. 
Off. is promoted to the rank of Flg. Off.:—D. F. McIntyre (Oct. 20). 
No. 605 COUNTY OF WARWICK (BOMBING) SQUADRON.—The following 
Plt. Offs. are promoted to the rank of Flg. Off.:—J. F. C. Brinton 
(Sept. 15); G. V. Perry (Oct. 26). 


Appointments. 
Week ending December 24. 

GENERAL DutTIES BRANCH.—Wing Commanders J. E. A. Baldwin, D.S.O., 
O.B.E., to C.F.S., Wittering, pending taking over command, 17/12. 
V. Gaskell-Blackburn, D.S.C., A.F.C., to No. 21 Group H.Q., West 
Drayton, for Engineer Staff duties, 10/12. V. O. Rees, O.B.E., to A. 
and A.E.E., Martlesham Heath, pending taking over command, 23/11. 

Squadron Leaders C. E. H. Medhurst, O.B.H., M.C., to R.A.F. Depot, 
Uxbridge, 23/11. C. L. King, M.C., D.F.C., to No. 502 Sqdn., Alder- 
grove, 14/12. D. G. Donald, D.F.C., A.F.C., to No. 480 Flight, Calshot, 
30/11. I, G. S. Payne, M.C., A.F.C., to No. 25 Sqdn., Hawkinge, 1/t. 
T. W. Elmhirst, A.F.C., to R.A.F. Training Base, Leuchars, 31/12. 

Flight Lieutenants H. E. P. Wigglesworth, D.S.C., to No. 503 Sqdn., 
Waddington, 28/12. <A. P. JWedger, M.BE., to H.Q., A.D.G.B., 
Uxbridge, 26/11. 

Flying Officers A. D. McDowall, to No. 100 Saqdn., Bicester, 7/1. 
G N. Coward, to E. and W. School, Flowerdown, 17/12. 


Offs. are promoted to the rank of Fig. Off. :— 
Mcl. Cameron (Nov. 2); J. H. Lindell 


Plt. Offs. 
Wilkin (Dec. 


on probation are ter- 
14); J. F. Ballin 


vine 


‘““FORTY-ONE.”’—The Christmas Card of No. 41 (Fighter) Squadron, R.A.F. A formation of Siskins. 


Pilot Officers D. G. P. Fitzpatrick, to No. 23 Sqdn., Kenley, 26/11. 
K. F, TY. Pickles, to No. 36 Sqdn., Donibristle, 28/12. 

MEDICAL BRANCH.—Flight Lieutenants E. C. K. H. Foreman, to 
Princess Mary’s R.A.F. Hospital, Halton, 28/11. P. D. Barling, M.B., 
to R.A.F. Base, Malta, 25/11. I. Freeman, to C. and M. Party, Basrah, 
29/11. J. O. Priestley, D.M.R.E., to R.A.F. Depot, Uxbridge, 28/11. 

pee Officer A. IL. St. A. McClosky, to R.A.F. Depot, Uxbridge, 
19 / 1X. 

STORES BRANCH.—Wing Commander F. O. Williams, 
R.A.F. Depot, Uxbridge, 23/11. 

Squadron Teader F, Tedman, 


O.B.E., to 


M.B.E., to The Packing Depot, 


Ascot, 23/11. 


Flight Lieutenant I.. H. Hillier, to No. 3 Stores Depot, Milton, 13/12. 

Pilot Officers M. J. Scott, to C.F.S., Wittering, 11/12. P. Dennehy, to 
A. and G. School, KEastchurch, 12/12. 

The Chief of the Air Staff. 

The Air Ministry announces that Marshal of the Royal 
Air Force Sir Hugh Trenchard, Bt., G.C.B., D.S.O., having 
expressed the desire to be allowed to resign the appointment 
of Chief of the Air Staff when the interests of the Service 
permit, His Majesty the King was recently pleased, on the 
advice of the Secretary of State for Air, to accept his 
resignation with effect from January I, 1930. 

[This is not the time for a review of the services to the 
King and to the Nation of the Chief of the Air Staff. All 
that need be said is that we as a people are fortunate in 
having had the benefit of his leadership and guidance of 
the Royal Air Force for so many years more than is usual 
for the higher officers of the King’s Services. And we may 
be sure that when he leaves his office he will have put the 
machinery of the Air Force into such order that it will run 
smoothly, and will be of such kind that when war comes 
again the R.A.F. can be expanded to whatever size may be 
needed.—c. G. G.] 

Transfer of Short Service Officers to the 

Indian Army. 

In agreement with the Secretary of State for India a 
limited number of Short-Service officers of the General Duties 
Branch may be appointed to permanent commissions in the 
Indian Army on or after the completion of their period of 
service on the active list. 

To be eligible for consideration officers must (I) not have 
attained the age of 27 years on the date of transfer, (II) 
have served in the R.A.F. in India, ‘Iraq or Aden for not 


less than two years, (III) not have been retired from the 


Royal Navy, British Army or Indian Army under any re- 
duction scheme. 

An officer will not be eligible on transfer to the Indian 
Army for gratuity in respect of his service on his short- 
service commission : a contribution to Indian funds will in- 
stead be made by the Air Ministry towards the ultimate’ 
cost of Indian retired pay, etc. 

An officer will be allowed to count his service in the R.A.F. 
for seniority, promotion, increment of pay and all non- 
effective purposes in the Indian Army. 

Officers who wish to be considered for appointment to the 
Indian Army should submit an application to the Air Ministry 


eget 


No. 41 


Squadron is stationed at Northolt, 
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through the usual channels, for transmission to the India 
Office, as soon as possible after completing four years of 


their active list period. The application should state, in 
order of preference, in which arm of the Service (cavalry 
or infantry) appointment is desired. 

The Rebellion in Afghanistan. 

The following statement regarding the position in Afghani- 
stan and the safety of British subjects in Kabul was given 
by the Secretary of State for Foreign Affairs in the House 
of Commons on Dec. 19: 


Fighting - appears to have ibreken out again at Jalalabad, but I 
have no precise information. As regards Kabul, I have received a 
report that tribesmen led by a_ notorious brigand, Bacha Saqao, 


attacked on the west of the city on m4th-rsth December, and captured 
forts. I have no exact information as to developments since 
that date, as the British Legation, which lies outside the city, has 
apparently been unable to use the wireless station, which lies near 
the Palace in the. centre of the city. From the reports of an 
aeroplane which flew yesterday from Kohat to Kabul in order to 
establish communication with His Majesty’s Legation, it appears that 
the aerodrome and the neighbourhood of the Palace are still in pos- 
session of loyal forces. 

Plans were worked out some time ago by the Government of India 
for the withdrawal of women and children by aeroplane in case of 
need. The aeroplane mentioned above, which was despatched on 
the cessation of messages from His. Majesty’s Minister, received a 
message by signal to the effect that all in the Legation were well. 
The leaders of the tribesmen assured His Majesty’s Minister on 
Dec. 14, that they had no hostile intention towards the Legation, 
but the Government of India will, of course, take all possible steps 
to ensure the safety of British nationals. 

The report that one of the R.A.F. machines referred to 
by Sir Austin Chamberlain, had been damaged by rifle fire 
and kad made a forced landing on Kabul “aerodrome, has 
been confirmed by the Air Ministry. The machine was a 
D.H.ga belonging to No. 27 (Bombing) Squadron stationed at 
Kohat and was flown by Flg. Off. C. W. L. Trusk with 


L-AC. Donaldson as an observer. 

After the forced landing of the first machine a second 
machine flew over the British Legation at Kabul at a con- 
siderable height and, after reading a message laid out on 
the ground, returned safely to‘its base. 


The Halton Passing Out Inspection. 

Marshal of the Royal Air Force Sir Hugh Trenchard, Chief 
of the Air Staff, inspected the Aircraft Apprentices of No. 1 
School of ‘Technical Training at Halton on Dec. 18. 

The Commandant, Air Cmdre. I. M. Bonham-Carter, C.B., O.B.E., 
in the course of his. Report, stated that the Entry now passing out 
was the thirteenth The system of “ Unit” training by Wings in- 
stead of ‘* Bulk” training had now been in force for two years with 
beneficial results. 

The standard of discipline and drill achieved by previous entries 
gad been maintained. ‘Technical training had been satisfactory. The 
Monosoupape engine had been deleted from the syllabus. ‘This entry 
had had more experience in engine running and detection of faults 
than previous entries owing to the completion of the new engine test 
house. 

Considerable benefit had been derived during the aerodrome course 
for carpenter riggers by the use of more recent types of aircraft. 

The general standard of physical training and games had been 
high, but more playing grounds were required. There were some 
excellent boxers in the entry. 


two 


The health and educational training of the entry had been satis- 
factory. 
The following awards had been made by the Air Ministry :— 


560391 AA. Reed, W. S.—Fitter A.E. 
560431 AA. Tearle, F. G.—Fitter Arm. 


Grand Aggregate: 
Educational Subjects: 
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Fitter Aero Engine: First, Nelson, R.; Second, 560391 


AA, Reed, W. S. 


560353 AA. 


Carpenter Rigger and Carpenter Motor Body Builder: First, 560291 
AA. Horner, T.; Second, 560123 AA. Griffin, R. D. : 

Other (Trades: First, 560296 AA. Hampshire, W. A., Fitter Arm; 
Second, 560460 AA. Woolacott, L. N., Copp. and M. Worker. 


The Sir Charles Wakefield "scliolarship has been awarded. to 
Reed, W. S. , 

The results of the final. examination are as follows:—38 Aircraft 
Apprentices have classified as L-AC., 181 as AC.1., 181 as AC.2.,.5 had 
failed, and 8 were not examined or did not complete their examinations. 

Cadetships :. Cadetships have been offered to 560391 Reed, W. S.; .560122 
Hodgkinson, W. H.; 560291 Horner, IT. G.; and 560052 Coslett, T. N. 

Fifteen Apprentices had been retained for the advanced course 
for corporals. 


The Staff College, Camberley. 

The following officers of the R.A.F. haye been nominated 
for admission and will join the Staff College, Camberley, on 
Jan. 21, 1929 :—Wing Cdr. F.. Sowrey, D.S:O., M.C.,“A.BiGy 
and Sq. Ldr. .: B.’ Beauman, 


Long Service Medals. : 

The Long Service and Good Conduct Medal has been 
awarded to the following airmen with effect from the dates 
given :— 

No. 54 S-M.. Jones, :-J. C.,.D:C.M., 
Hinds, T. H. C... (2:09.28); No. 967 S-M.1. Hilard; js: 
315043 S-M.2. Beattie, W. (14.9.28); No. 41 S-M.2: Breading, 
(22.8.28); No. 200673 S-M.2. Clayton, W.' (26.9.28); No. 
Searle, S. (17.9.28); No. 314390 S.M-2. Strong, (13.6.28) ; 
F-§S. Goldsmith, J. (2.7.28); No. 52 F-S. Hobby, C..A. 
315046 F-S. Lawrence, B. M. (3.9.27) ;. No. 
No. 314441 F-S. Williams, W. P., A-F-M. (30.8.28); No. 187135 Sjt 
(A/F-S.) Rudham, H. (11.11.23); No. 107934 Sjt. Elliott, W. (2.2.28); 
No. 343252 Cpl. Heal, F. (14.7.28); No. 292112 AC.2. Booth, W. E. (22,12%27)5 


Special Assessments. 

The following officers and airmen have been awarded 
special assessments as shown on completion of a course of 
ab initio flying training at the Units indicated : 

Distinguished Pass :—Iieut. H. L. Hayes, R.N. (Flg. 
R.A.F. Training Base, Leuchars. No. 363271, L-AC.. J:. M) Whitwelly 
No. 2 Flying Training. School. 


560391 


No. 51 S-M.1. 
(18.8.28); No. 
Git 


M.M.. (21.7.28); 


(30.7.28); - No. 


Notations have been made in the official records of this 


officer and airman, 


Wing-Cdr. V. O. Rees. 
V. O. Rees, O.B.H., whose appointment to 
Mertlesham Heath pending taking over command of the 
Aeroplane and Armament Experimental Establishment is 
dated Noy. 23, was born at West Battersea in 1886 and edu- 
cated at Felix College and with an Army Coach. He joined 
the 22rd Battn. London Regiment (T.F.) as 2nd Lieutenant 
in January, 1912, and was promoted Lieutenant in October, 


Wing Cdr, 


1913. In October, 1915, he learned to fly on a Caudron hi- 
plane at Hendon and his Royal Aero Club Certificate is No. 
1839. He was promoted Captain in March, 1616, and in Octo- 


ber of that year he was seconded to the Royal Flying Corps 
as Assistant Equipment Officer. He was graded as a Park 
Commander and appointed Chief Instructor to a School of 
Technical Training with the temporary rank of Major in 
April, 1917. In August, 1919, he resigned his commission in 
the Territorial Army on appointment to a permanent com- 
mission in the R.A.F. with the rank of Squadron Leader 
(Technical). 

In March, 1920, he was posted to the Aircraft Park, ‘Iraq. 
In February, 1921, he was made an Cfficer of the British Em- 


HALTON.—The Chief 


occasion of the Passing Out of the 13th entry on Dec. 18. 


of the Air Staff inspecting some of the work of the Aircraft Apprentices at Halton on the 


302133 S-M.2, — 
No. 332513 


230 F-S. Rowe, O. R. (24.9.28); 


Off., RACE), 
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LANDING 
WHEELS - 


Wheel Hub ee ae Lack Tyre Wheel eee te abeh o) Track Tyre Wheel Hub Track 
No. Length Bore Line Size No. Length Bore | Line Size No. | Length Bore Line 
m/m m/m | m/m m/m | m/m m/m m/m m/m m/m 
375 x 55 168 111°12 254 Central | 700160 176 | 178° 44°45 Central | 1000 x 180 148 |? 922071 4! 80° Centra 
+ 195 130° 38°09 Central is OPO) 55° | 132/46 ae | 149 185° 55° Centra 
oa ; 155 220° 66°67 | Central 
300 x 60 16 11112 254 Central 650 x 125 119 178° 55° 132/46 A 166 | 185° 55° 125/60 
| h z | | 
450x60 | 30 | 89 Bitegeyeentra | UNG toca rg Meee micemmet lL oonxe0e. b- to7.| 498°.) 85° | Centra 
a 172 130° 38°09 Central Z 336 178° 44°45 132/46 A 108 195%.) 65° | 125/60 
ds : cf 128 220° | 6667 | Centra 
575 x 60 21 160° 23° Central = AST* (19-2507 .| =. 80° | Central 
is 180 150° 38°09 104/46 750X125 | 77 | 178° 44°45 132/46 oa 157 | 185 | 80 | Central 
= 186 120° 34°92 Central Ss 92 | 185° 55° 135/50 ws 202 | 185° | 6032 | Centra 
a 190 | 150° 38°09 Central “= 95 185° 55° Central | | 
| Ee | 99 78: 38°89 | 132/46 1100* 220 | 134 220° 66 67 Centra 
600 x 75 21 160° | 28° Central os 112 150° 3809 | Central + 136 | 250°. » :\\48:80; | Centra 
=e 180 150° 38°09 104/46 + 176 | 178° 44°45 | Central | | 
5 186 120° 34°92 | Central i" 179 | 178° 55° | 132/46 975 x 225 192 185° | 6032 | Centra 
a 190 150° 58°03 | Central al 33 39800) 18517" Py 5S 125/60 
es “4 ‘ , ; | 
TOR erate iTS on tae) tae, | ORIG) TEE) TES |) BBY or] ASBVEO Visca xese | sie | ose” | a0" | Central 
79 178° 44°45 | Central df = | ° : 3 | 154 | 3048 | 101°6 | Centra 
” P ; a 1635" | 185 66°67 135/50 
100 178 38°09 | 132/46 | | P : 
” 101 178° 31°75 132/46 i 1697 185 55 135/50 } 
” 196 178° 55° central af 177 185° 55° 135/50 1500 = 300 305. | 3048 | 1524 Central 
” = 183 185° 55° Central 98 306 | 3048 1016 Central 
600x100 | 188 120° ; 34°92 Central 5s 211* 185° 60°32 | 135/50 } | 
" oe 1 fd nent Nl | 1525x325 | 197 | 3048 | 1016 | Central 
700 x 100 77 178° 44 | 132/ P : j Central | - ; ‘ 
4 92 185° 55° 135/50 + 182 | 185° 55° Gengealtfacede ae iutaar iE seer lates. (conte 
3 95 | 185° 55° Central es 187 | 220° 66°67 | Central ” entre 
is 99 178° 38°89 132/46 ea 201/45. 185' 60°32 125/60 | 
oA 112 150° 38°09 Central 5 210 185° 60°32 Central | 1750x350 193 | 400° 125° Central 
* Wheels Nos. 161, 162, 163, and 211 are of stronger type than the other wheels for 800 X 150 tyres, tWheel No. 169 is fitted with Ball Bearings 
Grease gun equipment is now a standard fitting on all wheels. (L/NB) 
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pire in recognition of distinguished services in ‘Iraq. He 
was also mentioned in Dispatches from ‘Iraq in October, 1921 
and October, 1922. He was promoted Wing Commander in 
June, 1922, and in August, 1922, he was appointed to the 
Inland Area Aircraft Depot at Henlow. In September, 1925, 
he was appointed to command the Aicraft Depot, ‘Iraq. 


The R,A.F. in Parliament. 
THE DIRECTOR OF MEDICAL, SERVICES. 

In the House of Commons on Dec. 18, in reply to a question by 
Sir H. Cayzer, the Secretary of State for Air said that the tenure of 
the appointment of the Director of Medical Services dated from 
November, 1921. An extension had recently been granted until 
November, 1930. The question of any further extension would be 
considered on its merits when necessary in the light of the circum- 
stances then existing. 

[The Director of R.A.F. Medical Services is Air Vice-Marshal David 
Munro, C.B., C.LE., M.B., M.A., F.R.C.S.(E.), K.H.S.] 


The R.A.F. Memorial Fund. 

The last Meeting of the Executive Committee of the above 
Fund for 1928 was held at the offices, No. 7, Iddesleigh House, 
Caxton Street, Tondon, S.W.1, on Dec. 12. 

In the absence of Lord Hugh Cecil (who was prevented by 
another engagement from attending) the Chair was occu- 
pied by the Hon. Treasurer, Sir Charles Mcleod, Bart. There 
was only a small attendance. 

The Chairman referred with great pleasure to two very 
large donations which had been made to the Fund by the 
Air Council in respect in the first place to some portion of 
the R.A.F. share of the profits of the Royal Tournament at 
Olympia in June, 1928, and in the second place to a dona- 
tion out of the profits arising from the R.A.F. Display held 
at Hendon in July last, which was the most successful 
Display on record. A resolution of thanks was approved, 
which the Chairman, Lord Hugh Cecil, was requested to 
convey to the Air Ministry. 

The Committee heard with much regret an offer from Lord 
Hugh Cecil, who has been Chairman of the Fund since its 
inception in .Igig, to resign the Chair, but to retain member- 
ship of the Committee, this being due to a great pressure of 
other work. This matter, however, was deferred for further 
consideration until the next meeting of the Committee, Lord 
Hugh Cecil in the meantime retaining the Chair. 

It was reported to the Meeting, that as has been cus- 
tomary for the past five years, a wreath provided by the 
Fund was laid at the foot of the R.A.F. War Memorial on 
the Victoria Embankment on Armistice Sunday by Marshal 
of the Royal Air Force Sir Hugh Trenchard, Bart., G.C.B., 
Chief of the Air Staff, on behalf of the Royal Air Force and 
of the Executive Committee of this Fund. Mention was also 
made at the Meeting that a similar wreath had been pro- 
vided by the Fund and had been laid at the “ Stone of Re- 
membrance ’’ opposite St. Giles’ Cathedral, Edinburgh, on 
Armistice Sunday, this being a joint ceremony with the 
Royal Navy and the Army. 

The Committee gave consideration to a question as to the 
advisability of changing the date of the ceremony at the 
War Memorial on the Victoria Embankment, which has 
always hitherto been held within half an hour of the National 
ceremony at the Cenotaph, a suggestion being made by 
Marshal of the Royal Air Force Sir Hugh Trenchard that 
the Committee might consider having this ceremony on 
some day other than Armistice Day ceremony which is held 
in respect to all the Services, and the Nation, on Armistice 
Day. The Committee after considering this question came 
to the (opinion that it was advisable to change the date in 
view of Sir Hugh Trenchard’s recommendation and the cir- 
cumstances generally, and unanimously agreed that the cere- 
mony at the R.A.F. War Memorial, London, should take place 
on the Sunday previous to Armistice Day in each year, and 


it is hoped this suggestion will be agreeable to everyone 
concerned. 


R.A.F. Squash Rackets Championship. 


The R.A.F. Squash Rackets Championship was played at 
Queen’s Club on Dec. 17 and 18. The results were as 
follows :— 

First Round.—Sq. Ldr. J. D. Colman beat Flt. Lt. E. D. H. Davies 
(9-46, 9—4, 9—7); Flg. Off. F. G. Downing beat Wing Cdr. W. Tyrrell 
(9—2, 10—9, 9—2); Flg. Off. F. T. Stacey beat Group Capt. W. R. 
Warrington-Morris (6—9, 9—3, 9—3, 9—4); Wing Cdr. A. G. Belfield 
beat Sq. Ldr. A. Lees (6—9, 9—2, 9—4, 9—5); Wing Cdr. F. L. Robinson 
beat Group Capt. W. F. McNeece Foster (9—1, 9—4, 9—1); Sa. Ldr. 
A. Coningham beat Fit. Lt. A. C. Stevens (9—2, 9—3, 9—3); Sub-Lieut. 
N. S. Luard, R.N. (Flg. Off:, R.A.F.) beat Flg. Off. Hallward (4—0, 
10—9, 9—2, 9—4); Air/Cmdre. F. V. Holt beat Sq. Ldr. Fawcus (9—3, 
1o—8, 9—2). 

Second Round.—Colman beat Downing (8—10, 9—2, 9—2, 9—7); Belfield 
beat Stacey (6—9, 9—3, 9—2, 9—4); Robinson beat Coningham (3—9, 
9—I, 9—4, 9—1); Holt beat Luard (1o—9, 9—5, 4—9, 5—9, I0—9). 

SEMI-FINAL ROUND.—Wing Cdr. F. lL. Robinson beat Air Cmdre. F. V. 
Holt (9—2, 9—7, 9—7); Wing Cdr. A. G. Belfield beat Sq. Ldr. J. P. 
Colman (9—10, 9—0, 9—4, 9—5). 

FINAL.—Robinson beat Belfield (9—1, 6—9, 9—7, 9—6). 

Wing Cdr. Robinson is thus the first official holder of the 
title of R.A.F. Squash Racquets Champion. 


A VISIT TO THE FRONTIER.—Sir Philip Sassoon’s visit to Kohat, N.W.F.P., on Oct. 21, 1928. 


Sir 


D.S.O., 


. Off. V. W. Soltau, Fig. Off. 
C.B., 


Longmore, 


. Off. H. Parker, Fit. Lt. C. B. R. Pelly, 
A. M. 


Air Cdr. 
Mr. G. E. Lewton-Brain, Indian Police, Plt. Off. 


, 


D.S.O., Air Vice-Marshal Sir W. G. Salmond, K.C.B., 


Pit. Off. F. W. Murison, FIg 


left to right), Fig 


inger, 
Front row, 


Standing ( 


- 


Ree: = ions, 


Ps 


sata 


Sitting, Lt.-Col. S. G. S. Haughton, M.O., I.M.S., Capt. W. F. Campbell 


C. Kirkpatrick, C.B., C.B.E., A.D.C., Grp. Capt. R. P. Mills, M.C., A.F.C.. 


Brig.-Gen. 


Philip Sassoon, G.B.E., C.M.G., M.P., Sq. Ldr. R. H. G. Neville, M.C., Maj.-Gen. E. A. Fagan, C.B., C.S.I., C.M.G., 
D.S.O., 


Fit. Lt. G. Hanly, Wing Cdr. A. A. Walser, M.C., D.F.C., Fit. Lt. C. W. Busk, M.C., Fig. Off. J. H. Barr 


A. H. W. J. Cocks, Fig. Off. H. G. Wisher. 


K.C.M.G., 
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For the 


efficient cooling of Lubricating Oil 


in Aero Engines 


THE 


VICKERS -POTTS 
OIL COOLER 


(English Patent No. 285524 
(Foreign Patents applied tor) 


as adopted by the British Air Ministry 
is recommended to all manufacturers and 


users of aircraft. 


Available in all capacities to suit 
air-cooled or water-cooled engines of 
any horse-power. 


The VICKERS-POTTS OIL COOLER 
has a lower aerodynamic resistance 
for cooling capacity provided than 
any other apparatus of similar purpose. 


For tully descriptive pamphlet and quotations, apply to: 


VICKERS aviation LIMITED 


VICKERS HOUSE, BROADWAY, 
LONDON, S.W.1. 


Telephone : Works : Telegrams: 
VICTORIA 6900. WEYBRIDGE, SURREY. VICKERS, SOWEST, LONDON. 
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CANADIAN DOINGS. 


WINNIPEG, MANITOBA, CanaDa, Nov. 1o.—The path to the 
stars is no less arduous in Western Canada than elsewhere, 
in proof whereof we have divers unpleasant incidents to 
record in recent months. Only one man has been hurt in the 
bodily sense, but sensitive souls have been seared in the 
flames of gasoline and criticism. Nevertheless the work has 
gone steadily on in a very significant way. It is noteworthy 
that we have staged all but one of our crashes, with com- 
mendable candour, in the limelight of the public eye, and 
have done most of our real flying by stealth,—the forestry 
patrols of the R.C.A.F. and the commercial services to the 
mines, being mostly under cover of the Northland. 

Forestry patrols are over for the season and the Royal 
Canadian Air Force stations employed in this work are busy 
on overhauls. One accident in this field would certainly have 
cost Flg. Off. A. F. Macdonald his life but for the extreme 
gallantry of Dr. G. F. Amyot, surgeon in charge of the Ile 
la Crosse hospital in Northern Saskatchewan. Dr. Amyot 
made a 7-mile journey across two dangerous lakes in an out- 
board-motor canoe in almost impossible weather. Arriving 
after 28 hours of gruelling struggle he spent four practically 
sleepless days and nights over his patient, who will now 
recover. 

Capt. “ Jock”? Shields, R.C.A.F., who dusts crops with 
sulphur in the early summer as part of an experiment in 
controlling the disastrous stem-rust of wheat, dropped into 
the Winnipeg Flying Club’s aerodrome recently. He is at 
present photographing uninviting and primitively-fed areas 
up north. He reports that a meal in Winnipeg is very re- 
viving and that it is adjectivally cold at 12,000 ft. 

The Western Canada Airways, while busy overhauling their 
north-country machines in the enforced pause between float 
and ski operations, have headed another chapter in the air 
history of the West with their land services. A bi-weekly 
passenger and express service is now in running order from 
Winnipeg to Regina and Calgary with a feeder line to Sas- 
katoon and Edmonton from Regina. The total route is 1,600 
miles. 

It was on the inaugural flight that the De Havilland 61, 
with Bristol Jupiter engine, made a forced landing near Cal- 
gary owing to fuel trouble, failed to take off properly and 
caught fire when Pilot Buchanan had to dodge a crowd of 
sightseers before setting her down. The machine was totally 
destroyed, the pilot and four passengers escaping unhurt, 
This unfortunate start naturally checked the potential rush 
of passengers when the service was immediately continued 
with a Fokker Super-universal (Pratt and Whitney Wasp en- 
gine). 

The incident is rather crushing to those who had hoped 
to see more British machines and engines used in Canada. 
H. ly. Brintnell, operating manager of the Airways, praised 
the performance of the D.H.-Bristol combination but was 
not so complimentary about its economy. It seems that the 
Fokker products have stood out admirabiy, both in flying 
qualities and ease of maintenance, under the most strenuous 
conditions. 

Incidentally, Canadian Vickers, Ltd., of Montreal, with a 
directorate closely interwoven with that of Western Canadian 
Airways, has obtained Canadian manufacturing rights for 
Fokker machines. A new F7 plane of this make is expected 
from Amsterdam early this month which will be equipped 
with three Wright Whirlwinds and put on the new route. 
Four new Super-Universals have also been ordered. The 
’ lJatter type is recording an average ground speed of 110 m.p.h. 
on the regular service. 

The P. and W. Wasp also comes in for the heartiest praise, 
both from the Airways and from Canadian Aerial Minerals 
Exploration Conipany. The latter company is also overhaul- 
ing for work on skis at present, Capt. H. A. Oaks having 
gone to Toronto in connection with the programme. 

One pilot obtained more than 200 hours’ continuous ser- 
vice from his Wasp without other attention than tappet ad- 
justments and minor matters, and it is found quite feasible 
to travel hundreds of miles from a base without any other 
mechanic than the pilot. This is current gossip, but quite 
significant from men who operate aircraft on a commercial 
basis under most severe conditions 

Among general passenger work done must be included a 
spirited but vain effort to save the lives of two badly burned 
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MALLITE PLYWOOD 


USED BY THE LEADING AIRCRAFT MANUFACTURERS 


THROUGHOUT THE WORLD. 


Manufactured to Specification 2.V.3 by 
THE AERONAUTICAL & PANEL PLYWOOD co., LTD., 218-226, KINGSLAND RD., LONDON, E.2. 


victims of a train wreck by a Western Canada Airways pilot. 
A. H. Westergard landed a Fairchild cabin monoplane close — 
to the scene, bringing Engineer A. M. Harmon and Fireman — 
Jack Clayton back to Winnipeg General Hospital with ad-— 
mirable dispatch. Even this gain of an hour was, unfortu- — 
nately, insufficient. i 

On the Pacific coast the machines of the Western Canada — 
Airways, consisting of two Boeing-Wasp boats, one H-boa 
and one Vickers Vedette, have discontinued the season’s 
fishery patrol and are employed on general work out of 
Vancouver. 

The flying clubs continue to do good work, but before out- 
lining it we shall indulge a morbid tendency to get over the — 
set-backs first. A regrettable incident on Nov. 4 threatened 
the supremacy of the Winnipeg Flying Club in flying-hours 
per machine when they had over 800 -hours in five months — 
with two Moths and had broken one undercarriage as their 
only serious damage. 

On this day four more students had already passed fon 
pilot’s licenses and two more were well on the way until 
they disputed possession of the same landing-tee,—on q 
‘ Moth-to-Moth-and-let-the-best-man-win ”? basis. Nobody — 
knows who won, but the Club lost to the extent of five wings — 
and other oddments. Fortunately KU is nearly ready to take — 
off, KB is taking an overdue complete overhaul, and an Avian ~ 
has been bought from: Western Canada Airways. Nobody was © 
hurt. aoe 

The Moose Jaw Club lost a hangar and one Moth by fire, © 
and somewhat serious damage to engines has been caused ~ 
at both Regina and Saskatoon by broken connecting =a ; 
Theories are various, and probably all true. Hh 

Otherwise the story is encouraging. Without definite 
figures from Edmonton, Moose Jaw or Victoria we have word % 
of 64 soloists in the other four clubs. Of these Winnipeg — 
has 38, Regina 12, Moose Jaw and Saskatoon seven each. The 
situation with regard to licenses is rather obscure as Capt 
G. S. Abbott is even now conducting flight tests and the 
retical examinations in this territory. 

A most successful opening was held recently by the Cal 
gary Club. After many set-backs this body of enthusiasts, 
whose president is Capt. F. R. McCall, D.S.O., M.C., D.F.C 
got in motion towards Autumn and held an aerial exhibitio 
before a large crowd of citizens. Mrs. McCall baptised th 
two Moths and the club instructor. Lieut. W. Ll. Rutledgi 
A.F.C., M.M., demonstrated the air qualities of the ty 
Capt. « Wop ” May flew a Moth down from the Edmont 
club, 185 miles north. The difficulties of social amenities 
as between clubs in Western Canada can be realised when 
it is understood that all the rest were too far away to send 
a machine. 

Cross-country flying was becoming very. popular with Wi 
nipeg Club members until the sudden failure of the machin 
supply as related. An early recovery is anticipated, how- 
ever, as ordinary winter flying here has everything but the 
temperature to recommend it; frequent cloudless bumpless 
days, and an infinity of land and water equally suitable for 
ski landings.—CANUCK. 


THE LATEST AIR WAR. 


A boundary dispute between Bolivia and Paraguay has r 
sulted in minor hostilities between troops of the two 
countries. _ Various border forts have been taken and lost 
and reports have been published announcing the participa- 
tion of aircraft in the fighting. 

Bolivia has a small air force equipped with modem 
machines but nothing is known of a possible Paraguayan Ai 
Arn. 

A report from The Times correspondent in New York 
states that several trainloads of war supplies, including four 
aeroplanes, passed through Santa Fé, Argentina, on Dec. 15 
en route for Bolivia from a German ship. Three American — 
aviators have offered to serve with the Bolivian forces. 


‘CROYDON NOTES. 


_ Said the Editor, carelessly swinging a gold-knobbed cane 
in a well-gloved hand (by Dent) and preparing for a frugal 
lunch of caviare, peaches | and Pommery, ‘“‘ Let there be 

notes,—er—Croydon notes.” With death in his heart, the 
subordinate sprang to the salute, transferring a blob o 
printer’s ink from the forefinger of the right hand to the 
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Busy on Aircraft Work 


VERY YEAR SEES AN EXTEN- 
CPCUND EO Kooalerl pean © CIS E Siac 
POLLOCK PLANT AND FACILI- 
TIES*FOR AIRGRAET: BUBULAK 
WORK; BUT DESPITE RAPID 
EXPANSION WE KEEP BUSY 
ON AILRGRATEH WORK 0 A 
exHaust = THE YEAR ROUND 

MANIFOLD THIS IS STRIKING EVIDENCE OF 
FOR ROLLS “a THE FACT’ THAT” THE* AIRCRAFT 
CONDOR ENGINE % WORLD REALISES THAT “1F IT’S 
IN STAVBRITE STEEL 6 MADER ONT LEMEECTEE LLU BEomeLiyS 
, BEST MADE BY Aanp P” 


ALWAYS SPECLFY, VAlanniP . TUBES 


ACCLES & POLLOCK trp 


EXPERTS IN AIRCRAFT TUBULAR CONSTRUCTION 
OLDBURY, BIRMINGHAM 


IIo easVeraberndesy se enabe cats se neeeanreeeensenenesneeenes 


: Lighter than : Adopted 


: Screw-down by the 


: Grease Cups. : : Air Ministry ' 


The Simmonds Spartan is Tecalemit Equipped 


Quick, Simple, Clean, Efficient. 


ECALE PMI 


HIGH PRESSURE LUBRICATION. 


Tecalemit is standard on Armstrong Siddeley, Avro, Beardmore, Blackburn, Boulton & Paul, Bristol, 
De Havilland, Fairev, Gloster, Handley Page, Hawker, Short, Supermarine, Vickers and Westland 
machines, also on Bristol Jupiter, Bristol Cherub, Bristol Mercury, Beardmore & Cirrus A.D.C. engines 


TECALEMIT, LTD., 


LUBRICATION EXPERTS, 
MITRE HOUSE, SCRUBBS LANE, WILLESDEN, N.W.10.———=emem 
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lobe of the corresponding ear, took a seedy cloth cap (by 
Dunn) from the peg and shambled off through the fog to 
Croydon. 

Like Old Man River, the inhabitants of the Aerodrome 
must know somethin’ but they dont say nuffin’ on these 
occasions. In effect our correspondent found no news at 
all, which was exactly what he had confidently expected 
from the first. 

Wandering onto the once bright and busy tarmac, he 
found it occupied by three depressed plovers who, finding it 
uncomfortably damp, stood first on one leg and then on 
the other. On the control tower, the eagle-eyed gentleman 
with the binoculars had been withdrawn, and upon the rail 
sat a dissolute-looking crow who croaked derisively at 
Commercial Aviation in general from that vantage point. 


Suddenly our correspondent’s heart missed a beat (gold- 
flake) for he had caught a glimpse of something flying low 
through the fog with navigation lights full on. ‘Tensely he 
waited, moistening an indelible pencil with a trembling 
tongue. It loomed nearer. What could it be? The Auto- 
giro? the Pterodactyl? It seemed to fly like both of them. 

Steadily it approached, and as it executed a climbing 
turn over the watchful crow upon the control tower, the 
Representative of THE AEROPLANE turned away towards the 
Aerodrome Hotel with a stifled oath of bitter disappoint- 
ment. It was an owl which had mistaken day for night. 

Now, this is a fair and unbiassed account of what Croydon 
was like from the point of view of a collector of news items 
on Tuesday last, the 18th of December, exactly one week 
before Christmas Day. 

On the Tuesday in question, an Imperial Airways and a 
Sabena machine flew in as far as Lympne, otherwise there 
was no movement, and on W ednesday, the services were 
resumed as usual.—X. 


MR. CATES’ ACCIDENT. 


His many friends among the old hands in aviation will 
regret very much to hear that Mr. John Cates, formerly of 
Shell-Mex Ltd., collided with a motor ’bus on Noy. 24 and 
was taken to Whipp’s Cross Hospital with various fractures 
and wounds. By the time these notes appear he will be 
back at his own address at 14, Harold Road, Hornsey, N.8, 
and, as he is likely to be an invalid for weeks, one feels 
sure that he will be pleased to hear from his old friends in 
aviation. 

Mr. Cates was the first person concerned in the Oil In- 
dustry to be definitely appointed to look after aviation spirit. 
He undoubtedly laid the foundation of the enorinous business 
which the Shell Company now does in aviation spirit all 
over the World. 

He retired from the firm some years ago owing to ill- 
health, which is not surprising considering that he served 
the firm all over the World, including the most unhealthy 
climates, where oil-wells exist. In leaving he carried with 
him the good will of all his Directors, and is still in touch 
with most of the pioneers of aviation. All will wish him 
an early and complete recovery. 


PERSONAL NOTICES. 


MARRIAGES. 


BERLYN—ROBERTS.—The marriage arranged between Martin John 
Berlyn, B.A., R.A.F., A.F.R.Ae.S., of 8, University Court, Montreal, 
third son of Dr. J. A. and Mrs. Berlyn, of Edgbaston, and Kathleen 
Mary, younger daughter of Mrs. Alice M. Roberts, of Blackgrove, 
Lingfield, Surrey, took place on Dec. 19 at the Church of St. James 
the Apostle, Montreal, Canada. 


GREEN—HENNESSY.—At the Roman Catholic Church, Belford, 
Flg. Off. George Douglas Green, R.A.F., son of Mrs. M. D. Green, 
of 5, Elm Park Road, Chelsea, S.W.3, to Miss Dorothy Mary Hen- 
nessy, daughter of Mrs. K. Hennessy, of Keystone, Huntingdonshire. . 


BIRTH. 


CHAMPION Dg CRESPIGNY.—On Dec. 17, at Fovant Rectory, Salis- 
bury, to Sylvia, wife of Sq. Ldr. H. V. Champion de Crespigny, 
R.A.F.—a son (Hugh Philip). 


[This being the last issue of 1928, one fills this last 
bit of space by wishing all readers of the paper a 
Happy New Year.—c. G. G.] 


A USEFUL COMBINATION. 


A business man with thirteen years’ experience as a pilot, about 
2,000 hours’ flying, sixty different types of machine and first-class 
experience of testing, also photography, now holding both “A” and “ B” 
Licences ; is seeking an engagement at home or abroad where his 
services would be of use in the 1929 ‘‘Aviation Boom.” 

He has good experience of selling aeroplanes abroad and a sound and 
comprehensive general business know edg=2, including works and sales 
organisation. Until recently held an appointment as Aercnautical 
Advisor to a foreign Government. He is «a real worker and can offer 

Will those interested please write to Box No. 
All letters treated in strictest confidence. 


first-class testimonials. 
5590, THE AEROPLANE ? 


“For Safety in the Aiur 


Everywhere ” 
IRVIN AIR CHUTES 


are the life-saving equipment used by all 
Air Forces of the United States, Great 
Britain, Japan, Sweden, Norway, Poland, 
Chili, Peru, Siam and twenty other 
countries throughout the world. Every- 
where recognised as the most reliable, 
safest and most economical equipment 
of the kind in existence. Superiority 
of every feature proved by years of 


severe service use and _ thousands of 
comparative tests. 
OVER 100 LIVES SAVED IN EMERGENCY. 


OVER 8,000 SUCCESSFUL “LIVE” DROPS. 
OVER 30,000 SUCCESSFUL TEST DROPS. 


Illustrated literature on request. 


Irving Air Chute Co, Inc.|Irving Air Chute of 


372, Pearl St., Buffalo, N.Y.|Gt. Britain, Ltd., 


Letchworth, Herts. 
Cabie Addres: 
“Irvin Letchworth, England.” 


Cable Address: 
“Irvin Buffalo, N.Y.U.S,A.” 
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WOOD AND METAL. 
 Patentees 6 Manufacturers of the famous 


EAST COWES ISLE OF WIGHT 


i ‘CONSUTA’ Laminated Wood. . 


BUSH HOUSE. ALDWYCH, LONDON.WC 
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‘HE DE HAVILLAND AIRCRAFT COMPANY LIMITED, STAG LANE AERODROME, EDGWARE, MIDDLESEX. 
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Christmas Carals 


(new style) 


Noel Mainwaring looked out 

On the feast of Stephen, 

When the cars lay round about 
Straggling and uneven. 

** One thing’s very sure,” said he, 
*¢ Traffic’s far too trying ; 

I will hie me off to see 

Where I can learn fly-y-ing.” 


* Du-al, du-al,” 

The Instructor did say, 
“Ten hours on a Moth 

Will bring your Pilot’s ‘A.’ ” 


Whilst motors boiled themselves bone dry, 
All waiting on the ground, 
SJ Young Noel Moth-ed his way on high 
With space and views all round. 


Hark, the happy Moth-ers sing, 
Nowadays a Moth’s the thing, 
On the road you can’t do forty 
Without bving told it’s naughty. 
Any Gipsy Moth will do 
Something over one-0-two, 
Threepence ha’penny every mile 
Cov-is costs for two in style. 
Hark, the happy Moth-ers sing, 
Come and join us on the wing. 
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C. 4 Be: “CALCUTTA” IS THE 
first all-metal commercial 
flying-boat to be operated by the 
British air lines. It accommodates 
15 passengers besides a crew of 
three, with all necessary equip- 
ment and stores, 


Avrcpcatvorder This machine has demonstrated its 
for a third ability to take off from the water 
ee fully laden on two engines only— 
b ived ; : 

ee. 3k time 42 seconds; headwind 10 
from Imperial ’ 

Airways me Ltd. miles per hour. 
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Bristol 
°° Jupiter ”’ 
Engines. 


ALL METAL FLYING BOAT 
SHORT BROS. (ROCHESTER & BEDFORD) LTD. ROCHESTER 
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THE REID © 
PILOT TESTING 
APPARATUS. 


As adopted in the R.A.F, 


THREE DYNAMOMETERS 


Having specialised for many years in 
appliances for testing all kinds of Prime 
Movers, including the 


“Froude” Hydraulic Dynamometer, 
‘“‘ Heenan-Fell” Air Brake Dynamometer, 
“ Heenan-Highfield” Electric Dynamometer, 


is now available to 


DOMINION AND FOREIGN 
GOVERNMENTS. 


we are in a position to advise on and 

supply the most suitable and economical 

Testing Plant to meet the individual 
requirements of every user. 


PLEASE SEND FOR OUR LITERATURE. 


HEENAN & FROUDE, LIMITED, 


WORCESTER. ENGLAND, 


The scientific economiser which 


has revolutionised selective and 


AN. $3 4, mph. 


(Subject to official confi Lol 4 
whject pe confirmation grading tests. 


Gipsy Moth Aeroplane 


on 


Sole Patentees and Manufacturers : 


REID & SIGRIST, Ltd. 


Athenaeum Works, 


hyl Petrol THE VALE, HAMPSTEAD. 


TRADE MARK 


Distributed by the protrietors of PRATTS SPIRIT—famous for 30 years. 


D.A.306, 
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VICKERS “VICTORIA ”—2 NAPIER “LIONS ”=~CELLON DOPE 


OR Troop Carriers, Night Bombers, Fighters, Seaplanes, and 
Training Machines CELLON DOPE meets all requirements. 
That is the reason why Messrs. VICKERS LTD., use 


CELLON 


Telegrams: 66 ‘ 99 Telephone: 
AJAWB Richmond Surrey. The Dope of Proved Efficiency Richmond 2211 (4 lines) 
C 46-45 Ceéllon ‘Richmond) Ltd., Cellon Works. Petersham Road, Richmond Surrey. 


HANDLEY PAGE 
AUTOMATIC SLOT CONTROL 


“* STALLING’ THE CHIEF DANGER 


Examination of each of the accidents due to stalling 
shows that in all probability not one of them would have 
occurred if the machines had been fitted with the 

HANDLEY PAGE WING SLOTS? 


“ MorNING. Post,” 
29th November, 1928. 


HANDLEY PAGE, LTD., 
Cricklewood, 
Lonpon, N.W.2. 
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THE NEW LIGHT 


AUTOGIRO 


A.D.C. Cirrus Mark III 85 hip. 


engine. Two-Seater Dual Control. 


¢ On Novy. 4th the 


WORLD’S FASTEST SPEED 
319.57 m.p.h. was achieved by MAXIMUM SPEED - 95 M.P.H. 


atc, nar, CRUISING SPEED - 75 MPH, 


flying a Supermarine 
Napier Seaplane using 


Ethy Petrol 


TRADE MARK 


Distributed by the proprietors (f PRATTS SPIRIT—/amous for 30 yoar 


D.A .298. 


A LIGHT AEROPLANE 
WITH SAFETY. 


NO STALLING. 


CONTROL AT ALL SPEEDS 


ELECTRICAL FITTINGS. 


Materials and accuracy to specifi- ° 
cation guaran.eed. 
You are assured of prompt delivery 


if you draw on our enormous stocks. d 
y For particulars apply to:— 


Stock includes: 
Cable Bonding Clamps, Outer and 


Inner Sleeves, Indentification Slecvés, | The CIERVA AUTOGIRO Co. ; Ltd. 


Cable Terminal Lugs, Insulators, etc. 


BrownBrothers BUSH HOUSE, 


~ Allied Companies — 


THOMSON «0 BROWN BROTHERS. Lrto 


CBROWN BROTHER'S Htano? bre ALDWYCH, LONDON, W.C.2. 


Great Eastern Street, 1 oncon, E.C.2, 
and Branches. 


Telephone :—CENTRAL 4861. 
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MISCELLANEOUS ADVERTISEMENTS. 


All Advertisements for this column should arrive at this 
office by 6 p.m. Monpay, to ensure insertion. 

For the convenience of Advertisers, replies can be received 
at the office of THE AEROPLANE, Cannon House, 
Pilgrim Street, London, E.C.4 
Special PREPAID Rate—18 words 3/=; Situations 
Wan'ed ONLY—18 words 14/=. 2d. per word after. 


CLUBS, MESSES, LIBRARIES.—Reading covers for the 
current issue of THE AEROPLANE are now available from THE 
AEROPLANE Book Department, Cannon House, Pilgrim Street, 
EH.C.4, at 3s. 6d. each, post free. 


AVIATION CONSULTANTS. 
We have specialised in the preparation of complete schemes 
and estimates for the operation of aircraft in all parts of 
the world. We advise on the type of aircraft and equip- 
ment necessary under varying geographical and climatic 
conditions 
ALAN COBHAM AVIATION LTD., 

15c, NEW BOND STREET, W.1 

Mayfair 2908. ’Grams: ‘Talsundar, 


*Phones : London. 


AIRCRAFT CAMERAS. 


‘“‘Eagle’’ Aircraft Cameras and Equipment. Specialists in air 
photographic apparatus. Particulars from the manufacturers 
and patentees, Williamson Manufacturing Co., Ltd., Litch- 
field Gardens, Willesden Green, London, N.W.10. Telephone 
0073-4 Willesden. Telegrams ‘“‘ Kinetogram Willroad Lon- 
don.’’ Contractors to the Admiralty, Air Ministry, War Office. 


AEROPLANE PHOTOGRAPHS. 
Black and white prints of Aeroplane photographs, size 8} x 
63, can be obtained from the Editorial Office, price 2s. 6d. 
each post free, or 1s.. 6d. each for three or more of the same 
photograph. Enlargements, 10 in.x8 in., 3s. 6d. each, 
I2 in.X1o in., 4s. 6d. each, 15 in. x 12 in., 6s. 6d. each. 


AVIATION INSURANCE. 


For all descriptions of Insurance concerning Aviation risks 
a to Bray, Gibb and Co. Ltd., 166, Piccadilly, London, 
PD 


AERODROME LIGHTING. 
Mobile Combined Beacon Floodlights, Emergency Signalling, 
Navigation, High Intensity, Lenses, Carbons, Strands, Cords. 
The London Electric Firm, Croydon. 


AIR SURVEY. 

Air Survey Co. Ltd., 39, Grosvenor Place, S.W.1. (Sloane 
6048), Monkey Point, Rangoon, and 12, Hungerford Street, 
Calcutta. 

The Aircraft Operating Co. Ltd., 8, New Square, Lincoln’s 
Inn, London (Holborn 8131), and Bulawayo, Southern 
Rhodesia; Cairo, Egypt; Rio de Janeiro, South America: 
Contractors to the Ordnance Survey. Laboratories and Sub- 
sidiary Company for aerial photography in the British Isles, 
Aerofilms Ltd., Colindale Avenue, Hendon (Colindale 6157). 


AIRCRAFT INSTRUMENTS. : 

Aircraft Instruments, etc. Special offer :—Airspeed Indica- 
tors, new, in makers’ boxes, 4o-160 m.p.h., 5s. 9d.; Baro- 
meters converted from Altimeters (RAF), mounted in Pro- 
peller bosses, 36s.; Radiator Dashboard Thermometers, 50-100° 
centigrade, ros. 6d.; Cross Levels, 1s. 9d.; Revolution Indi- 
cators, 3 ft. flexible drive, 18s. 6d.; Shock Absorbers, elastic, 
3/8 ins., yard, sd.; 25 lb. Oil Pressure Gauges, 58. 6d.; 
6-way Switch Boxes, 2s. 9d. Above postage paid. Coley 
Ltd., Ordnance Works, Queen Elizabeth Road, Kingston-on- 
Thames. Phone 0365. Free list obtainable of tools, wire- 
strainers, etc. 


AIRCRAFT FOR SALE. 
We have a comprehensive list of New and Second-hand 
Machines, Engines, etc., with C. of A. Merriam’s Aviation 
Bureau, 64, Victoria Street, S.W.1. ’Phone: Victoria, 8428, 
Grams : Exboxite, Sowest, London. , 
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PATENTS. 
STANLEY, POPPLEWELL AND FRANCIS, International 
Patent Agents, Jessel Chambers, 88, Chancery Lane, W.C.2. 
Telephone, Holborn, 6393; Telegrams, ‘“‘ Notions, Iondon.”’ 


AIR TAXIS. 
Air Taxis Ltd., Stag Lane Aerodrome, Edgware. 
Colindale 6307. 
Aerofilms Limited, Aerial Tours, Taxi Work, Aerial Photo 
graphy, Aic Survey. Colindale Avenue, Hendon, N.W.9. 
’Phone, Colindale; 6581 (2 lines). 


*Phone : 


FLYING CLOTHING. 
Lewis’s for Flying Equipment of every description.—Leather 
tying coats, 87s. 6d., 110s. 120s. Double breasted, 65s., 85s., 
105s. New Flying Suits, all sizes, fitted fur collars, 60s. Fly- 
ing Helmets, best quality only, fur trimmed, 14s. 6d. Flat or 
round type of phone, 5s. Y-piece and adapter, 3s. 3d. 
Tubing and rubber connections, 3s. Genuine Government 
Silk Gauntlet Undergloves, 3s. 6d. per pair. Triplex Goggles 
of every description.—Lewis’s, Leather Clothing Manu- 
facturer, 19a and 27, Carburton Street, London, W.1. Museum 
4793. No connection with any other firm. 
Wainwright's Flying Clothing.—Genuine R.A.F. new Sidcot 
flying suits, fitted fur collars, 57s. 6d.; R.A.F. pilots’ gaunt- 
let gloves, 12s. 6d. per pair; R.A.F. pattern mask goggles, 
lined fur, 12s. 6d.; Flying helmets, trimmed fur, 12s. 6d.; 
Inter-communication earphones, complete with connections 
and ‘‘ Y” pieces, flat type, 12s. 6d. per set.; Write for 
catalogue. Wainwright’s, 300-302, Euston Road, London, 
N.W.1. ’Phone: Museum 6280. 


' PRACTICAL FLYING. 

BROOKLANDS SCHOOL OF FLYING LTD., Brooklands 
Aerodrome, ’Phone Byfleet 437. Highest standard of Instruc- 
tion. Private accommodation on Aerodrome. 
Learn to Fly at the Midland Aero Club. Three tuition 
machines, two fully qualified expert Instructors. No wait- 
ing. Particulars Hon. Secretary, 22, Villa Road, Hands- 
worth, Birmingham 
Lancashire School of Aviation Ltd., Squires Gate, Blackpool. 
Tuition. Renault-Avro machines. Moderate terms, ‘‘A”’ 
and ‘“‘B”’ licences. ’Phone 24209. 
The De Havilland School of Flying, Stag Lane Aerodrome, 
Edgware, Middlesex. Fourteen machines : Nine Moths, five 
advanced training machines. Seven Pilot Instructors, Lectare 
Classes, Restaurant and Recreation Pavilion. The largest 
and most up-to-date civilian organisation for flying tuition in 
the British Empire. 
LEARN AT LYMPNE for lowest rates and quick tuition. 
No waiting list. 65 miles from London. Experienced 
Instructor. Moth machines. Comfortable Club Room and 
Bar. Apply Hon. Sec., Cinque Ports Flying Club. 
Surrey Flying Services, Croydon Aerodrome (Telephone 
Croydon 1736) have vacancies in their flying school for pupils 
at moderate rates, Avro aircraft used. Residential accom- 
modation at Aerodrome Hotel. 
a mre) 

EMPLOYMENT. 
Pilots, Designers, Ground Engineers, 
Prepare for the coming ‘‘ Boom ” in aviation. Register at 
once and let me safeguard your interest. Those already 
registered will receive first attention. (Licensed annually by 
the L.C.C.). Merriam’s Aviation Bureau, 64, Victoria Street, 
S.W.1. 


Draughtsmen, Etc. 


SITUATIONS VACANT. 
Mechanical Engineering Draughtsmen wanted, preferably 
with aircraft experience, to commence duties New Year. 
Written application with full details of training and salary 
required to Chief Engineer, Fairey Aviation Company L(d., 
Hayes, Middlesex. 


TUITION. 
We offer sound instruction in Aeroplane Design, Fitting and 
Rigging, and Aero-Engine Fitting and Rigging; also expert 
training for Ground Engineers (Categories A, B, C and D) 
and Special Pilots (Licence B). Bert Hinkler studied two 
1.C.S. Courses. Write to-day for our ‘‘ Aeronautical En- 
gineering ’’ Booklet. International Correspondence Schools, 
Ltd., 179, International Buildings, Kingsway, London, W.C.2. 


WANTED. 

Wanted for cash, aeroplane instruments, compasses, tacho- 
meters, air speed indicators, pitot tubes, climb indicators, 
banking indicators, aircraft bolts, clevis pins, aircraft control 
wire, aeronautical engines all sizes, parts, magnetos, car- 
buretters, large or small quantities, new or second-hand, in 
good condition. Apply Box No. 5585, THE AEROPLANE, Cannon 
House, Pilgrim Street, E.C.4. 


KINDLY MENTION ‘ THE AEROPLANE”? W HEN CORRESPONDING WITH ADVERTISERS. 
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THE 
WESTLAND 
WAPITI 


with Jupiter VI Engine 
(Photos Nos. 1 & 2). 


A “ general purposes "' 
aircraft as supplied to 
the Royal Air Force. 
Landplane or seaplane; 
suitable for recon- 
naissance, bombing, 
wireless, photography, 
etc.; fitted with 
Handley-Page Auto- 
matic Slot Gear. Wood 
or all-metal construc- 
tion. 


THE WESTLAND 
WIDGEON 


Cirrus III or Genet Engines. 
(Photo No. 3). 


An ideal light ‘plane for the 
Private owner, club use, etc. 
Robustly constructed to exceed- 
ingly high standards. An ex- 
cellent machine which will be 
appreciated by the most exreri- 
enced as well as the new pilot. 
Possesses exceptional controll- 
ability, even when in stalled flight 
Folding wings—no rigging to 
require adjustment; excellent 
view for pilot and passenger. 
Low running costs. 

F quiries solicited for all 
types cf Civil and Muittary 
Ascrafss. 


WESTLAND AIRCRAFT WORKS 
(Branch of Petters Limited), CONTRACTORS TO THE AIR MINISTRY, 
Telephone—Yeovil 141. YEOVIL, ENGLAND. Telegrams—Aircraft 141 Yeovil, 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 
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There are more types 
of aircraft in service 
| to-day. all over the 
world fitted with 
Jupiters than with any 
other type of engine 


“For reliability fit the Jupiter.” 


THE BRISTOL AEROPLANE CO., LTD., 
FILTON —— BRISTOL. | 


Telephone: 3606 Bristol. : Telegrams: Aviation, Bristo!. 
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